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THE ST. LAWRENCE CANAL 


The April 16 “clip sheet for editors,” issued by the 
Great Lakes-St. Lawrence Tidewater Association in advo- 
cacy of the proposed Great Lakes-St. Lawrence ship channel, 
quotes the following from Howard Elliott, chairman of the 
board, Northern Pacific Railway, under the heading; “Are 
the Railroads Opposed?” : 


Without attempting in any way to speak officially for the North- 
ern Pacific Railway Co., or other railroads generally, I agree with 
your statement that the “Beneficial use of each agency should be 
considered on the broadest basis and that the improvement of the 
whole should be regarded as a national enterprise, whether under- 
taken by public or private capital.” 

In doing this, however, both agencies should be made to be 
self-supporting out of the use made of them by the public and they 
should not be supported, according to my view, by constant appro- 
priations from the public treasury. 

One difficulty in the past has been that there has been a tendency 
to build up the use of the waterways by reducing the earnings of 
the railroads that might be hauling freight to or from the point 
of exchange with the waterway. 

__It seems to me the rates ought to be so adjusted that business 
will go fairly by either route without shrinking or harming the 
earning power of the other route. 

_I agree that as the population of the United States grows, the 
subject of transportation by water should be more and more con- 
sidered and developments made where it is obvious they can be self- 
supporting from the business to be done. 

I do not believe the railroads are blindly opposing the develop- 
ment of water routes which now do occupy an important part of the 
transportation system of the country and which, as already stated, 
could occupy a more important part as the population and demands 
lor transportation increase. 


The quotation is taken out of its context, if any, and 
it is not shown to what it is a reply, but it is obviously pub- 
lished in order to show railroad sympathy with or, at least, 
lack of opposition to the proposed St. Lawrence seaway. 
Taken as it stands, we do not find it so. We find it, rather, 
a well considered expression of what should be the attitude 
of all public spirited citizens toward this canal project—the 


may satisfactorily be shown to be beneficial, provided they 
are not made to work an injustice to others. We think Mr. 
Elliott might go considerably farther than he has gone in 
the language quoted toward developing this theory of public 
policy, but that is not a criticism, because we do not know 
the occasion for the language. We do criticize railroad 
executives in general, however, for permitting it to be be- 
lieved, to a great extent, that they are not opposed to or 
are not questioning this project, as at present conceived and 
justified. The greatest argument for the St. Lawrence sea- 
way is that it will reduce freight rates, and railroad men 
ought at least to insist that there be a more conclusive show- 
ing as to the need of the canal before they permit, even by 
their silence, that it be understood that they are not opposed 
to it. Mr. Elliott, though it is obvious that his language is 
so mild as to lend itself to use by advocates of the canal as 
proof of complacency on the part of the railroads, still, 
when analyzed, may be seen to go farther than most railroad 
pronouncements on the subject and not to be the endorse- 
ment that the easily satisfied reader might be led to suppose. 

In the same clip sheet, an article by the editor says that 
the essential objection to the project comes from the steve- 
dore cities of Buffalo and New York, their point of view 
being that, with the St. Lawrence Canal in operation, their 
loading monopoly would be destroyed. Of course, there is 
opposition from that source, but we should think it far from 
the truth that this was the “essential” opposition. At least, 
it ought not to be the chief opposition. The public has been 
strangely quiescent in this situation and may see the time 
when it will regret that it did not insist on a more thorough 
understanding before it gave its consent to a great expendi- 
ture of public funds for what may prove to have been for 
an “improvement” that was not warranted and that has been 
of small public benefit. At least, it may be said that, if the 
opposition is local, so is the advocacy, in its most ardent 
aspects. 


SOUTHWESTERN CLASS RATES 

It is a boast of the Commission that it is not gov- 
erned by the judicial doctrine of stare decisus. Some 
shippers who have been able to look at the report in the 
southwestern class rate case, it is suspected, will con- 
cede that the Commission is entitled to make the claim 
on that head. The courts often irritate litigants by tell- 
ing them that the matter in hand “stands decided,” 
using the Latin words instead of the English, of course. 

Were that doctrine one of the guide posts of the 
Commission the report in this case probably would not 
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Speed Up Your 


Furniture Deliveries 
to the South, Southwest 
and for Export ~ w w 


Northern furniture manufacturers 
will save transit time by specifying 
G. M. & N. routing on shipments to 
points in the South and Southwest 
as well as on Inter-Coastal and Ex- 
port Shipments through Gulf Ports. 







| 


4 Fort Smith 


Direct connections with the main trunk 
lines, and a fast, dependable freight sched- 
ule enable the G. M. & N. to offer an ex- 
ceptional service that will please your cus- 
tomers. 


Special service on Export and Inter- 
Coastal shipments through the ports of 
Mobile and New Orleans. Shipside deliv- 
ery on marginal tracks at Mobile day of 
arrival. Free lighterage. 


5 l/ Shreveport 
. 
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For further information, write or wire 
nearest Traffic Agency, or 


J. A. Jackson, Frt. Traf. Mgr., Mobile, Ala. 
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be so novel. Instead, the new structure would be 
founded on the decision in the Memphis-Southwestern 
case in which the so-called No. 9702 scales were pre- 
scribed. The new would be definitely related to the old. 
Changes from the old would be made for specified 
changes in conditions. Analysis of the long report may 
show that the new is so related to the old but first 
instance impressions among shippers is that there is no 
way for any one to say, with confidence, that Commis- 
sioner Lewis’ report is the old case brought down to 
date with additions thereto sufficient to meet the new 
conditions. 


There is no doubt about the work being one of 
monumental character. However, monuments are ex- 
pensive and there is frequently a question as to whether 
a monumental work is warranted in the matter in hand. 
Shippers are agape. What may be the fact in respect 
of the carriers is not so certain. The former, however, 
find that the money they spent in the last five or ten 
years must be spent again because the adjustments made 
on account of the Memphis-Southwestern case and other 
cases have been condemned to the dust bin. The prob- 
abilities are that complaints now on the files of the 
Commission, on which much money has been spent, will 
be abandoned and new ones filed, to the end that when 
the issue is joined it will be with the prospective rates 
rather than with the existing rates, which, while still in 
effect, have been condemned by this latest utterance. 
True, it may be two or three years before the new rates 
become operative, but what would be the use of fighting 
about the rates now in effect when it was clearly indi- 
cated they were to be displaced? 


A natural query, it is believed, is whether the fact 
that the rate publications in the southwest are compli- 
cated is a sufficient reason for wiping out all that exists 
and starting anew. Facts brought out in connection with 
the conference of the tariff publishing agents several 
weeks ago in Washington show that some of the com- 
plexity is due to conflicting orders of authority. House 
cleaning on their own door steps on the part of commis- 
sions, we think, is indicated by such a condition. The 
tariff publishing agents are not responsible for conflicts 
that require thick tariffs. Neither are the railroads. 
Nor are the shippers. In such cases the responsibility 
rests upon the commissions, the paid servants of both 
shippers and carriers. It may be easy for the public 
officials to hide their own sins by throwing them into 
the dust bins but such disposition puts expense upon 
the public. 

How much of the absolutely new there is in the 
report probably will not appear for weeks. Including 
the orders and material not paged but necessary to be 
read, it is a volume of about 300 pages. One declaration 
that should be subjected to close scrutiny is that “the 
traffic naturally tributary to the ocean lines, of course, 
is the traffic between Trunk Line territory and the 
Texas ports and points contiguous thereto. To permit 
the rail lines from St. Louis, Chicago, Pittsburgh, Cleve- 
land and other points to maintain rates so low as to 
deprive such water carriers of the traffic naturally theirs 
is not in accord with the spirit of section 500.” 
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That declaration raises several questions, as, for 
instance, when did it become natural for traffic from 
Pittsburgh and the western part of Trunk Line territory 
beyond the crest of the mountains to move east over 
the mountains and away from the water lines on the 
Ohio and the Mississippi on its way to the southwest? 
Trunk Line territory, if limited to the crest of the 
Alleghenies as its western boundary might be deemed 
tributary to the ocean lines in competition with the 
water lines over the rivers and great lakes to the south- 
west and with the rail lines built to compete with the 
inland water lines. It might be observed that no part 
of the statute directly authorizes or directs the Commis- 
sion te delimit the territory from which competing rail 
and water lines composed of river and rail lines, the 
latter having their eastern termini at St. Louis, for in- 
stance, may draw traffic in competition with steamers 
on the Atlantic and the rail lines carrying traffic to the 
ocean ports. 


Naturally the report, in many places, has references 
to water transportation but, so far as cursory examina- 
tion reveals, there is only one place where failure of 
water transportation is mentioned at any length. That 
failure was between New Orleans and the Texas ports. 
Since the fall of 1922 there has been no service between 
them. Mr. Lewis said that water competition between 
New Orleans and the Texas ports, of material extent, 
ceased to exist many years ago. He also said that the 
history of water transportation between New Orleans 
and Texas ports was a story of repeated failures. Im- 
mediately thereafter he gives a valid reason for the 
repeated failures. “There is practically no eastbound 
movement by water and the tonnage by rail which would 
be available for water movement were regular service 
established appears to be small,” says he. “Rapid and 
dependable service is maintained by the rail lines be- 
tween New Orleans and Houston, by which freight is 
transported in two or three days. Water movement 
between these points is much slower.” 


The obvious answer to the tale of repeated failures 
is that there is small trading between New Orleans and 
the Texas ports. They produce and handle outbound 
substantially the same commodities. In another part 
“f the report, Commissioner Lewis observes that for 
saort hauls by water the expense is relatively high. That 
seems one obvious reason why water transportation be- 
tween New Orleans and the Texas ports has disappeared 
in addition to the fact that there is relatively small 
traffic to be carried from one to the other. New Orleans 
is a general trading port with inbound and outbound 


traffic. The Texas ports are preponderantly ports of 
exports. What the latter send out is not needed in New 
Orleans. What New Orleans sends out is not needed in 


Galveston. What is imported through New Orleans may 
be needed in the Texas ports, but if it is the chances are 
that it will be needed in L. C. L. quantities, certainly 
not in cargo quantities else the ships would go directly 
to the Texas ports and not to New Orleans. 

While Congress told the Commission to foster water 


transportation it failed to give it control over steamship 
lines not connected with rail lines even to the extent of 
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its being able to compel them to give statements as to 
their business. If the steamship lines fail to give per- 
suasive information in cases such as these, the Com- 
mission, we think, should move with extreme caution 
in reaching a conclusion as to what traffic is naturally 
tributary to any ocean line or lines. ; 


FOURTH SECTION TRANSIT 
The Traffic World Washington Bureau 


Arguments that did not last as long as the time set aside 
for them were made April 26, before Commissioners Aitchison, 
Esch and Woodlock, constituting division 2, on fourth section 
departures in connection with transit shipments of cottonseed 
and related vegetable products such as cottonseed and other 
vegetable oils, cakes, meals, etc., and other commodities. Fail- 
ure to use all the time resulted from the obvious unwillingness of 
Commissioner Aitchison to permit those to whom time had been 
assigned to depart from the questions on which arguments were 
to be made. A whole day was set aside for the matter. About 
two hours were used. 

Specificaly the questions were as to whether fourth section 
order No. 9133, issued in connection with the cottonseed and 
products scale prescribed in No. 14150, the southwestern cotton- 
seed case, permitted transit at points on the circuitous routes 
to which fourth section relief had been granted; and, if not, 
should the order be amended upon specific request therefor. 

Many of those to whom time was assigned seemingly had 
an impression that the discussion was to be about the policy 
the Commission should follow. They started on general dis- 
cussions as to the value of the transit service to the shippers 
generally but Commissioner Aitchison said there was no ques- 
tion about the value of transit but that there were specific 
questions as to the scope of the specified fourth section order, 
from which other questions arose. In trying to confine the traffic 
managers to whom time had been assigned to the law questions 
involved Commissioner Aitchison apparently rendered useless 
the things they had prepared themselves to say about the neces- 
sity and desirability of transit on circuitous routes. Several of 
them said they had nothing to say. 


Time was given to G. H. Muckley, H. H. Larimore and W. F. 
Zearfus, for the carriers; Paul E. Blanchard, for Armour & Co., 
and a long list of corporations and associations interested in the 
vegetable oil trade; M. W. Martin, for the Arkansas Cottonseed 
Association; N. C. Cagle, Pine Bluff Chamber of Commerce; 
Edgar Moulton, New Orleans Joint Traffic Bureau; W. W. Ingals, 
Jr., Penick & Ford; F. S. Wagner, Millers National Federation; 
L. E. Banta, Indianapolis Board of Trade; J. C. Murray, Thebault 
Milling Co.; C. R. Marshall, Fruit Despatch Co.; Willis Crane, 
Apple Shippers’ Association; M. T. S. Orner, American Insti- 
tute of Steel Constructors; Fred Esch, Petroleum Iron Works; 
N. D. Belnap, Parkersburg Rig & Reel Co.; G. F. Graham, 
Southern Hardwood Traffic Association; A. F. Vandergrift, 
Louisville Board of Trade; E. Wallace, Kellogg Co.; F. S. Keiser, 
Duluth Chamber of Commerce, and W. H. Day, Boston Chamber 
of Commerce. 

Mr. Muckley said that railroad competition was not the only 
reason for fourth section relief. The Commission, itself had 
said, he pointed out, that commercial competition was a reason 
for relief. 

“If Commissioner Campbell were here,” said Mr. Aitchison, 
“he would say the law had been changed since the time of that 
case,” the case quoted being one in 41 I. C. C. 1. 

“I don’t know wherein it has been changed,’ said Mr. 
Muckley, who contended that the fourth section order in ques- 
tion certainly did permit the establishment of transit on the 
circuitous lines in respect of the cottonseed and its products 
therein embraced. Pointing out that the whole theory of relief 
under the fourth section was to permit competition he submitted 
a diagram showing cotton oil refining plants at Dallas, Houston, 
Shreveport and Memphis. He said the refiners were certainly 
in competition, first for crude oil to refine and second in the 
sale of the refined product at Chicago. Railroads, he said, 
certainly were in competition for the business of carrying both 
the crude and refined oils. 

Mr. Larimore bluntly said that the questions were raised by 
F. A. Leland and that Leland was the only man in the world, 
who, after twenty odd years of unbroken construction of the 
fourth section, would raise such a question. Mr. Larimore said 
that if Mr. Leland had showed the letter in which he raised 
the question to an attorney for a railroad, the letter would 
never have been dispatched to the Commission. 

Mr. Aitchison wanted to know what had waked Mr. Leland 
after twenty years. Mr. Larimore did not know but he said 
that a question as to a rule of law could not be raised by an 
unnecessary question put by a freight tariff publishing agent. 
Mr. Larimore pointed out that it was a rule of law that when 
all the parties, for a long time, acquiesced in a given construc- 
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tion of a statute that construction was recognized as the proper 
one. 

“You are practically pleading a custom, aren’t you,” askeq 
Mr. Aitchison. Mr. Larimore admitted that he was. Mr. Aitchj. 
son asked him to assemble correspondence on the subject for 
consideration. Mr. Larimore promised to do that but said he 
did not know whether there could be agreement as to what 
constituted correspondence. He suggested that the filing of 
tariffs by the railroads in which they did the very things now 
questioned might be taken as correspondence, especially in view 
of the fact that the Commission was presumed to know how the 
railroads construed the statute from the way in which they 
proposed to comply with it. 


Mr. Zearfus said the Trunk Lines were not parties to the 
case in which the question arose and had not been heard. There. 
fore he said any order that might be put out in connection with 
this should not run against them. Mr. Aitchison suggested that 
the notice in this case certainly told them what was to be 
decided and suggested that this was the time for the Trunk 
Lines to say what they had in mind. In answer to that Mr, 
Zearfus said he was not authorized to make any suggestions 
in behalf of the Trunk Lines other than the one he had made, 

Disallowance of transit on the circuitous lines, Mr. Moul- 
ton said, would reduce the number of routes and lead to cop- 
gestion. Mr. Aitchison put to him a complicated question as 
to discrimination by reason of fourth section relief, which Mr. 
Moulton tentatively answered but which he frankly said he 
would like to study before undertaking a real answer. 

Mr. Blanchard said that transit or no transit had nothing 
to do with fourth section relief. The fourth section forbade 
the demanding or receiving of greater compensation for a shorter 
than for a longer haul and that a through rate always included 
all the accessorial services usual in connection with such rates 
regardless of whether the traffic went over the direct or the 
indirect routes. The grant of relief, he contended, was a grant 
as to all phases of a through rate. Grant or denial of transit 
on the circuitous lines, he said, had nothing whatever to do 
with fourth section relief. 


Mr. Crane said that denial of transit on the circuitous 
routes would be to destroy one of the purposes of the fourth 
section. Mr. Orner said the fabricators of steel were much 
interested in transit but Mr. Aitchison said the Commission 
knew that but that what it wanted was answers to the ques- 
tions involved in this argument, not statements about the in- 
terest in transit. 


Mr. Esch said that grant of relief carried with it permissien 
to establish transit. He added that if a long line asked for 
fourth section relief on direct shipments transit should be obliga- 
tory as to it on indirect shipments; that is to say, a line given 
relief should not be permitted to take one part and refuse to 
take the other. 


Fifteen days were given those interested to file their views 
on the subject. 


FLOOD SERVICE ORDER 


The Commission, by service order No. 44, dated April 23, 
has authorized and directed fhe affected carriers to route and 
re-route traffic as may be necessary on account of the floods 
in Arkansas, Louisiana, Missouri, and Mississippi, in disregard 
of routing by shippers or connecting carriers. Rates via the 
routes designated in the original billing are to be protected in 
instances where those by the new routes are higher, but, in 
instances where the rates are lower by the new routes, the 
lower rates are to be applied. 


Six thousand army tents have been sent from the Phila- 
delphia army storehouse to St. Louis for distribution among 
the Mississippi River flood sufferers. They were carried on 
passenger train schedules by the Pennsylvania and Baltimore & 
Ohio, without expense to the government or any relief organ- 
ization. When the government decided to send the tents, which 
are to be supplemented by other army supplies, it was found 
that the government had not enough money in the appropriation 
for such purposes to pay the published rates. W. H. Quigg, of 
the Federal Traffic Bureau; which coordinates the traffic affairs 
of the federal government, took up the matter of rates with 
Vice-President Dixon of the Pennsylvania. Mr. Dixon decided 
that, in view of the urgency of the matter, free transportation 
was the solution. The Pennsylvania carried 19 baggage cars 
loaded with tents and the Baltimore & Ohio eight cars so as to 
get them through in the most expeditious manner. 


PARCEL POST REGULATON’ 


W. Irving Glover, second assistant Postmaster-General, has 
announced that, effective at once, the following transit rates 
will apply with respect to parcels addressed for delivery in the 
Madeira Islands: 1 to 3 pounds, 48 cents; 4 to 7 pounds, 78 
cents; and 8 to 11 pounds, 96 cents. This modifies the transit 
rates as shown under the item “Madeira Islands,” on page 252 
of the annual Postal Guide for 1926 
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Current Topics 
in Washington 





southwest Gets Union Suit of Class Rates.—Now the south- 
west has emerged from the Commission’s tailor shop with a 
new outfit of class rates. They are to be put on next December. 
For that reason someone may suggest that Commissioner Lewis 
was thinking of Christmas when he estimated, for the benefit 
of his colleagues, by what time the tariff publishing agents 
could finish their work. Whether the new rates will go into 
effect then is open to anyone’s guess. It is to be remembered 
that the southern class rates have not yet become operative, 
although it is a year since they were put out. Another thing 
to be remembered is that in less than a month it will be five 
years since the hearings were begun in the southern case. Still 
another thing to be borne in mind is that for two years before 
that the southern railroads, under the guidance of Lincoln Green, 
worked on them with a view to bringing them into harmony 
with the fourth section, only to have their work put aside. If 
the southwestern rates go into operation next December it will 
be time to strike a medal for Commissioner Lewis, with replicas 
for all those who worked with him. For many years the south- 
eastern part of the country was regarded as a hopeless task so 
far as the making of a uniform system of class rates was con- 
cerned. There are probably many who still think that when 
the class rates are put into operation, there will be so many 
exceptions that the uniformity, about which there has ben much 
talk and much effort, will exist more in name than in fact. 
However, the task is about completed. In the highlands of the 
interior southeast the class rates may be fully applied. There 
the rates may be represented by relatively long parallel lines. 
However, nearer the water, there will have to be relativly short 
lines and probably much cross-hatching, one set of lines to show 
the adjustment from the Trunk Line territory through Virginia 
Cities, with lines going across them at either obtuse or acute 
angles showing the adjustment through Ohio River crossings. 
Such crossed lines will appear at all the edges of the territory. 
Beneath the new lines will appear the faint lines of adjustments 
made by the Commission in former decisions, because there is 
hardly a spot in that part, or in any other part of the country, 
which has not been marked up with lines representing rates 
decreed by public authority. Time was when the decision of a 
commission was believed to represent something permanent, 
not something only more or less permanent, with the accent 
on less. It has been the ambition of many men to build a rate 
structure bearing at least a faint resemblance to the laws of 
the Medes and Persians; at least a faint resemblance to the 
immutability the maestoso press agents of that almost forgotten 
empire talked about, even if there was no such thing. The 
success with which the Disque scale has been applied in Cen- 
tral Freight Association territory has given them all hope. The 
facts that the most important lines in C. F. A. are owned by 
the principal lines in the territory to the east and that, in 
large measure, the pulling power of competition on the lakes 
and on the Ohio River is equal, have generally been overlooked 
in enumerating the reasons for the relative stability of the 
Disque adjustment. If the southeast were a territory subject 
to lines in Trunk Line and C. F. A., the task might be simpler. 
By the same sign, if the southwest were also so closely knit 
to some other territory, its subjection to a uniform rate system 
might be easier. However, the Commission, led by the man 
from Indiana, is optimistic. It thinks it is a St. George and has 
taken the first proper whack at the dragon that has made that 
territory the terror of those whose duty it is to find out what 
rates really are in effect between two or three points of origin 
and an equal number of destinations. 





Reminders of What Once Was.—Time was when Pennsyl- 
vania and New York supplied the eastern part of the country 
With petroleum.and its products. In a recent bulletin, the 
Bureau of Mines of the Department of Commerce pointed out 
that those states now furnished not much more than enough 
to lubricate the pipe line machinery necessary to bring supplies 
of crude petroleum to the refining plants that once depended 
largely upon crude from Pennsylvania and New York wells. 
Specifically, it was necessary to bring into the eastern territory 
94.7 per cent of the crude put through the eastern refineries in 
1925 from wells outside those states. In that same year the 
east obtained 35 per cent of its gasoline from points outside 
its own limits and 44 per cent of the gas and fuel oil used 
therein. Without gas oil the east would be in a serious way 
for the domestic fuel used in the kitchen. There is coal enough 
in the eastern part of the country to supply the kitchens, but 
there would have to be a great change in appliances before 
it could be used. Much of the crude oil refined in the east 
came in tank steamers from the Gulf ports, the percentage being 
68.39. A little more than 15 per cent came by pipe line from 
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the mid-continent and Illinois fields and more than 13 per cent 
by tankers from California, which looks so far away when the 
map is examined and the long rail hauls are considered, but 
which, via the canal and the tank steamers, is rather near the 
east. The beforementioned figures pertain to domestic crude 
and products. In that year the receipts from foreign wells, 
chiefly Mexican, were 50,762,748 barrels. Some oil, however, is 
coming from South America. The United States, while by far 
the largest exporter of petroleum and its products, depends, in 
considerable measure, upon foreign oil, both for refining and use. 





Humans in Traffic’s Wide Domain.—There is so little of the 
personal in the work of the Commission that probably not one 
in ten whose duty requires him to be familiar with the decisions 
thinks of a complainant as a human being or an assembly of 
flesh and blood men. Therefore a report from Japan that Mme. 
Suzuki, head of Suzuki & Co., by reason of some strain upon 
that great house, had moved out of her mansion into a modest 
house so that she might live frugally, came as a disagreeable 
thrill to many who knew of Suzuki & Co. as the complainant 
in many cases before the Commission. The idea that the head 
of that firm might be a woman subject to the ills of fortune 
probably never entered the head of one of the thousands who 
had read about the questions raised by the great Japanese 
house as to the applicability of rates, rules and regulations 
carried in the tariffs of American railroads. Unless Mme. 
Suzuki is an unusually well read person, she probably never has 
heard of such a body as the Interstate Commerce Commission. 
By the same sign those who had to know the ins and outs of 
the Boxer rebellion in China in 1900 received a thrill when they 
read, a short time ago, that a Yuan Shai-kai, a student in an 
American college, had done something to bring his name before 
the public. An older Yuan was the man in China, as Wu Ting 
Fang was the man in Washington, who, in the days when the 
foreign legations in Peking were surrounded by mobs of howl- 
ing fanatics, convinced John Hay, secretary of state, that they 
were telling the truth when they asserted that the legationers, 
other than Baron von Kettler, the German Ambassador, and 
particularly the American minister and his family, were well 
and in no particular danger. Names, in many instances, never 
become anything more than names to most persons, but every 
now and then, as in the case of Mme. Suzuki and young Yuan 
Shai-kai, they come to mean something definite, as human be- 
ings for whom one can have a warm feeling of sympathy or 
admiration. 





Only State Lines Bound a Representative.—About the time 
a state legislature moves to change the boundaries of the con- 
gressional districts of the commonwealth within which the 
assembly moves and has its being, the average representative 
in Congress makes what he thinks is a rather important dis- 
covery respecting the Constitution of the United States. Usually 
he proceeds instantly to tell the world about it. Representative 
Martin L. Davey, of Ohio, the tree surgeon who has been elected 
four times, as a Democrat, in an overwhelmingly Republican 
district, is announcing the generally unsuspected constitutional 
fact that a representative from Ohio may be elected by any 
district within the state so long as he is a resident of the state. 
A Cincinnatian might be elected to represent a district lying 
wholly in Cleveland, or the other way about. Davey announced 
the fact that the state lines alone bounded him in connection 
with the fact that a Republican legislature seemed to be trying 
to throw his present residence into a district which would 
be overwhelmingly Democratic and in which a Democratic rep- 
resentative now lived. Inasmuch as it is the custom, nowadays, 
for a district to insist upon electing a man living within its 
borders, the thought created by such legislative efforts is that 
the state lawmakers are trying to create a situation in which 
it will be necessary for one Democrat to perform the unpleasant 
task of defeating another Democrat. Davey calls attention to 
the fact that Rufus King, Gouveneur Morris and Thomas Mc- 
Kean, Constitution-forming time patriots, were elected from dis- 
tricts in which they did not live. Why he failed to mention 
Albert Gallatin, the Swiss banker-financier, who bulked large 
even in the days of Alexander Hamilton, is not obvious. Gal- 
latin did not live in the Pennsylvania district he represented. 
Tammany representatives frequently do not live in the districts 
they represent. Davey suggests he can cure the supposed evil 
by the simple expedient of moving back into the house in which 
he lived in his youth or by being a candidate for a district in 
which he does not live. William McKinley, in 1890, when 
“gerrymandered” into a district that was normally lop-sidedly 
Democratic, acquired much credit from his fellow partisans by 
saying he would run in the district his political opponents fixed 
up for his undoing. He gave his Democratic opponent, named 
Warwick, a big scare, but McKinley’s defeat assured him the 
governorship of Ohio. From that he stepped into the Presi- 
dency. Of course, in the Davey case the fact is the Republicans 
seem to be trying to give him a safely Democratic district 
in which to paddle about, but he does not like that because it 
forces him to think of the unpleasant task of eliminating an- 
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other Democrat so as to make way for him. When it comes 
to eliminating anyone he prefers a Republican. 


Glory Be, New Will Deliver Letters.—Acting First Assistant 
Postmaster-General Charles F. Trotter has an idea that a post 
office is an agency for the receipt, dispatch and delivery of mail, 
with none sent to the dead letter office, except as the truly 
last resort. Mr. Trotter, apparently, feels there has been some 
falling below the standard by the department. In what might 
be termed a lecture to the department, he says: 

A. E. H. 

The primary function of the post office is to handle and deliver 
mail. It therefore follows that every piece of mail possible should 
be delivered to the addressee. 

’ In order to insure, so far as possible, the delivery of insufficiently, 
incorrectly, and illegibly addressed matter which has failed of de- 
livery through the regular channels, it is directed that before such 
matter is returned to senders or sent into the department, division 
of dead letters and dead parcel pest. it be carefully examined by the 
most competent employe available for such purpose. This employe 
necessarily should be an old, experienced city distributer who has 
a wide knowledge of the patrons of the office and a good memory for 
the names of firms and individuals. : 

It is desired that all postmasters immediately issue such instruc- 
tions as may be necessary to insure the efficient execution of this 
order—A. E. H. . 


IRON AND STEEL HEARING 


(Special Correspondence from Columbus, Ohio) 

The Columbus hearing on iron and steel rates ended April 
22 and adjourned to Detroit, to be resumed there April 25. 

Several witnesses, representing steel and iron product man- 
ufacturing concerns, were placed on the stand the last day, 
the substance of their testimony being that present rates were 
causing dissension in their business. 

F. W. Klos, assistant general traffic manager of the Wheel- 
ing Steel Corporation, introduced a voluminous exhibit, showing 
various districts, rates allowed, railroads entering the various 
cities, and other such testimony. 

He was followed by W. F. Morris, Jr., general traffic man- 
ager of the Wierton Steel Company, of Wierton, W. Va., who 
said it was the desire of his organization to retain in effect 
the present Pittsburgh rates 

A. S. Earp, of the traffic department of the same company, 
also was on the stand for a short time. 

Two witnesses representing the Follomsby Bros. Company, 
of the West Virginia city of that name, also testified, it being 
their contention that the present Pittsburgh long-haul rate was 
satisfactory. They did, however, object to the short-haul rates. 

It was stated that the maladjustment of existing rates in 
some territories was handicapping manufacturers materially in 
disposing of their products. 

Throughout the four-day session it seemed to be the gen- 
eral contention of witnesses that a lower rate, particularly on 
short hauls, would provide a wider range of business to the rail- 
roads, and that such rates would cause the manufacturers to 
ship in greater quantities. To substantiate this, one witness, 
Friday, pointed out that in 1926, despite the fact that one rail- 
road showed the smallest freight shipments in its history, reve- 
nue for this division was the largest. 

With the abolition of the Pittsburgh “plus” rate, competition 
had been materially intensified, witnesses said. 


PETITION FOR REHEARING, ETC. 


The complainant in No. 17189, Smith Brothers, Inc., vs. 
Baltimore & Ohio et al., has asked the Commission for rehear- 
ing, and that it enter such further order or orders in the premises 
as to it may seem reasonable and just. 

The Cambria & Indiana Railroad has asked the Commission 
in finance No. 3385, in the matter of the application of Cambria 
& Indiana for certificate of public convenience for the construc- 
tion and extension of its line of railroad in Cambria county, 
Pennsylvania, for extension of time within which to begin and 
complete construction. 

The complainants in No. 16734, Davis George Manufacturing 
Co. et al. vs. Alabama Great Southern et al., have asked the 
Commission for reopening for the purpose of rehearing and for 
reargument or for the purpose of reconsideration on the record 
as made. 

The Atlanta Freight Bureau has asked the Commission to 
grant a rehearing of the decision rendered by division 1 on 
March 19, in I. and S. 2761, bananas from Gulf ports to points 
— territory and to Ohio River crossings, by it, as a 
whole. 

The Kohrs Packing Co. and Davenport Chamber of Com- 
merce have asked the Commission for reopening and for further 
oral argument in No. 14771, and related cases, John Morrell & 
Co. et al. vs. New York Central et al. on the question of 
reparation on fresh meat. 

The Board of Railroad Commissioners of the state of South 
Dakota, acting as complainant in No. 16502, Board of Railroad 
Commissioners of the state of South Dakota vs. Chicago & 
North Western et al., on behalf of various producers and ship- 
pers of hay in South Dakota, has asked the Commission for the 
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consideration of rates and relationship matters involved in No 
16502. , 

The state of Montana has asked the Commission to grant 
a rehearing in finance No. 5595, abandonment by Northern Pa. 
cific Company of its Boulder-Elkhorn branch, to the end that 
the application of the Northern Pacific may be denied. 

The complainant in No 15610, Farrel Foundry & Machine 
Co. vs. Atlanta, Birmingham & Atlantic et al., has asked the 
Commission for reargument and reconsideration. 


UNCONTESTED FINANCE CASES 


W. H. Bremner, receiver of the Minneapolis & St. Louis, has been 
authorized to issue $1,475,000 of receiver's certificates to extend or 
refund certificates of a like principal amount maturing in April and 
May, 1927 

In a supplemental report and order in finance docket No. 5945 
the Commission has authorized the Chicago, Rock Island & Pacific 
to issue $167,000 of general mortgage gold bonds and $167,000 of first 
and refunding mortgage gold bonds, and to pledge and repledge them 
as collateral security for short term notes. ; 

The Denver & Rio Grande Western has been authorized to assume 
obligation and liability in respect of $1,575,000 of equipment trust 
certificates to be sold at not less than 98.3017 per cent of par and 
accrued dividends in connection with the procurement of equipment. 

The Beaumont, Sour Lake & Western has been authorized to 
acquire control of the Houston North Shore Railway Company by 
purchase of capital stock and by lease, and to operate the line of 
the Houston North Shore in Harris county, Tex. 

The New York, New Haven & Hartford has been authorized to 
acquire control, by lease, of the Hartford & Connecticut Western. 

The Trans-Florida Central has been conditionally authorized to 
acquire and operate a line of railroad known as the Fellsmere Rail- 
road in Indian River county, Fla. 

The Detroit, Grand Haven & Milwaukee and the Pontiac, Oxford 
& Northern have been authorized to construct a line of railroad in 
Oakland county, Mich., extending from a.connection with the Detroit's 
line at mile post 28.23 in a northerly and easterly direction to a 
— with the Pontiac’s line at mile post 2.74, a distance of 2.48 
miles. 

The Commission has authorized the Denver & Rio Grande Western 
to acquire control of the Goshen Valley by purchase of capital stock 
and by lease. Commissioner Eastman dissented. The line of the 
Goshen Valley extends from a connection with the Tintic branch of 
the D. & R. G. W. to certain mines in Utah, a distance of about 9 
miles. It has been operated by the D. R. G. & W. 

The Detroit, Grand Haven & Milwaukee has been authorized to 
acquire control, by lease, of the railroad properties of the Grand 
Rapids Terminal Railroad Company. 








The Fairport, Painesville & Eastern has been authorized to con- 
struct an extension of its line in Lake county, O., from a point near 
Painesville to a point near Madison, a distance of about 6 miles, with 
a spur or branch line extending from a point near the eastern terminus 
of the proposed extension to a point near the north bank of the Grand 
River, a distance of approximately 2 miles. 


FINAL VALUATION REPORTS 


Valuation docket No. 548, Gulf & Sabine River Railroad Co., 
opinion No. B-517, 121 I. C. C. 775-90, final value, for rate-making 
purposes, of the property owned and used for common carrier pur- 
poses, found to be $243,000, as of June 30, 1919. 

Valuation Docket No. 15, Tonopah and Tidewater Railroad Com- 
pany, opinion No. B-519, 121 I. C. C. 809-29, final value for rate- 
making purposes of property owned and used for common carrier 
purposes found to be $2,709,998, and of property used but not owned, 
$130, as.,of June 30, 1915. 

Valuation Docket No. 944, Bridgton Telegraph Company, opinion 
No. B-513, 121 I. C. C. 687-93, final value for rate-making purposes of 
owned and used property found to be $835, as of June 30, 1916. 


TENTATIVE VALUATION REPORT 


Dayton and Union Rail Road Company, as of June 30, 1918, total 
owned property, $666,135; total used property, $793,050. 


STATUS OF PIEDMONT & NORTHERN 


Argument was heard April 22 by Commissioners Meyer, 
Eastman and Woodlock, of division 4 of the Commission, on a 
motion of the Piedmont & Northern Railway Company to dis- 
miss its application for authority to extend its lines from Spar- 
tanburg, S. C., to Gastonia, N. C., 53 miles, and from Charlotte, 
N. C., to Winston-Salem, N. C., 75 miles, on the ground that 
the company is an interurban railway not subject to paragraphs 
18 to 22, inclusive, of section 1 of the interstate commerce act. 
In its application the company had set forth that it was of 
opinion that the Commission was without jurisdiction. Later it 
filed a motion to dismiss the application. 

Mark W. Potter appeared as counsel for the applicant and 
argued that the line was an interurban electric railway not sub- 
ject to paragraphs 18 to 22 of section 1. John E. Benton, gen- 
eral solicitor of the National Association of Railroad and Utili- 
ties Commissioners, argued also that the Commission was with- 
out jurisdiction. 

The motion to dismiss was opposed by L. E. Jeffries, vice- 
president and general counsel of the Southern; George B. 
Elliott, vice-president and general counsel of the Atlantic Coast 
Line; Carl H. Davis, general attorney of the Atlantic Coast 
Line, and James F. Wright, general solicitor of the Seaboard 
Air Line. The Commission was urged by counsel for the three 
steam roads not to grant the motion to dismiss so that the 
facts about the Piedmont & Northern’s status could be shown. 
They contended that the Piedmont & Northern was a railroad, 
subject to the Commission’s jurisdiction, and not an electric 
interurban railway exempted from that jurisdiction under the act. 
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April 30, 1927 


SOUTHWESTERN CLASS RATES 


A complete new outfit of class rates and a large number of 
commodity rates has been prescribed by the Commission in what 
is known as Consolidated Southwestern Cases, opinion No. 12166, 
123 I. C. C. 203-479. The order issued in connection with the case 
requires the carriers to publish specific rates, on not less than 
60 days’ notice and not later than December 5. In name the 
machinery set up by the Commission requires the making of 
rates on ten classes and nine commodity scales. As set forth 
in the report, the figures used look like a 19-class scale, with- 
out the usual mileages alongside to show that it is a mileage 
scale. 

Commissioner Lewis is the author of the report. There are 
no concurrences or dissents. 

The new adjustment abolishes the Texas common-point and 
Texas-differential group adjustment. Findings of undue prej- 
udice and preference, it is believed, will force the destruction 
of state adjustments. 

It is specifically made to take the place of interstate adjust- 
ments now in effect. The Commission, in an explanatory state- 
ment issued in connection with the report, which in itself is 
unusual, estimates that the rates provided for in this scheme 
will be about 10 per cent higher than the rates prescribed in 
the Southern Class Rate Investigation. The report and order 
are intended to bring about a complete house-cleaning of the 
rate structure in the southwest. Commissioner Lewis described 
the rate situation in that part of the country as chaotic, the 
product of competitive conditions among the railroads, some 
with lines only west of the Mississippi which compete with the 
steamship lines from the Atlantic seaboard territory, competi- 
tion among the state commissions in the making of rates, compe- 
tition due to the steamers on the Mississippi river and the rail- 
roads along the east bank of that stream. 

Commissioner Lewis drew attention to the resemblance be- 
tween the situation created by transcontinental lines with their 
eastern termini at Chicago or Missouri river points in their com- 
petition with the steamship lines from Atlantic ports on the one 
hand, and the lines having their termini at the Mississippi serv- 
ing the southwest in their competition with the steamship lines 
from the Atlantic ports, on the other. He said the situation in 
this case appeared to be closely parallel to that in Commodity 
Rates to Pacific Coast Terminals, 107 I. C. C. 421, the so-called 
intermountain fourth section case, in which the Commission 
found fourth section relief should not be given to the trans- 
continental lines to maintain rates from middle western points, 
such as Chicago, higher in the inter-mountain territory than to 
Pacific coast points, in an effort on their part to meet water 
competition from the Atlantic seaboard to the Pacific coast 
terminals. 

The policy declared by Congress in section 500 of the trans- 
portation act was to foster and preserve in full vigor both rail 
and water transportation, the report said. 


“The traffic naturally tributary to the ocean lines, of course, 
is the traffic between Trunk Line territory and the Texas ports 
and points contiguous thereto,” said Mr. Lewis. “To permit the 
rail lines from St. Louis, Chicago, Pittsburgh, Cleveland and 
other points to maintain rates so low as to deprive such water 
carriers of the traffic naturally theirs is not in accord with the 
spirit of section 500. He pointed out that in United Iron Works 
Co. vs. Director-General, 61 I. C. C. 33, the Commission denied 
fourth section authority to continue to charge rates on iron pipe 
fittings from Kansas City, St. Louis, Chicago, Peoria and related 
points, to the Houston-Galveston group lower than those contem- 
poraneously maintained from and to Okmulgee and other inter- 
mediate points.” 

“We are of opinion,” says the report, “that the decisions 
in the transcontinental fourth section case and the Wrought 
Iron Pipe case should be followed here. We further find that 
the rates to and from the Houston-Galveston group, lower than 
are warranted by the distances to and from such group points 
in their relations to the corresponding rates to and from Okla- 
homa and northeast Texas points, are unduly prejudicial to such 
Oklahoma and northeast Texas points and unduly preferential of 
the Houston-Galveston group.” 

That is one of the general findings scattered throughout the 
report, most of them on relatively unimportant points. There 
are twenty-six findings, a summary of which is given in the head 
notes of the report. That report, exclusive of the orders, is a 
printed volume of 276 pages. It covers the following cases: 


No. 13535, Corporation Commission of Oklahoma vs. Aberdeen & 
Rockfish Railroad Company et al.; No. 13800, J. A. Waldrep et al. 
vs. Atchison, Topeka & Santa Fe Railway Company et al.; No. 
14880, Dallas Chamber of Commerce et al. vs. Aberdeen & Rockfish 
Railroad Company et al.; No. 14416, Little Rock Board of Commerce 
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vs. Abilene & Southern Railway Company et al.; No. 15231, Board 
of Railroad Commissioners of State of Iowa vs. Atchison, Topeka & 
Santa Fe Railway Company et al.; No. 15217, West Texas Chamber 
of Commerce vs. Atchison, Topeka & Santa Fe Railway Company 
et al.; No. 15468, St. Louis Chamber of Commerce et al. vs. Aber- 
deen & Rockfish Railroad Company et al.; Investigation and Suspen- 
sion Dockets Nos. 2097 and 2271, Rates to Southwestern Destinations, 
95 I. C. C. 188, on reargument; and Fourth Section Applications, or 
Portions of Applications, Nos. 462, 565, 634, 700, 701, 999, 1005, 4486, 
4487, 4491, 4648, 12442, 12446, 12524, 12543, and 12555. 

The report also embraces Investigation and Suspension Docket 
No. 1769; No. 14592, Dallas Chamber of Commerce vs. Abilene & South- 
ern Railway Company et al.; No. 14695, Patterson Produce Company 
et al. vs. Abilene & Southern Railway Company et-al.; No. 14717, 
Mistletoe Creameries et al. vs. Atchison, Topeka Santa Fe Railway 
Company et al.; No. 17542, Rome Wire Company vs. New York 
Central Railroad Company et al.; and No. 15395, Live Poultry & 
Dairy Shippers’ Traffic Association vs. Abilene & Southern Railway 
Company et al, 


The findings as summarized by the Commission are as 
follows: 


1. Transportation conditions throughout the Southwest found to be 
substantially similar and not greatly less favorable than in 
Kansas, Nebraska, or southern Missouri. 

. Class and commodity rates applying to, from, or between points 
in the Southwest and Kansas-Missouri territory found to be in 
generally chaotic condition, and the tariffs there applying compli- 
cated and unsatisfactory. Comprehensive system of rates based 
on distance, and embodying uniform class percentages so ad- 
justed as to permit greater carload movement on class rates, 
needed to correct the situation. 

3. As to all-rail traffic from Oklahoma, Arkansas, western Louisiana, 
Kansas-Missouri territory, Missouri River cities, Mississippi River 
gateways, and defined territories to Texas, and from Texas to 
Oklahoma, Arkansas, and western Louisiana, the Texas common- 
point rates on articles embraced in No. 14880 found to result in 
undue prejudice to the complaining northeast Texas cities and 
in undue preference of other Texas points to the south and west, 
including the Houston-Galveston group, as indicated. 

4, All-rail class and commodity rates on articles embraced in No. 
14880 from: Mississippi River gateways, Missouri River cities, 
Kansas-Missouri territory, and defined territories to Texas, Okla- 
homa, Arkansas, and western Louisiana found to result in undue 
prejudice to the complaining northeast Texas cities and in undue 
preference of points in Oklahoma, Arkansas, and western Louisi- 
ana as indicated. 

Class and commodity rates on articles embraced in No. 13535 be- 
tween Mississippi River gateways, Missouri River cities, and de- 
fined territories, on one hand, and points in Oklahoma and in Texas, 
Arkansas, Kansas, designated portion of Missouri, and western 
Louisiana, on the other, found to result in~undue prejudice to 
Oklahoma and in undue preference of the other named states or 
parts of states as indicated. 

6. Class and commodity rates on articles embraced in No. 13535 be- 
tween Oklahoma and designated portions of Kansas and Missouri, 
in their relations to relatively lower intrastate rates within those 
portions of Kansas and Missouri, found to result in undue preju- 
dice and preference and in unjust discrimination against inter- 
state commerce as indicated. 

7. Class and commodity rates on articles embraced in No. 13535 be- 
tween Oklahoma and Texas, and on articles embraced in No. 14416 
from Little Rock, Ark., to Texas, in their relations to relatively 
lower rates between Shreveport, La., and Texas, and from Shreve- 
port to Texas, respectively, found to result in undue prejudice 
and preference as indicated. 


8. Class &4nd commodity rates on articles embraced in No. 14880 be- 
tween Oklahoma and the complaining northeast Texas cities, in 
their relations to relatively lower intrastate rates in Oklahoma, 
and on articles embraced in No. 13535 between Oklahoma and 
points in Texas common-point territory, in their relations to 
relatively lower intrastate rates within the latter territory, found 
to result in undue prejudice and preference and in unjust dis- 
crimination against interstate commerce as indicated. 

9. Class and commodity rates on articles embraced in No. 13535 be- 
tween Oklahoma and points in Texas differential territory, in 
their relations to relatively lower intrastate rates within the dif- 
ferential territory and between that territory and Texas common- 
point territory, found to result in undue prejudice and preference 
-—_ in —— discrimination against interstate commerce as 
ndicated. 


10. As a whole, intrastate class and commodity rates in Texas, in 
their relations to corresponding rates between St. Louis, Mo., and 
Texas, are not shown to result in undue prejudice or preference, 
but in some instances, such as rates between Houston-Galveston- 
Beaumont and northern and northeastern Texas, the intrastate 
rates result in undue preference, to the undue prejudice of 
shippers and receivers in St. Louis territory. 


11. Class and commodity rates on articles embraced in No. 13535 (a) 
between Oklahoma and Arkansas, in their relations to relatively 
lower rates between Arkansas, on one hand, and St. Louis, Mo., 
Memphis, Tenn., and New Orleans, La., on the other; (b) be- 
tween Oklahoma and western Louisiana in their relations to rela- 
tively lower rates between western Louisiana, on on hand, and 
St. uis and Kansas City, Mo., and Memphis, on the other; and 
(c) between Oklahoma and Texas, in their relations to relatively 
lower rates between Texas, on one hand, and St. Louis and 
Memphis, on the other; found to result in undue prejudice and 
preference as indicated. 


12. Class and commodity rates on articles embraced in No. 14880 (a) 
between the complaining northeast Texas cities and points in 
western Louisiana other than New Orleans and Shreveport, in 
their relations to relatively lower rates between western Louisi- 
ana, on one hand, and Memphis, Tenn., and St. Louis and Kansas 
City, Mo., on the other, and (b) between the complaining cities 
and Arkansas in their relations to relatively lower rates between 
Arkansas, on one hand, and Memphis, Kansas City, St. Louis, and 
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New Orleans, on the other, found to result in undue prejudice 
and preference as indicated. 

13. Class and commodity rates on articles embraced in No. 13535 be- 
tween Arkansas and Oklahoma, and on articles embraced in No. 
14880 between Arkansas and the complaining northeast Texas 
cities, in their relations to relatively lower intrastate rates with- 
in Arkansas, found to result in undue prejudice and preference 
and in unjust discrimination against interstate commerce as 
indicated. a 

14. Class and commodity rates on articles embraced in No. 13535 be- 
tween Oklahoma and western Louisiana, and on articles embraced 
in No. 14880 between western Louisiana and the complaining 
northeast Texas cities, in their relations to relatively lower in- 
trastate rates in western Louisiana, found to result in undue 
prejudice and preference and in unjust discrimination against 
interstate commerce as indicated. 

15, Ocean-rail rates between north Atlantic ports and interior trunk- 
line and eastern defined territory points, on one hand, and points 
in Kansas and in the Southwest, including Texas differential 
territory, on the other, via south Atlantic and Gulf ports, found 
unreasonable and unduly prejudicial and preferential as indicated. 
Maximum reasonable and nonprejudicial rates prescribed. Find- 
ings in Rates to Southwestern Destinations, 95 I. C. C. 188, that 
ocean-rail rates via Gulf ports should not exceed 80 per cent of 
combinations on those ports and should include marine insurance, 
overruled. 

16. Tariffs naming one-factor through rates between interior trunk- 
line and eastern defined-territory points and the Southwest and 
Kansas-Missouri territory without concurrence of the rail lines 
to the north Atlantic ports, found unlawful. 

17. All-rail class and commodity rates on articles embraced in these 
proceedings should be on same level throughout the Southwest 
and designated portion of Kansas-Missouri territory; and on 
standard rail lines a single scale of first-class distance rates 
should be used as basis for maximum reasonable interstate rates 
within those areas. 

18. Class rates and commodity rates on various individual articles 
for interstate application from, to, and between points in the 
Southwest and Texas differential territory, and between points 
in those territories and points in other states east of the Rocky 
Mountains, found unreasonable to the extent that they exceed 
reasonable maximum rates prescribed. 

19. Distance or group arbitraries prescribed for application between, 
from, and to points on Fort Smith & Western Railway, the 
arbitraries to accrue wholly to that carrier. Procedure for other 
short or weak lines seeking authority to establish rates higher 
than standard scale prescribed. 

20. Distances computed over the shortest routes over which carload 
traffic can be moved without transfer of lading required to 
be used in computing rates under the distance scales prescribed 
or approved. 

21. Reasonable maximum bridge arbitraries or crossing allowances 
for Mississippi River crossings authorized. 

22. Defendants authorized to cancel existing less-than-carload classi- 
fication, exceptions and commodity rates applicable to and from 
the Southwest, and to substitute prescribed class rates, subject 
to western classification rating's. 

23. Manner of removing the undue prejudice and preference as be- 
tween persons or localities and the unjust discrimination against 
interstate commerce found to exist, prescribed. 

24, Applications for fourth-section relief assigned for hearing in 
these proceedings denied to extent they are involved, but upon 
seasonable applications by defendants consideration will be given 
to entry of orders granting relief from long-and-short-haul pro- 
vision of fourth sction as indicated. 

25. Complaints in Nos. 15217, 15231, and 17542 dismissed. 

26. Prior report in Investigation and Suspension Dockets Nos. 2097 
and 2271, 95 I. C. C. 188; in Investigation and Suspension Docket 
No. 1769 and in Nos..14592 and 14695, 96 I. C. C. 19; and in No. 
14717, 96 I. C. C. 303. 


As to the complaints generally, Mr. Lewis said: 


The principal complaints are No. 13535, filed by the Corporation 
Commission of Oklahoma, and No. 14880, filed in behalf of Dallas, 
Fort Worth, and certain other cities in northeast Texas. They em- 
brace rates on all classes and on all commodities other than those 
expressly excepted therefrom. Roughly speaking, the various issues 
include, either as unreasonable or as otherwise unlawful, the inter- 
state and intrastate rates within and between the four southwestern 
states, namely, Oklahoma, Texas, Arkansas, and Louisiana west of 
the Mississippi River, and further include, with some limitations and 
exceptions, the rates between them and designated Mississippi and 
Missouri River gateways and all points in the states to the north, 
northeast, and east of the said southwestern states. Violations of 
sections 1, 2, 3, 4, and 13 of the interstate commerce act are alleged. 

The complaints in which it is alleged that indicated intrastate 
rates, in their relation to the interstate rates in question, result in 
undue preference were served upon the appropriate authorities of 
the respective states. Numerous shipping interests and commercial 
organizations intervened in the proceedings, as did also the state 
commissions of Arkansas, Kansas, Missouri, and Oklahoma. 


Since the submission of the cases six other proceedings, separately 
listed in the margin of the first page of the report, have been in- 
cluded for separate disposition. They are Investigation and Sus- 
pension Docket No. 1769, and Nos. 14592, 14695, 14717, 15395, and 
17542, upon formal complaints. The first three, together, and No. 
14717 were heretofore decided, Butter, Eggs, Dairy Products, and 
Poultry, 96 I. C. C. 19, and Mistletoe Creameries vs. A. T. & S. F. 
Ry. Co., 96 I. C. C. 303, respectively, and have been reopened for 
further consideration. The issues in the latter cases are stated in the 
cited reports, and those in Nos. 17542 and 15395 are included in the 
statement in Appendix 1. No. 17542 has been submitted, without 
hearing, for disposition upon the records in the consolidated cases. 
No. 15395 has been independently heard. 


The Commission’s statement, issued in connection with its 
report, is as follows: 


In a report made public today (late April 23) the Interstate 
Commerce Commission found in favor of the complaints of the Cor- 
poration Commission of Oklahoma, certain northeastern Texas cities, 
and others of unreasonable and of unduly prejudicial and preferen- 
tial rates in the Southwest. It ordered an entire revision of the 
interstate class rates and many commodity rates in the Southwest. 
The decision includes not only Oklahoma and Texas but Arkansas and 
Louisiana west of the Mississippi River and parts of Kansas and 
Missouri. It includes revision of rates from and to grouped points 
in the states beyond the Missouri and Mississippi rivers and east of 
the Rocky Mountain states. The latter rates are to be constructed 
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by addition of specific amv unts or arbitraries up to or beyond Kansas 
City, St. Louis, Memphis, Vicksburg, or New Orleans, as the cases 
may be. Ocean and rail group rates from and to north Atlantic 
ports and interior points via south Atlantic and Gulf of Mexico ports 
are prescribed. Practically all commodities, principally manufactureg 
articles, are affected, but including no basic commodities or raw 
materials, such as grain, sand, lumber, or the like. 

The report emanates from Commissioner Lewis and is unanimous, 
While principally it covers the interstate rates, intrastate rates are 
found to be unduly preferential and to discriminate unjustly against 
interstate commerce where and to the extent that they are relg- 
tively lower than the approved interstate rates. The necessary read- 
justment of the intrastate rates is left, in the first instance, to the 
state commissions and to the railroads, in accordance with the cus- 
tomary practice. The effective date of the order covering the inter- 
state rates is December 5, upon 60 days’ notice. 

The decision is one of the most important and voluminous issued 
by the Commission in its 40 years, and is the result of a series of 
hearings and nearly two years’ study and analysis of evidence. it 
reveals the chaotic condition of the present rate structure in the 
Southwest, and that the tariffs are complicated, ambiguous and un- 
satisfactory. Many existing rates for given distances «re found to 
be two or three times as high in one part of the terilitory as in 
other parts, notwithstanding that transportation conditions are found 
to be substantially similar throughout the Southwest and western 
and southern Kansas and southern Missouri. The Commission holds 
that in order to enable each city or town to obtain the share of 
trade to which its advantage of location entitles it, a general read- 
justment of all of the rates is necessary on a comprehensive plan 
which will enable tariffs to be simplified and will afford the shippers 
like rates for like services. The decision probably goes further ijn 
the direction of abolishing rate inequalities and bringing about 
simplified tariffs than any one previous decision. 

In meeting the cherges of undue prejudice and preference 
the Commission has abolished the extensive so-called Texas com- 
mon-point territory, although limited groupings are authorized. 
In meeting these charges the Commission has also placed con- 
tiguous parts of Kansas and Missouri on a parity with Oklahoma 
and Arkansas. 

The decision made public originated in several complaints of 
unreasonable rates and of discrimination and preference as _ be- 
tween competitors, principal among which were the complaints 
filed by the Oklahoma Commission and the associated northeast- 
ern Texas cities, including Dallas, Fort Worth and Paris. 

For the four southwestern states a distance scale of first 
class interstate rates is prescribed, applicable to both single and 
joint line hauls. It has a different progression, but will average 
on the whole about ten per cent higher than the class scale re- 
cently prescribed by the Commission for the southeast. The 
same scale is approved for Kansas and _ southern Missouri, 
except those portions within approximately 150 miles of the 
Missouri River cities, for which a scale about seven per cent 
lower is approved. 

A new rate structure is provided. It consists of ten class 
and nine commodity scales. The construction is such that addi- 
tional scales may be inserted as found desirable or necessary. 
Maximum reasonable rates on about 35 particular commodities 
are prescribed by assignment of the commodities to certain of the 
class scales or certain of the nine commodity scales. 

Distance scale arbitraries are provided for addition to the 
rates in the so-called Texas differential territory and on the Rock 
Island line between Texhoma and Tyrone in Oklahoma, as well 
as for financially weak lines. 

The scales are to be applied to short-line distances, except 
that points of origin and destination may be grouped where the 
hauls exceed 150 miles, the group rates to represent fair aver- 
ages of the point-to-point scale rates and the groups of points to 
be graded in size as distances increase. With one notable ex- 
ception, the Commission’s conclusions differ principally in form 
and detail from those in the report heretofore proposed by Ex- 
aminer Disque. The exception is that specific through rates be- 
tween the southwest and the so-called defined territories beyond 
the rivers are prescribed for application over the rail routes and 
the ocean and rail routes. 

Among the commodities on which specific carload rates are 
prescribed are agricultural implements, bagging and ties, bags 
and bagging, coffee, canned goods, fertilizer, iron and steel ar- 
ticles, sugar, soap, starch, live and dressed poultry, butter and 
eggs, wooden barrels and kegs, cotton fabrics, fruits and vege- 
tables, furniture, glass bottles, roofing materials, syrup and mo- 
lasses and vinegar. A 

The readjustment prescribed to, from, and between points in 
the southwest involves both reductions and increases. The re- 
moval of the undue prejudice to Oklahoma and the undue pref- 
erence of Kansas and southern Missouri will involve some in- 
creases in rates between points in those states and between those 
states and other portions of the country. On the other hand, 
many of the rates found reasonable to and from Kansas and 
southern Missouri, particularly on traffic from or to the great 
manufacturing area in the central and middle Atlantic states, are 
lower than the present rates, sometimes materially. 


The report carries 50 pages of appendices, obviously intended 
to be complete instructions for the tariff publishing agents for 
a simplification of their tariffs and the publication of specific 
rates instead of the alternating bases to be found in the Leland 
and Fonda tariffs, not to mention the publications of the indi- 
vidual lines. The appendices are numbered from 10 to 18. 
Appendix 13 is what is usually found in a class rate report 
establishing rates on a distance basis. The Commission, in this 
report, condemned the practice of the Southwestern lines in 
maintaining class rates on such a high basis that, broadly 
speaking, they had to publish commodity rates on every article 
that moved in volume greater than three or four carloads per 
year. 

However, the scale is not set forth in the same manner. 
The classes are not numbered. Instead each class and com- 
modity scale is called a column. That is to say, first class rates 
for all distances are set forth in column 100. What ordinarily 
are called second class rates are set forth in column 85 and so 
on down for nineteen columns, the lowest commodity scale being 
found in column No. 16. Any man familiar with the percentages 
of class rates will, it is believed, recognize the column headings 
as the percentages the rates therein bear to the first class of 
column 100 rates. 
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Other appendices show methods for applying the rates. For 
jllustration, Appendix 10 contains the commodity descriptions 
and minimum weights. It contains 39 items with many sub- 
items, with references to the appropriate Western Classification 
so the tariff compilers will know what to do. Appendix 11 is a 
description of the groups used for traffic to and from the gate- 
ways and defined territories. Appendix 12 shows ocean-rail first 
class (column 100) in cents per 100 pounds via Galveston or 
Houston. It is divided into sections, each section containing 
rates Via other ports. Appendix 14 prescribes bases for through 
all-rail rates via St. Louis between points in the western and 
eastern defined territories and trunk line territories, on the one 
nand, and points in Kansas-Missouri territory and the south- 
west, on the other; also between St. Joseph, Mo., and points in 
the southwest. It is also divided into sections. Appendix 15 
sets forth bases for first class (column 100) rates between points 
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in western defined territories, also St. Joseph, Mo., and points 
in Kansas-Missouri territory and the southwest, also divided 
into sections. Appendix 16 gives bases for maximum rates on 
class and commodities, the appendix being in sections. Ap- 
pendix 17 states the method of making through all-rail first class 
rates (column 100) via Memphis, Vicksburg and New Orleans 
between points in southern and eastern defined territories and 
trunk line territory, on the one hand, and points in the south- 
west, Kansas-Missouri territory, and Texas and Oklahoma dif- 
ferential territories, on the other. Appendix 18 sets forth dis- 
tance scales of first class (column 100) rates and differentials. 
Appendix 19 sets forth specific first class (column 100) rates 
between southwestern groups and southwestern gateways and 
Kansas City. 

The distance scale, known as appendix 13, which shows the 
rates prescribed in cents per 100 pounds, is as follows: 


APPENDIX 13 


Class and commodity rate-base scales (rates in cents per 100 pounds) 


(1) (2) (3) (4) (5) (6) (7) (8) (9) 
33 28 23 21 20 18 17 15 14 
34 29 24 22 20 18 17 15 14 
35 30 25 23 21 19 18 16 14 
36 31 25 23 21 20 18 16 15 
37 31 26 24 22 20 19 7 15 
38 32 27 25 23 21 19 17 16 
39 33 27 25 23 21 20 18 16 
40 34 28 26 24 22 20 18 16 
41 35 29 26 24 23 21 18 17 
42 36 29 27 25 23 21 19 17 
43 37 30 28 26 24 22 19 18 
44 37 31 29 26 24 22 20 18 
45 38 32 29 27 25 23 20 18 
46 39 32 30 27 25 23 21 19 
47 40 33 31 28 26 24 21 19 
48 41 34 31 29 26 24 22 20 
49 42 34 32 29 27 25 22 20 
50 43 35 33 3 28 25 23 21 
51 43 36 3 30 28 26 23 21 
52 44 36 34 31 29 26 23 21 
53 45 37 34 32 29 27 24 22 
54 46 38 35 32 30 27 24 22 
55 47 39 36 33 30 28 25 23 
56 48 39 36 33 31 28 25 23 
57 48 40 3 34 31 29 26 23 
58 49 41 38 35 32 29 26 24 
59 50 41 38 35 32 30 27 24 
60 51 42 39 36 33 30 27 25 
61 52 43 39 36 34 31 27 25 
52 53 43 40 37 34 31 28 25 
63 54 44 41 38 35 32 28 26 
64 54 45 42 38 35 32 29 26 

5 46 42 39 


(10) (11) (12) (13) (14) (145) (16) «=(17))~=—(18)_—s (19) 
18 12 11 10 9 8 7 7 6 5 
3 12 11 10 9 9 8 7 6 5 
13 12 11 11 10 9 8 7 6 6 
14 13 12 11 10 9 8 7 6 6 
14 13 12 11 10 9 8 7 6 6 
14 13 12 11 10 10 9 8 7 6 
15 13 13 12 11 10 9 8 7 6 
15 14 13 12 11 10 9 8 7 6 
16 14 13 12 11 10 9 8 7 7 
16 15 14 13 12 11 9 8 7 7 
16 15 14 13 12 11 10 9 8 7 
17 15 14 13 12 11 10 y 8 7 
17 16 15 14 12 11 10 y 8 7 
17 16 15 14 13 12 10 9 8 7 
18 16 15 14 13 12 11 y 8 8 
18 17 16 14 13 12 11 10 8 8 
19 17 16 15 13 12 11 10 y 8 
19 18 16 15 14 13 11 10 9 8 
19 18 17 15 14 13 11 10 9 8 
20 18 17 16 14 13 12 10 9 8 
20 19 17 16 15 13 12 11 9 8 
21 19 18 16 15 14 12 11 9 9 
21 19 18 17 15 14 12 11 10 9 
21 20 18 17 15 14 13 11 10 y 
22 20 19 17 16 14 13 11 10 9 
22 20 19 17 16 15 13 12 10 4 
22 21 19 18 16 15 13 12 10 9 
23 21 20 18 17 15 14 12 11 10 
23 21 20 18 17 15 14 12 11 10 
24 22 20 19 17 16 14 12 11 10 
24 22 20 19 17 16 14 13 11 10 
24 22 21 19 18 16 14 13 li 10 








175 


(4) 


(5) 
78 
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APPENDIX 13—(Continued) 
( (9) (10 (11 


125 


8) 9 ) ) 
59 53 49 46 
59 54 50 46 
59 54 50 46 
60 55 61 47 
60 55 51 47 
61 55 61 47 
61 56 52 48 
62 56 52 48 
62 57 62 48 
63 * 57 53 4g 
63 57 53 49 
63 58 54 49 
64 58 54 50 
64 59 54 50 
65 59 55 50 
65 59 55 51 
66 60 55 51 
66 60 56 61 
67 61 56 52 
67 61 57 52 
68 62 57 53 
68 62 57 53 
68 62 58 53 
69 63 58 54 
69 63 59 54 
70 64 59 54 
70 64 69 55 
71 64 60 55 
71 65 60 55 
72 65 60 56 
72 66 61 56 
72 66 61 56 
73 66 62 57 
73 67 62 57 
74 67 62 57 
74 68 63 58 
75 68 63 58 
75 68 63 58 
76 69 64 59 
76 69 64 59 
77 70 65 60 
77 70 65 60 
77 71 65 60 
78 71 66 61 
78 71 66 61 
79 72 67 61 
79 72 67 62 
80 73 67 62 
80 73 68 62 
81 73 68 63 
81 74 68 63 
81 74 69 63 
82 75 69 64 
82 75 70 64 
83 75 70 64 
83 76 70 65 
84 76 71 65 
84 77 71 65 
85 17 71 66 
85 77 72 66 
86 78 72 67 
86 78 73 67 
86 79 73 67 
87 79 73 68 
87 80 74 68 
88 80 74 68 
88 80 74 69 
89 81 75 69 
89 81 15 69 
90 82 16 70 
90 82 76 70 
90 82 76 70 
91 83 17 71 
91 83 77 71 
92 84 78 71 
92 84 78 72 
93 84 78 72 
93 85 79 72 
94 85 79 73 
94 86 79 73 
95 86 80 74 
95 87 80 74 
95 87 81 74 
96 87 81 15 
96 88 81 15 
97 88 82 75 
97 89 82 16 
98 89 82 76 
98 89 83 76 
99 90 83 17 
99 90 84 17 
99 91 84 17 
100 91 84 78 
100 91 85 78 
101 92 85 78 
101 92 86 79 
102 93 86 79 
102 93 86 79 
103 93 87 80 
103 94 87 80 
104 94 87 81 
104 95 88 81 
104 95 88 81 
105 96 89 82 
105 96 89 82 
106 96 89 82 
106 97 90 83 
107 97 90 83 
107 98 90 83 
108 98 91 84 
108 98 91 84 
108 99 92 84 
109 99 92 85 
109 100 92 85 
110 100 93 85 
110 100 93 86 
111 101 93 86 
111 101 94 86 
112 102 94 87 
112 102 95 87 
113 103 95 88 


(15) 
33 
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(16) 
29 


(17) 
26 
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(19) 
= APPENDIX 13—(Continued) 
21 (1) (2) (3) (4) (5) (6) (7) (8) (9) (10) (11) (12) (13) (14) (45) =(16) (7) (8g) (19) 
21 251 213 176 163 151 138 126 113 103 95 88 82 75 69 63 56 50 44 40 
21 252 214 176 164 151 139 126 113 103 96 88 82 76 69 63 57 50 44 40 
22 253 215 177 164 152 139 127 114 104 96 89 82 76 70 63 57 51 44 40 
22 254 216 178 165 152 140 127 114 104 97 89 83 76 70 64 57 51 44 41 
22 255 217 179 166 153 140 128 115 105 97 89 83 77 70 64 57 §1 45 41 
a: 256 218 179 167 154 141 128 115 105 97 90 83 77 70 64 58 51 45 41 
= 257 218 180 167 154 141 129 116 106 98 90 84 77 71 64 58 51 45 41 
3 258 219 181 168 155 142 129 116 106 98 90 84 77 71 65 58 52 45 41 
=e 259 220 181 168 155 142 130 117 106 98 91 84 78 71 65 58 52 45 41 
a 260 221 182 169 156 143 130 117 107 99 91 85 78 72 65 59 52 46 42 
93 261 222 183 170 . 157 144 131 117 107 99 91 85 78 72 65 59 52 46 42 
23 262 223 183 170 157 144 131 118 107 100 92 85 79 72 66 59 52 46 42 
93 263 224 184 171 158 145 132 118 108 100 92 85 79 72 66 59 53 46 42 
9 264 224 185 172 158 145 132 119 108 100 92 86 79 73 66 59 53 46 42 
24 265 ‘225 186 172 159 146 133 119 109 101 93 86 80 73 66 60 53 46 42 
24 266 226 186 173 160 146 133 120 109 101 93 86 80 73 67 60 53 AT 43 
24 267 227 187 174 160 147 134 120 109 101 93 87 80 73 67 60 53 47 43 
24 268 228 188 174 161 147 134 121 110 102 94 87 80 74 67 60 54 47 43 
24 269 229 188 - 175 162 148 135 121 110 102 94 87 81 74 * 67 61 54 47 43 
24 270 230 189 176 162 149 135 122 111 103 95 88 81 74 68 61 54 47 43 
25 271 230 190 176 163 149 136 122 111 103 95 88 81 75 68 61 54 47 43 
95 272 231 190 177 163 150 136 122 112 103 95 88 82 75 68 61 54 48 44 
25 273 232 191 177 164 150 137 123 112 104 96 89 82 75 68 61 55 48 44 
25 274 233 192 178 164 151 137 123 112 104 96 89 82 75 69 62 55 48 44 
25 275 234 193 179 165 151 138 124 113 105 96 89 83 76 69 62 55 48 44 
25 276 235 193 179 165 152 138 124 113 105 97 90 83 76 69 62 55 48 44 
26 277 235 194 180 166 152 139 125 114 105 97 90 83 76 69 62 55 48 44 
26 278 236 195 181 167 153 139 125 114 106 97 90 83 76 70 63 56 49 44 
26 279 237 195 181 167 153 140 126 114 106 98 91 84 17 70 63 56 49 45 
26 280 238 196 182 168 154 140 . 126 115 106 98 91 84 77 70 63 56 49 45 
26 281 239 197 183 169 155 141 126 115 107 98 91 84 77 70 63 56 49 45 
26 282 240 197 183 169 155 141 127 116 107 99 92 85 78 72 63 56 49 45 
27 283 241 198 184 170 156 142 127 116 108 99 92 85 78 71 64 57 50 45 
27 284 241 199 185 170 156 142 128 116 108 99 92 85 78 71 64 57 50 45 
27 285 242 200 185 171 157 143 128 117 108 100 93 86 78 71 64 57 50 46 
27 286 243 200 186 171 157 143 129 117 109 100 93 86 79 72 64 57 50 46 
27 287 244 201 187 172 158 144 129 118 109 100 93 86 79 72 65 57 60 46 
27 288 245 202 187 173 158 144 130 118 109 101 94 86 79 72 65 58 50 46 
28 289 246 202 188 173 159 145 130 118 110 101 94 87 79 72 65 58 51 46 
28 290 247 203 189 174 160 145 131 119 110 102 94 87 80 73 65 58 51 46 
28 291 247 204 189 175 160 146 131 119 111 102 95 87 80 73 65 58 51 47 
= 292 248 204 190 175 161 146 131 120 111 102 95 88 80 73 66 58 51 47 
4 293 249 205 190 176 161 147 132 120 111 103 95 88 81 73 66 59 51 47 
39 294 250 206 191 176 162 147 132 121 112 103 96 88 81 74 66 59 51 47 
29 295 251 207 192 177 162 148 133 121 112 103 96 89 81 74 66 59 52 47 
29 296 252 207 192 178 163 - 148 133 121 112 104 96 89 81 74 67 59 52 47 
29 297 252 208 193 178 163 149 134 122 113 104 97 89 82 74 67 59 52 48 
29 298 253 209 194 179 164 149 134 122 113 104 97 89 82 75 67 60 52 48 
29 299 254 209 194 179 164 150 135 123 114 105 97 90 82 75 67 60 52 48 
30 300 255 210 195 180 165 150 135 123 114 105 98 90 83 75 68 60 53 48 
30 301 256 211 196 181 166 151 136 A 114 105 98 90 83 75 68 60 53 48 
30 302 ‘257 211 196 181 166 151 136 4 115 106 98 91 83 76 68 60 53 48 
39 303 258 212 197 182 167 152 136 124 115 106 98 91 83 76 68 61 53 48 
30 304 258 213 198 182 167 152 137 125 116 106 99 91 84 76 68 61 53 49 
30 305 259 214 198 183 168 153 137 125 116 107 99 92 84 76 69 61 53 49 
30 306 260 214 199 184 168 153 138 125 116 107 99 92 84 77 69 61 54 49 
31 307 261 215 200 184 169 154 138 126 117 107 100 92 84 77 69 61 54 49 
31 308 262 216 200 185 169 154 139 126 117 108 100 92 85 77 69 62 54 49 
31 309 263 216 201 185 170 155 139 127 117 108 100 93 45 77 70 62 54 49 
31 310 264 217 201 186 171 155 140 127 118 109 101 93 85 78 70 62 54 49 
31 311 264 218 202 187 171 156 140 128 118 109 101 93 86 78 70 62 54 50 
31 312 265 218 202 187 172 156 - 140 128 119 109 101 94 86 7 70 62 55 50 
39 313 266 219 203 188 172 157 141 128 119 110 102 94 86 78 70 63 55 50 
39 314 267 220 204 188 173 157 141 129 119 110 102 94 86 79 71 63 55 50 
39 315 268 221 205 189 173 158 142 129 120 110 102 95 87 79 71 63 55 60 
39 316 269 221 205 190 174 158 142 130 120 111 103 95 87 79 71 63 55 51 
39 317 269 222 206 190 174 159 143 130 120 111 103 95 87 79 71 63 55 51 
32 318 270 223 207 191 175 159 143 130 121 111 103 95 87 80 72 64 56 51 
39 319 271 223 207 191 175 160 144 131 121 112 104 96 88 80 72 64 56 51 
33 320 272 224 208 192 176 160 144 131 122 112 104 96 88 80 72 64 56 51 
33 321 273 225 209 193 177 161 144 132 122 112 104 96 88 80 72 64 56 51 
33 322 274 225 209 193 177 161 145 132 122 113 105 97 89 81 72 64 56 52 
33 323 275 226 210 194 178 162 145 132 123 113 105 97 89 81 73 65 57 52 
33 324 275 227 211 194 178 162 146 133 123 113 105 97 89 91 73 65 57 52 
33 325 276 228 211 195 179 163 146 133 124 114 106 98 89 81 73 65 57 52 
34 326 277 228 212 196 179 163 147 134 124 114 106 98 90 82 73 65 57 52 
34 327 278 229 213 196 180 164 147 134 124 114 106 98 90 82 74 65 57 52 
34 328 279 230 213 197 180 164 148 134 125 115 107 98 90 82 74 66 57 62 
34 329 280 230 214 197 181 165 148 135 125 115 107 99 90 82 74 66 58 53 
34 330 281 231 215 198 182 165 149 135 125 116 107 99 91 83 74 66 58 53 
34 331 281 232 215 199 182 166 149 136 126 116 108 99 91 83 74 66 58 53 
35 332 282 232 216 199 183 166 149 136 126 116 108 100 91 83 75 66 58 53 
35 333 283 233 216 200 183 167 150 137 127 117 108 100 92 83 75 67 58 53 
35 334 284 234 217 200 184 167 150 137 127 117 109 100 92 84 75 67 58 63 
35 335 285 235 218 201 184 168 151 137 127 117 109 101 92 84 75 67 59 54 
35 336 286 235 218 202 185 168 151 138 128 118 109 101 92 84 76 67 59 54 
35 337 286 236 219 202 185 169 152 138 128 118 110 101 93 84 76 67 59 54 
36 338 287 237 220 203 186 169 152 139 128 118 110 101 93 85 76 68 59 54 
36 339 288 237 220 203 186 170 153 139 129 119 110 102 93 85 76 68 59 64 
36 340 289 238 221 204 187 170 153 139 129 119 110 102 94 85 77 68 60 54 
3 341 290 239 222 205 188 171 153 140 130 119 111 102 94 85 17 68 60 55 
; 342 291 239 222 205 188 171 154 140 130 120 111 103 94 86 77 68 60 55 
: 343 292 240 223 206 189 172 154 141 130 120 111 103 94 86 17 69 60 55 
36 344 292 241 224 206 189 172 155 141 131 120 112 103 95 86 77 69 60 55 
37 245 293 242 224 207 190 173 155 141 131 121 112 104 95 86 78 69 60 55 
‘ 346 294 242 224 208 190 173 156 142 131 121 112 104 95 87 78 69 61 55 
37 347 295 243 226 208 191 174 156 142 132 121 113 104 95 87 78 69 61 56 
37 348 296 244 226 209 191 174 157 143 132 122 113 104 96 87 78 70 61 56 
37 349 297 244 227 209 192 175 157 143 133 122 113 105 96 87 79 70 61 56 
37 350 298 245 228 210 193 175 158 144 133 123 114 105 96 88 79 70 61 56 
37 351 299 246 228 211 193 176 158 144 133 123 114 105 96 88 79 70 61 56 
38 352 299 246 229 211 194 176 158 144 134 123 114 106 97 88 79 70 62 56 
38 353 300 247 229 212 194 177 159 145 134 124 115 106 97 88 79 71 62 56 
38 354 301 248 230 212 195 177 159 145 135 124 115 106 97 89 80 71 62 57 
38 355 302 249 231 213 195 178 160 . 146 135 124 115 107 98 89 80 71 62 57 
38 356 393 249 231 214 196 178 160 146 135 125 116 107 98 89 80 71 62 57 
38 357 303 250 232 214 196 179 161 146 136 125 116 107 98 89 80 71 62 57 
39 358 304 251 233 215 197 179 161 147 136 125 116 107 98 90 81 72 63 57 
39 359 305 251 233 215 197 180 162 147 136 126 117 108 99 90 81 72 63 57 
39 360 306 252 234 216 198 180 162 148 137 126 117 108 99 90 81 72 63 58 
39 361 307 253 235 217 199 181 162 148 137 126 117 108 99 90 $1 72 63 58 
3 sie: a in =. an i inn catia D100) at i Té ain th Mo tabi a li abl or i. et ne “ 
Wh - m rate is not found in the above table, the a cable rates on Ss 
40 and on commodities as préscribed in Appendix 16, will be ascertained by multiplying the ‘osdl-ieae (column 100) cate — aoe ee 
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NEW ENGLAND MILK AND CREAM 


In a mimeographed report written by Commissioner Lewis 
in I. and S. No. 2635, milk and cream between New England 
points, the Commission has not found justified, with exceptions, 
proposed increased interstate rates on milk and cream between 
New England points and from points in New York to points 
in New England. The suspended schedules were ordered can- 
celed on or before May 31, without prejudice to the filing of 
new schedules in accordance with the views expressed in the 
report. In not allowing in full the increases proposed, the 
Commission gave effect to the Hoch-Smith resolution. 

By schedules filed to become effective April 1, 1926, re- 
spondents proposed a general increase of approximately 20 per 
cent in their interstate rates on milk and cream, in carloads 
and less than carloads, in passenger and freight train service 
between points in New England and from certain points in 
northern and eastern New York on the Rutland, the Delaware 
& Hudson, the Greenwich & Johnsonville railroads to points in 
New England. 

The Commission said it was of the opinion that rates for 
distances up to, but not including, 100 miles should be increased, 
as proposed, but that for distances 100 miles and over rates 
equal to those now in effect under the distance scale of rates 
to New York City and Philadelphia originally prescribed by it 
in Milk and Cream Rates to New York City, 45 I. C. C. 412, 
and in Milk and Cream Rates to Philadelphia, 45 I. C. C. 371, 
should be established. 

The proposed schedules were protested by the states of 
Maine, New Hampshire, Vermont and Massachusetts, the city 
of Boston, the Department of Farms and Markets of the State 
of New York, and milk producers and distributors. The Massa- 
chusetts Department of Public Utilities and the New York Pub- 
lic Service Commission suspended proposed increases in intra- 
state rates in their respective states, and representatives of 
those bodies sat with the Commission’s representatives at joint 
hearings on the issue presented. 

Commissioner Lewis said the present rates on milk and 
cream in New England and to New England from the points 
in northern and eastern New York which, he said, for the pur- 
pose of the instant case, would be included in the New England 
group, were those established by the Commission in New Eng- 
land Milk Case, 40 I. C. C. 699, decided July 11, 1916, and sub- 
sequently increased 25 per cent in 1918, and 20 per cent in 
1920, under the general increases in rates in those years. He 
said, as used in the report, milk included skim milk, buttermilk 
and pot cheese, and that cream included condensed milk and 
evaporated milk. 

The report dealt at length with a cost study made by re- 
spondents which was submitted in support of their defense of the 
proposed increases. The protestants attacked the cost study 
in all its parts, the report said. Prices of milk at various times 
and the cost of producing milk were dealt with in the report. 
In his conclusions, Commissioner Lewis said: 


Under the joint resolution of the Congress approved January 30, 
1925, commonly known as the Hoch-Smith resolution, the provisions 
of which are a part of the law which we administer, we must con- 
sider, in adjusting freight rates, ‘“‘the conditions which at any given 
time prevail in our several industries” to the end that commodities 
may freely move and especially the effect upon the products of 
agriculture which industry was specifically recognized by the Con- 
gress as being at the time in a depressed condition. This must be 
given particular weight in determining whether proposed increases in 
rates upon products of agriculture may be established. The respond- 
ents in the present case contended that milk and cream are not 
products of agriculture, but we are of the opinion that they are 
and that they come within the class of products with which the 
Hoch-Smith resolution specifically deals. 

The effect upon the production of milk and cream in New Eng- 
land of a further increase in rates is difficult to predict. The increase 
of 20 per cent sought by respondents may have a harmful effect and 
ultitmately result in a decrease in production, although from the 
experience during the past ten years in New England the conclusion 
may seem warranted that there will be little effect upon the total 
shipments. The gradual increase in other items of expense affecting 
milk production is a very important factor to the dairy industry 
as shown by evidence in this record, and it may reasonably be con- 
cluded that a further burden in the way of a 20 per cent increase in 
rail rates, even if it will not directly be borne entirely by the pro- 
ducer, will have a serious effect upon the industry. 

The record leads to the conclusion that the dairying industry of 
New England is operating under depressed conditions. he fact that 
there is a free and increased movement of milk and cream to the 
territories of consumption, chiefly Boston and other Massachusetts 
communities, necessarily results from their continuous growth and 
a. Their increasing demands, coupled with the fact that the 
southern part of New England has largely withdrawn from com- 
mercial dairying, results in extension of the area of production that 
is being drawn upon. It now has crossed the Canadian line. In- 
creased costs of production and decreasing number of heifers, above 
noted in New Hampshire and Vermont, do not afford a basis for 
favorable prediction as to the future of the industry there or in New 
England. It is one of the last remnants of agricultural pursuits in 
some sections of New England and the showing presented in this 
record justifies protestants’ appeal for application of the congressional 
declaration contained in the Hoch-Smith resolution that rates for the 
movement of agricultural commodities be reduced to the lowest lawful 
level consistent with the maintenance of adequate service. We have 
held that the lowest possible lawful rates must allow something more 
than out of pocket expenses. : 

We are of the opinion and find upon all the facts that respond- 
ents have shown that some increase in their present rates is justi- 
fied, but that the full increase proposed in the suspended schedules 
is not justified. We are of the opinion that rates for distances up 
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to, but not including, 100 miles should be increased 20 per cent, as 
proposed, but that for distances 100 miles and over rates equal to 
those now in effect under the distance scale of rates to New York 
City and Philadelphia, originally prescribed by us in Milk and Cream 
Rates to New York City, supra, and in Milk and Cream Rates to Phila- 
delphia, Pa., supra, should be established. The application of the 
scale as a general distance scale with the 20-mile block arrangement 
now in effect in New England, and the maintenance of rates on milk 
in freight cars moving in freight trains at not to exceed 75 per cent 
of the corresponding rates on milk moving in passenger-train service, 
may be continued, there being no evidence of the necessity for or the 
desirability of changes in these respects. : 
We find that the proposed rates as a whole have not been justi- 
fied. An order will be entered requiring the cancellation of the sus- 
pended schedules and discontinuing this proceeding, without preju- 
dice to the filing of new schedules in accordance with the views ex- 


pressed herein. 
RATES ON BURLAP 


In a report written by Commissioner Meyer, the Commis- 
sion, by division 4, in No. 17963, Memphis Freight Bureau ys. 
Alabama Great Southern et al., mimeographed, has found rates 
on burlap, carloads, from New York, Philadelphia and Bosfon 
to Memphis unreasonable. It has also found rates, on the same 
commodity, from New York to Memphis unduly prejudicial. New 
rates are to be made effective not later than June 10, via all- 
rail routes. The report said the record was not sufficiently 
comprehensive to warrant the Commission in prescribing the 
measure of the water-and-rail rates from those ports to Mem- 

his. 

. Upon this record, the Commission said, it found the all-rail 
domestic and import rates of 63.5 cents from New York and 
Philadelphia, and 66 cents from Boston to Memphis would be 
just and reasonable. Its further finding was that the all-rail 
import rate, from New York to Memphis, was and would be 
unduly prejudicial to the extent it exceeded or might exceed 
the contemporaneous all-rail import rate on burlap from New 
York to St. Louis by more than 12 cents. 

The complaining traffic bureau, on behalf of M. M. Bosworth, 
manufacturing burlap bags at Memphis, under the name of 
M. M. Bosworth Company, alleged the rates were unreasonable 
and unduly prejudicial. Practically all the burlap used in this 
country, the report said, was imported, very largely from India. 
St. Louis was alleged to be the preferred point. New York, 
the report said, was the only north Atlantic port from which 
complainant attempted to show the rates to St. Louis were 
prejudicial. The present rates to Memphis are joint sixth class 
rates subject to Southern Classification. The rates to St. Louis 
joint commodity rates, the domestic all-rail rates being equiva- 
lent to sixth class subject to Official Classification. 

Defendants, Mr. Meyer said, did not defend the assailed 
rates, but, without admitting their unreasonableness, proposed 
rates of 63.5 cents from New York and Philadelphia and 66 
cents from Boston to apply on domestic and import traffic all- 
rail and water-and-rail. They said that inasmuch as practically 
all burlap was imported there was no necessity for different 
domestic and import rates. 

Commissioner Meyer said the present record was inade- 
quate for the determination of what would be maximum rea- 
sonable rates from the ports to Memphis, but did show that the 
rates proposed would not be in excess of maximum reasonable 
rates for application on both import and domestic traffic. He 
said there appeared no necessity for both domestic and import 
rates. 

The complainant contended that the New York market 
should be opened to him, so that he would not have to depend 
upon the New Orleans market. He testified that frequently the 
price of burlap in New York was from 10 to 20 cents below 
the New Orleans market and that once it was 25 cents below. 
In selling burlap bags in the southwest, he said, he was in 
competition with St. Louis manufacturers, in which city, by 
reason of the freight rates, had access to the New York market 
in buying the raw material. 


GROUP CHANGE DISAPPROVED 


The Commission, by division 3, in I. and S. No. 2783, Class 
and Commodity Rates from Iowa and South Dakota to Colorado 
and Utah, mimeographed, has found not justified, proposed in- 
creased class and commodity rates between specified Iowa and 
South Dakota points on the one hand and designated points in 
Colorado and Utah on the other. It has ordered the schedules 
cancelled and discontinued the proceeding. 


The condemned proposal was to change the boundary line 
between groups 7 and 8 in Boyd’s Territorial Directory of West- 
ern Trunk Lines, I. C. C. No. A-797 by moving the eastern bound- 
ary of the Missouri River group westward to a line, roughly, 
just east of the line of the Chicago, Milwaukee & St. Paul, 
extending from Sioux City, Ia., through Mapleton, Ute, Arion 
and Manilla to Council Bluffs, all in Iowa. The carriers called 
the proposed line the normal boundary for the Missouri River 
group. 


All class rates, commodity rates on grain and grain products, 
and some other articles would be increased by this change be- 
tween stations in the affected territory and Utah and Colorado 
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common points, and other points in the west, named in tariffs 
making reference to the territorial directory for the application 
of the group rates, and on traffic moving on combinations based 
n. 

are were made by the railroad commissioners of Iowa 
and South Dakota and grain interests centered in organizations 
in South Dakota, Omaha and Denver. They protested against in- 
creases on coarse grain from points in Iowa and South Dakota 
that would result from the change in the boundary, ranging from 
§.5 to 10 cents per 100 pounds to Colorado common points; from 
6.5 to 7 cents on corn and 4 cents on other coarse grains to Utah 
common points. 

The report said a proposal similar to this was found not 
justified in Grain and Grain Products from Iowa and South 
Dakota, 109 I. C. C. 27, decided February 26, 1926. Protestants 
here were protestants there. Carriers in that proceeding, the 
report said, promised to make revisions in rates. The report 
said the present record did not show whether those adjustments 
were made. Respondents’ offer of justification for the present 
proposed increased rates, the report said, was substantially the 
same as that tendered in the previous case. It said the group- 
ing of the points under consideration made the distance com- 
parisons offered in this case, as well as in the earlier one, of 
little value in determining the measure of the rate. No similarity 
of grouping or other circumstances and conditions surrounding 
the traffic, the report said, was shown. 

The report called attention to the fact that no change was 
proposed at group 7 stations on the Illinois Central and the 
Great Northern north of Sioux City, such as LeMars and Merrill, 
Ia. Thus Merrill, on those lines, would be accorded the Missouri 
River rate whereas shipments to and from the same station on 
the Chicago & North Western would take the group 8 rate or 
combination basis under the proposed change. The report also 
called attention to other situations of similar character. In dis- 
posing of the case the Commission said: 


In Kansas City Board of Trade vs. A. & W. Ry. Co., 102 I. C. C. 
285, 288, it was stated that the South Dakota territory here under 
consideration was included in one of the principal sections producing 
a surplus of corn and oats. Rates must be maintained which will 
move this surplus. In grouping stations under a common rate the 
carriers must avoid undue preference and prejudice. The boundaries 
of a group should not be so drawn as to include certain producing 
points and exclude other points similarly situated and circumstanced. 
East Coast Potato Distributors vs. N. Y., P. & N. R. R. Co., 77 I. C. C. 
607, 610. The present grouping, which has been maintained since 
1914, resulted from Iowa State Board of R. R. Commissioners vs. A. 
Dm . Ce, fet. C. C. 138, 4 1-€. C. Si 

Shipments from the Illinois Central points affected move through 
Cherokee, Iowa, a higher-rated group 8 point. There are shorter 
routes in connection with other lines over which the rates would 
conform to the fourth section. . 

We find that the proposed schedules have not been justified. An 
order will be entered requiring their cancellation and discontinuing 
this proceeding. 


OPEN-TOP LUMBER MINIMA 


The Commission, by Division 4, has dismissed No. 17986, 
Coast Fir & Cedar Products Co. et al. vs. Canadian Pacific et al., 
mimeographed, finding the minimum weights on shipments of 
lumber and other forest products in open-top cars, from points 
in Washington, Oregon and British Columbia to various destina- 
tions in the United States not to have been or to be unreasonable 
or otherwise unlawful. 


This case was presented under the modified procedure. No 
exceptions, the report said, were filed to the report proposed 
by the examiner. 

The minima in effect, the report said, were those found 
reasonable in Lumber Carload Minima, 68 I. C. C. 98. The com- 
plainant contended, the report said, that the defendants’ tariffs, 
from the origin territory here considered, furnished the only 
instances where the two types of equipment, closed and open-top 
cars, were subject to different minima. The report said that 
although that was not conclusively shown, complainants in- 
stanced several tariffs, applying from numerous producing terri- 
tories in the south, southwest and west, including California, 
where no distinction was made in respect of the two types, but 
where, in some instances, only the length of the equipment deter- 
mined the minima. A witness for the complainants stated that 
lumber produced in the Pacific northwest was sold in competition 
with southern pine lumber, Chicago, being one of the principal 
markets, that, in substance, because of lower minima prevailing 
in “southern pine territory” shippers were able to fill smaller 
orders more advantageously than complainants when the latter 
used open-top cars; and that the requirements as to loading to 
full visible capacity in order to ship at actual weight could not 
in all instances be met. That, the report said, was the basis for 
the allegation of undue preference. The Commission said that 
although one or more of the defendants were shown as par- 
ticipating to some extent in one or more of the tariffs instanced, 
ne were not the rate-making lines publishing those 
ariifs. 

However, said the Commission, it was chiefly the mainte- 
nance by defendants of migher minima on open-top equipment 
than on closed equipment, from the same origin territory, that 
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constituted the gravamen of the complaint. It said the com- 
plainants did not seek a change in the minima found reasonable 
for closed equipment. They asked, the report said, that the dis- 
parity in the minima on the two types be removed. Therefore 
it said the only question was whether the existing minima for 
open-top cars were reasonable. In disposing of the case the 
Commission said: 


Although the complaint does not directly bring in issue the 
rates, they may be said to be indirectly, at least, involved. Except 
as modified by subsequent general increases and reductions, and 
possibly other changes of minor importance, rates from the origin 
territory are substantially those approved in Pacific Coast Lumber 
Cases, 14 I. C. C. pages 1 to 74, and, subject to certain modifications 
and reductions, apparently favorable to shippers, the minima assailed 
are the same as at the time the rates were approved. Defendants 
contend that these elements are inseparable, and that any reduction 
in the minima would necessitate an increase in the rates in order 
to maintain the car earnings. This contention is not without merit. 
— significance attaches to the fact that the rates are not as- 
sailed. 

In Lumber Carload Minima, supra, it was observed that: 

“The present minima on lumber loaded in open-top equipment 
are apparently satisfactory to shippers and carriers.” 

The record here is not persuasive that any change in the various 
characteristics of the transportation of forest products in open-top 
ears from this territory has since occurred to warrant a different 
conclusion. Defendants assert that excepting, complainants and in- 
terveners, the minima assailed are satisfactory to shippers through- 
out the general producing territory. It was testified that there are 
835 shippers in the origin territory considered, inclusive of 78 ship- 
pers in Idaho. There was some testimony, uncontradicted, to the 
effect that even some of the parties named as complainants are not 
dissatisfied with the minima assailed, their attitude having been 
ascertained by one of the defendants, after the complaint was filed. 

Obviously, the particular commercial needs or requirements of 
the relatively few complainants, of whom but one appeared at the 
hearing, and of the lesser number of interveners, of whom none ap- 
peared, should not, in the absence of convincing evidence warranting 
a change, operate to disturb a minimum-weight adjustment that for 
so long a period apparently has been satisfactory to all other ship- 
pers in this extensive origin territory. 

We find that the minima assailed are not unreasonable or other- 
wise unlawful. The complaint will be dismissed. 


STEEL COMPLAINT DISMISSED 


The Commission, by division 3, has dismissed No. 16409, 
Congdon & Carpenter Co. vs. New York, New Haven & Hartford 
et al., mimeographed, finding applicable and not unreasonable, 
unjustly discriminatory or unduly prejudicial, the rates on steel, 
carloads, from Johnstown, Duquesne and Beaver Falls, Pa., 
Canton and Youngstown, O., and Buffalo, N. Y., to Providence, 
R. I., and Watuppa, Mass., between February 5 and April 17, 
1923. The complaint alleged inapplicability and disregard of 
the first three sections of the interstate commerce law. 

At the time the shipments were made the New Haven had 
an embargo against freight, with exceptions, of which steel, the 
report said, was not one. Complainant, the report said, was 
cognizant of the situation. It had no premits covering the ship- 
ments, but, anticipating that it might later obtain permits, or by 
other means procure movement to final destinations, billed five 
cars over the Boston & Maine to Worcester, ‘Mass., intended for 
Providence. It billed eight cars intended for Providence to New 
Haven and one intended for Watuppa also to New Haven. It 
was able promptly to reship the cars from Worcester upon pay- 
ment of the charges which had accrued up to that point. The 
cars eventually went forward from New Haven as reshipments. 
Local rates to and from the reshipping point were imposed on 
the reshipments. 

Complainant asked for reparation in the amount the charges 
exceeded those which would have accrued at the joint rates from 
points of origin to final destination. It contended that when 
the shipments were permitted to move to embargoed destinations 
they were subject to the joint rates to those destinations. ‘The 
report said there was no merit to that contention. Only by the 
use of the reconsignment rule could a movement to one of the 
excepted points and movement beyond become a through ship- 
ment, it said. But, the report said, the reconsigning rule be- 
came inoperative under the provisions of the embargo. Neither, 
said the report, was there merit in the complainant’s contention 
that defendant’s acceptance of the shipments to New Haven and 
Worcester constituted a waiver of the embargo. It said there 
was no embargo against delivery at Providence or Watuppa of 
traffic originating at Worcester or New Haven. The report said 
that that way of shipping was being done, more or less gen- 
erally, with full knowledge of the facts by the defendant. 

Commissioner Campbell, dissenting, said that the substance 
of this case was that the shipments were originally intended to 
move to Providence and Watuppa and did move, with the con- 
sent of the New Haven, to those points, so that no purpose of the 
embargo was served; and that actually or constructively, the 
superintendent of transportation gave his permission for the 
movements. He said the New Haven rendered no additional 
service, except that which the reconsigning fee was designed to 
cover, yet that it was here seeking to justify a “weak, vacillat- 
ing method of handling traffic, which will result, under the 
decision of the majority, in approximately doubling its revenues 
on the cars here considered.” 

Obviously, he said, it was calamitous for a manufacturer to 
have his supplies cut off. Therefore, he said; loose or ununiform 
methods of enforcing embargoes opened the door to flagrant 





1118 THE TRAFFIC WORLD 


discriminations, even though intentional favoritism was not 
practiced. He said that if the carriers might procure financial 
gain by failing to adhere closely to their embargoes, it was clear 
that they were not likely to be over-concerned about it. He said 
the decision of the majority invited such practice while the op- 
posite effect would result from a finding that the charges were 
illegal to the extent they exceeded those which would have ac- 
crued at the rates from points of origin to final destinations. * 


EX-LAKE IRON ORE CASE 


The Commission, in a report written by Commissioner East- 
man, in I. and S. No. 2709, Ex-Lake Iron Ore from Chicago to 
Granite City, Ill, opinion No. 12171, 123 I. C. C. 503-16, on re- 
argument, has affirmed the finding in the original report, 120 
I. C. C. 75, that the three carriers which established it, had 
justified the reduced rate of $1.20 per long ton, on ex-lake iron 
ore, from Chicago to Granite City. 

Commissioner Woodlock concurred in the disposition of the 
case for reasons set out by him in a separate statement of 
views. Chairman Esch and Commissioners Hall, Aitchison and 
Campbell dissented, but did not write their views on the sub- 
ject. Commissioner McManamy did not participate in the dis- 
position of the case. 

The rate became effective January 18 last. It was pub- 
lished for application over the Illinois Central, Wabash, and 
Chicago & Eastern Illinois. Upon petition of the Chicago & 
North Western and the By-Products Coke Corporation, protest- 
ants which had procured the suspension of the tariffs, the case 
was repoened, the regpened proceeding being in the nature of 
an appeal from a decision by division 4, which handled the case 
in the first instance. 

Protestants, Mr. Eastman said, contended that the $1.20 
rate was unlawful because it was unreasonably low in violation 
of sections 1 and 15-a and unduly preferential and prejudicial 
in violation of section 3. The Commission found against them 
on both contentions. 


The report first dealt with the contention of unreasonable 
lowness. Mr. Eastman said that what protestants desired was, 
in effect, that the Commission exercise its power to fix a mini- 
mum rate. He called attention to the fact that in Sugar Cases 
of 1922, 81 I. C. C. 448, the Commission said that that power 
should be sparingly used and only in cases where it clearly 
appeared that its exercise was necessary in order that sub- 
stantial public injury be avoided. 


“We desire not to interfere with the initiative of railroad 
managements in the reduction of rates unless compelling rea- 
sons affecting the public interest so require,’ said the report 
in this case on the point of the use of the minimum rate power. 
Continuing, it said: 


Painly we are justified in condemning a rate on the ground 
that it is unreasonably low, where it is shown that it will cause 
loss rather than gain to the publishing road or roads and will 
thus impose a burden on other traffic. In suspension proceedings, 
in view of the burden of proof, we are justified in condemning 
a proposed rate, protested as too low, if the carriers which spon- 
sor it do not sufficiently show that it will cause gain rather than 
loss. But our authority, in our opinion, goes further. We are 
justied in condemning a rate ag too low if the evidence warrants 
the conclusion that it will, because of its lowness, tend to pre- 
cipitate changes in a rate structure or in traffic which will be 
harmful to the public interest, having in mind our responsibility 
for railroad earnings in general under section 15a. The primary 
question here, therefore, is whether the rate of $1.20 has been 
shown to be profitable to respondents. If that question be an- 
swered in the affirmative, there remains the secondary .question 
whether the rate will, in its general effect upon the rate struc- 
ture and traffic, be harmful to the public interest. 


The contention that the rate would cause loss rather than 
gain, Mr. Eastman said, rested chiefly upon its low ton-mile yield, 
of between 3.7 and 3.8 mills. The protestants contrasted that 
with 6.48 mills, the average cost, in 1925, of moving revenue 
freight on the Illinois Central, the average haul being, on traffic 
generally, 268.5 miles, the average on this ore traffic being about 
280 miles. 

After calling attention to the observations the Commission 
had made about the limited use to which ton-mile figures might 
be put with safety, Mr. Eastman said the mere fact that the 
ton-mile yield was materially lower than the average ton-mile 
costs of the Illinois Central was obviously not proof that the 
rate was not compensatory, but that it did furnish reason for 
a careful examination of the affirmative evidence. 


In the course of that examination of the affirmative evi- 
dence Mr. Eastman found that the car-mile, using the protestants’ 
average distance figure of 283 miles, was 21.2 cents, if the 
average loading was 50 tons per car, as the respondents con- 
tended, or 20.2 cents if the average loading was 47.6 tons, as 
protestants contended. Respondents, Mr. Eastman said, em- 
phasized the special and unusual circumstances under which 
the transportation would be performed, particularly the return 
of coal cars empty and the assertion that the ore would move 
in trainloads. Mr. Eastman said there was no good reason to 
doubt that it would move in solid trains, giving the Illinois 
Central $11.14 per train-mile, the Wabash $8.07, and the Chi- 
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cago & Eastern Illinois $9.67, to be contrasted with operating 
expenses per freight-train mile, in 1924, of $3.35, $3.63 ang 
$3.94, respectively. Those figures, the report said, were based 
upon an average loading of 50 tons per car and 60 cars to the 
train. 

“The costs per train-mile of such ore trains,’ Mr. Eastman 
said, “will no doubt be substantially greater than the average 
system costs per train-mile, but it must be borne in mind that 
a large part of these costs would be incurred in any event if 
the cars moved empty.” Mr. Eastman said the revenues per 
train-mile might be less than those shown, but that a very ma- 
terial reduction could be made without effect upon the trend 
of that evidence. 

Protestants, he said, contended that such evidence was of 
no weight because it was the Commission’s policy not to per. 
mit the establishment of rates only applicable to trainloads. 

“But we are not permitting such a rate here,” said Mr, 
Eastman, “nor does anything here said or done forecast ip 
any way a change in the policy mentioned. The fact that the 
traffic to which the $1.20 carload rate will apply will in all proba- 
bility move largely in trainload quantities is, however, clearly 
pertinent in considering whether the rates will cause gain or 
loss to respondents.” 

The protestants contended that the transportation of ore 
from the lake ports involved exacting and expensive special serv- 
ices, that contention being based upon things the Commission 
said in Iron Ore Rate Cases, 41 I. C. C. 181. The report answered 
that contention by quoting from Lake Cargo Coal Rates, 1925, 
101 I. C. C. 518, to the effect that the ore traffic from the lake 
ports involved in those cases exceeded the movement of coal 
to the ports, while in this case the coal traffic exceeded the 
ore traffic; also that the expenses in connection with the service 
on the $1.20 rate were few and low. 

Traffic officers, Mr. Eastman said, testified that in their 
opinion the $1.20 rate under the special conditions existing, was 
not only compensatory, but decidedly profitable. Mr. Eastman 
said no reason had been suggested why the three respondents 
should seek to maintain a rate that was unprofitable. But, quite 
apart from that consideration, he said, the Commission was of 
the opinion that the evidence led persuasively and clearly to 
the conclusion that the $1.20 rate would be a source of gain 
rather than of loss to the respondents and that it so found. 
That conclusion, Mr. Eastman said, was in no way dependent 
upon the circumstance that the traffic will, in all probability, 
move largely in trainloads, although it was strengthened and 
reinforced by that fact. 

Coming to the secondary question, whether the rate would 
tend to precipitate changes in rate structure or traffic, Mr. East- 
man said the North Western characterized the move as a “raid” 
upon its traffic. 

“Is that characterization justified, is a rate war likely to 
ensue, and is other injury to the public interest threatened?” 
asked Mr. Eastman. 

Laying the foundation for the answer to those questions, he 
said there was here no rate structure with definite and well- 
established interrelations. The prior rate of $1.40, he said, it 
was not controverted, moved practically no ore. Respondents, 
he said, in the past, had participated in the all-rail movement 
of ore to Granite City, but that such participation was threat- 
ened by extensions which the Northwestern and the Litchfield 
& Madison were building and which would give the North West- 
ern access to the St. Louis district through its southern Illinois 
division. He called attention to construction by Litchfield & 
Madison, 111 I. C. C. 209. Respondents, he said, were now seek- 
ing to open up rail-lake-rail routes to Granite City. Ninety per 
cent of the ore from the northern ranges, he said, moved to 
iron-producing points over rail-lake or rail-lake-rail routes and 
that nearly all the competitors of the Granite City plant (St. 
Louis Coke & Iron Corporation) obtained their ore by such 
routes. 

Summing up a discussion of the rates on ore from the vari- 
ous ranges over the various all-rail routes, Mr Eastman said 
the $1.20 rate would bring within the scope of the Granite City 
ore market certain iron ranges not now accessible to it; that 
it would leave the all-rail routes which had heretofore been 
exclusively used in possession of a substantial rate advantage 
except from the Menominee and Marquette ranges; it would 
open for use lake routes which had not heretofore been used, but 
which had marked natural economic advantages for the trans- 
portation of ore; and that, except from the Mesabi and Ver- 
milion ranges, which would continue under substantial freight 
rate disadvantages, the North Western would have the op- 
portunity to participate in the new routes with as much profit, 
in all probability, as it derived from the all-rail rates. 

“We find in the $1.20 rate no occasion for a rate war,” said 
Mr. Eastman. But he said the protestants contended that the 
$1.20 rate would have a disasrous effect upon the rate structures 
on commodities other than iron ore. Their fear, he said, 
seemed to be that if the Commission found that rate to be. within 
the limits of minimum reasonableness it would thereafter be 
used as a standard of maximum reasonableness. Fear of a 
possible misuse in the future, Mr. Eastman said, could hardly 
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be urged, seriously, as a reason for abandoning a sound con- 
clusion in favor of one that was unsound. A minimum reason- 
able rate, he said, was not necessarily or often a maximum 
reasonable rate, and that certainly that was not the case here. 
Mr. Eastman said the Commission had to assume that the rea- 
sons for its conclusions, when fully stated, as they were here, 
would not be overlooked. He said that the solicitude of the 
protestants was for the coal rate structure in Illinois. He 
pointed out the differences in the two sorts of traffic. Coal de- 
liveries all over the Chicago switching district in comparison 
with deliveries at Granite City on an interchange track with 
final delivery by the power of the ore user, ore from a single 
point in Chicago with coal from many points in a coal field, to 
show that rate comparisons were of not much value. He also 
observed that jeopardy to the coal rates was a matter of far 
greater concern to the three respondents than to the North 
Western, but that the respondents did not share the North 
Western’s fear. 

Mr. Eastman said that considering all the evidence to which 
he drew attention there was no sufficient reason to believe that 
the $1.20 rate would precipitate changes in rate structures or 
traffic that would be harmful to the public interest and that the 
Commission so found. 

As to the allegation of undue prejudice, the report called 
attention to the fact that no industries and no shippers, other 
than the By-Products Coke Corporation, the Youngstown Sheet 
& Tube Company and the Inland Steel Company, producers of 
pig iron in the Chicago district, had protested and that the first 
mentioned was the only one that had asked for or been repre- 
sented at the reargument. Mr. Eastman said the specific contention 
of the coke corporation, so far as section 3 was concerned, was 
that the $1.20 rate would be unduly preferential of iron ore 
and unduly prejudicial to pig iron moving from Chicago to the 
St. Louis district. After reviewing the rate and tonnage com- 
parisons, Mr. Eastman said it might be further said that while 
it had been shown that a reduction in the ex-lake iron ore rate 
was necessary to make the ore traffic move, it had not been 
shown that a reduction in the pig iron rate was necessary for 
that purpose Therefore the Commission found that the $1.20 
rate was ‘not unlawful under section 3. 

Commissioner Woodlock, in his concurrence, said that this 
was an unusual case and that the Commission was dealing with 
it in a manner analogous to that of special legislation. In this 
case, he said, the Commission had -before it, in effect, a single 
consignee, a movement limited in amount but wholesale in 
character, and a set of circumstances highly favorable to eco- 
nomical yet profitable transportation. Long ago, he said, the 
Commission limited wholesaling of transportation to the carload 
unit. He said the fact that the logic of wholesaling led in- 
exorably to the admission of the principle of “rebating” probably 
helped in crystallizing the Commission’s judgment that the 
carload should be the unit. The effect of the rate herein ap- 
proved, he said, should promote production of cheaper iron 
and that in dealing with matters concerning the public interest 
it should be remembered that the “public’ mean everybody, 
including the owners of the railroads and the consumers, as well 
as producers of services and commodities. 

A most important consideration, always to be kept in mind, 
he said, was the freedom, which the law protected, both in 
letter and spirit, of carrier management, within that domain 
where it should rightly rule. Continuing, he said: 

For this commission to invade the domain of carrier man- 
agement, save under clear and grave necessity, would be to sabo- 
tage the very law we are sworn to administer. In no other de- 
partment of the federal administration could the bureaucratic 
spirit, if not jealousy restrained, do more damage in less time 
than it could do in railroad regulation. It is this consideration 
which most heavily weighs with me in the consideration of this 
case. And, while on the subject, I may add that in recognizing 
the right of carriers to make voluntarily rates lower than we 
could justly prescribe as reasonable maxima, we should also be 
at all times extremely careful not to permit rates so made to be 
used as yardsticks with which to measure other rates, either for 


future prescription or as bases for reparation. For these reasons 
only I concur in the conclusion reached. 


UNMANUFACTURED TOBACCO RATES 


_ A finding of justification has been made by the Commission 
In a mimeographed report, by division 3, in I. and S. No. 2800, 
Unmanufactured Tobacco from Kentucky to St. Louis, Mo., and 
East St. Louis, Ilk, as to proposed increased rates on unmanu- 
factured tobacco from points in central Kentucky to St. Louis 
and East St. Louis. The order of suspension was vacated as 
of May 8, in I. and S. No. 2854, Unmanufactured Tobacco from 
Kentucky to St. Louis, Mo., and East St. Louis, Ill., which was also 
covered by the report. The carriers in I. and S. No. 2800 had 
Voluntarily deferred the effective date of the schedules in that 
proceeding until August 1, 1927. 

The report said the schedules suspended proposed rates of 
42.5 cents. The schedules were protested by the Burley Tobacco 
Growers Cooperative Association of Lexington, Ky., the Liggett 
& Myers Tobacco Company of St. Louis, the Lexington Board of 
Commerce, the Kentucky Farm Bureau Federation and others. 

Unmanufactured tobacco, the report said, in hogsheads, 
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minimum weight 20,000 pounds, subject to rule 34, was rated 
fourth class in official, southern and western classifications. In 
Official territory it moves ordinarily on class rates, and in that 
part of southern territory under consideration, according to the 
report, by exceptions to the classification, it moves at sixth class 
rates in the absence of specific commodity rates. The rates 
here considered, the report said, with unimportant exceptions, 
were specific commodity rates on unmanufactured tobacco, in 
hogsheads, any quantity, or loose, in carloads, cars to be loaded 
to capacity, minimum 22,000 pounds. The report said the evi- 
dence related only to movements in hogsheads, any quantity, 
average weight slightly less than 20,000 pounds per car. 

The report said Lexington, Ky., was the concentration point 
for burley tobacco, that it was nearer the approximate center 
of that part of Kentucky affected by the proposed rates and was 
fairly representative of the points of origin. 

The rates from all producing points under consideration, 
except three, apply only through Louisville, according to the 
report. The rates from the three points apply only through 
Cincinnati. Rates to St. Louis are 42.5 cents from Cincinnati 
and 39.5 cents from Louisville. 

The Commission said that for many years rates on unmanu- 
factured tobacco from central Kentucky to St. Louis had been 
in violation of the long-and-short-haul clause of the fourth sec- 
tion of the interstate commerce act. It cited rates to St. Louis 
from and through Louisville to St. Louis as follows: Louisville, 
Ky., 319 miles, 39.5 cents; South Park, Ky., 329 miles, 27 cents; 
and Shelbyville, Ky., 350 miles, 36.5 cents, and from and through 
Cincinnati as follows: Cincinnati, 340 miles, 42.5 cents, and 
Lexington, 422 miles, 41.5 cents. 

Among other things, protestants urged that the provisions 
of the Hoch-Smith resolution supported their contention that 
no change should be made in the rates. As to that, and in con- 
clusion, the Commission said: 


The Liggett & Myers Tobacco Company, which handled 90 
per cent of this tobacco traffic from central Kentucky to St. 
Louis, showed that the rates proposed would result in an increase 
in frenght charges paid by it of about $10,550 per year, which 
would be reflected in prices paid by it to the farmer; and the 
farm representatives introduced evidence tending to show de- 
clining prosperity in tobacco culture. We do not understand 
that the Hoch-Smith resolution is designed to perpetuate viola- 
tions of the law or that it can be invoked to justify advantages 
heretofore given tobacco producers of this section over nearby 
and competing tobacco producers. 

From points served by the Chesapeake & Ohio between Cin- 
cinnati and Maysville there are rates of 35 cents on this com- 
modity which apply through Cincinnati. These rates are subject 
to rule 77 of tariff circular 18-A. From Maysville the present 
rate of 35 cents yields car-mile earnings of only 17.5 cents; and 
this rate is obviously too low, judged by any standard. The 
schedules now suspended propose rates of 42.5 cents, which, for 
distances ranging from 350 to 400 miles and routes through Cin- 
cinnati, would be relatively reasonable and would remove the 
fourth section departures now existing. 

We find that the suspended schedules have been justified. 
Orders will be entered vacating our orders of suspension in No. 
2854 and discontinuing these proceedings. 


CHARGES ON SALT, ETC. 


An order of dismissal has been entered by the Commission 
in No. 16983, American Salt & Coal Company vs. Chicago, Rock 
Island & Pacific et al., mimeographed, by division 2, on a finding 
that the Hutchinson & Northern Railway Company was and is a 
common carrier engaged in interstate commerce and that absorp- 
tion by trunk-line connections of its switching charges on salt 
was not and is not unjustly discriminatory or unduly prejudicial. 
The report was written by Commissioner Campbell. 

Complainant, engaged in the mining of salt at Lyons, Kans., 
alleged that certain agreements made by defendant Hutchinson 
& Northern with other defendants, whereby the former assessed 
switching charges at Hutchinson, Kans., of $4.25 and $5.25 per 
car which were absorbed by the other defendants, constituted 
an unlawful device by which a rebate was made on interstate 
shipments of salt from the plant of the Carey Salt Company at 
Hutchinson, and that higher rates were thereby charged com- 
plainant on its salt shipped over the lines of the same line-haul 
carriers, resulting in unjust discrimination and undue prejudice 
against complainant and undue preference of the Carey Salt 
Company. It was also alleged that the switching charges 
assessed were unreasonable. As to the latter allegation, Com- 
missioner Campbell said no evidence was presented and that it 
would not be further considered. 

Complainant and the Carey Salt Company, the commissioner 
said, were competitors in the sale of salt, both shipping to vari- 
ous points in the United States, principally west of Chicago. 
The Hutchinson & Northern and the Carey company are owned 
by the same interests. The H. & N. serves the Carey company 
but not the complainant. 

Commissioner Campbell said the case resolved itself pri- 
marily into the question whether the H. & N. had been and was 
a common carrier and might have its charges as such absorbed 
by line-haul connections. 

The Hutchinson & Northern, according to the report, op- 
erates a line of railroad extending from a point one mile east 
of the eastern boundary of Hutchinson to the junction with the 
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tracks of the Missouri Pacific in the southeastern section of 
Hutchinson, a distance of 4.731 miles, all in Reno county, Kans. 
After discussing details with reference to the property, Com- 
missioner Campbell said: 


Shipments over the Hutchinson & Northern do not move on 
a bill of lading, but are handled entirely on switching tickets. 
At the time of the hearing the Hutchinson & Northern was not a 
member of the American Railway Association. It publishes po 
less-than-carload rates and does not handle passengers, mail, or 
express. Cars are supplied to shippers on its line through ar- 
rangements with connecting carriers.’ The curves on its road are 
too sharp to enable the usual steam locomotive to operate over 
them. ‘The three connecting steam lines consider the Hutchinson 
& Northern to be a common carrier, have issued passes used by 
the officers of the Hutchinson & Northern, and have been absorb- 
ing the charges published in the tariffs filed with us. Several 
team tracks have been set aside by this carrier for the use of 
the public and over these tracks shipments for independent ship- 
pers have been delivered. Complainant contends that the absorp- 
tion of the switching charges constitutes a depletion of the rev- 
enues of trunk lines and a diversion into the pockets of the 
stockholders of the Carey Salt Company of money that should go 
to the trunk lines; that this amounts to a rate rebate which even- 
tually adds to the public burden through increased rates, and in 
addition discriminates against complainant and other shippers 
of salt in the same territory which are accorded blanket rates 
without the benefit of the so-called rebates. 

The real criterion determinative of the character of a carrier 
is the right of the public to use its railroad facilities and to de- 
mand service. The record leaves no doubt that the Hutchinson 
& Northern has held and is holding itself out as a common carrier 
and that the public has demanded, and has a right to demand, 
service from it. In operation of Hutchinson & Northern Ry Co., 
111 I. Cc. C. 403, we authorized this carrier to operate the line 
of railroad hereinbefore described, and in stock of Hutchinson & 
Northern Ry., 111 I. C. C. 571, authority was granted this carrier 
to issue $110,000 of capital stock in exchange for a like amount 
issued in 1923 under approval of the Public Utilities Commission 
of Kansas, but without authority from us. Whether or not the 
Hutchinson & Northern is violating the commodities clause of 
the interstate commerce act, as alleged by complainant, is a mat- 
ter over which the courts alone have jurisdiction. 

We find that the Hutchinson & Northern was and is a com- 
mon carrier engaged in interstate commerce, and that the absorp- 
tion of its switching charges as alleged was not and is not un- 


justly discriminatory or unduly prejudicial. The complaint will 
be dismissed. 


RATES ON LUMBER, ETC. 


In a mimeographed report by division 3 in No. 17997, Wal- 
rath & Sherwood Lumber Company vs. Chicago & North West- 
ern et al., the Commission has found unreasonable rates on 
lumber and related articles, carloads, from points in coast, Spo- 
kane, and Oregon groups (groups Nos. 1, 2 and 3) to Gordon, 
Irwin, Merriman and Eli, Neb., has prescribed rates for the 
future to be made applicable on or before June 10, and has 
found that complainant is entitled to reparation. Certain ship- 
ments were found to have been overcharged. 

Complainant alleged that the rates on lumber, shingles, 
posts and siding from points in Idaho, Montana, Oregon and 
Washington to the destinations set forth above had been and 
were unreasonable. Overcharges and violations of the aggre- 
gate-of-intermediate clause of section 4 of the act were alleged 
as to certain of the shipments. 


The Commission said the shipping points covered by the 
complaint were in the so-called coast, Spokane, Oregon, Mon- 
tana District No. 1, and Montana District No. 2 groups, referred 
to in the report as groups Nos. 1, 2, 3, 4 and 5, respectively, 
but that the list of shipments introduced by complainant in- 
cluded only shipments from groups Nos. 1, 2 and 3. The ship- 
ments on which reparation was sought consisted of pine, fir, 
white fir, and cedar lumber, posts, red cedar shingles, and sid- 
ing. The report said one line of rates applied on shingles other 
than fir shingles, and another on the other commodities covered 
by the complaint, and that reference to shingles would mean 
shingles other than fir shingles, and reference to lumber would 
mean lumber and the other commodities covered by the com- 
plaint. The destinations involved are in the northwestern part 
of Nebraska on the North Western, which receives most of its 
lumber shipments from the above groups at Crawford, Neb., a 
connecting point with the main line of the Burlington, but 
some are delivered to the North Western by the U. P. at Orin 
Junction, Wyo. 

Complainant urged, according to the report, that, in com- 
parison with rates to destinations on the Burlington and U. P., 
the rates to destinations on the North Western east of Crawford 
were graded too sharply, and that reasonable maximum rates 
would be those corresponding to rates on the Burlington and 
U. P. for similar distances east of the Colorado commonpoint 
group. The Commission said that, under the adjustment pro- 
posed by complainant, all the four destination points covered 
by the complaint would be on a rate basis lower than that 
applicable to the Missouri River group. 

The Commission said a brief history of the Missouri River 
basis of rates, applicable to Omaha, would be found in Adams 
& Kelly Co. vs. A. T. & S. F., 109 I. C. C. 241. Defendants urged, 
the report said, that the rates to that group were too low, due 
to competitive conditions, and that it would be unfair and im- 
proper to single out destinations near the edge of the group 
and compare them with the rates to the group as a whole. The 
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Commission said there was merit in that contention as to group 
rates in general, but that the circumstances in the present case 
justified an exception to that statement. It said Gordon had 
already been taken out of the Missouri River group as to 
shingles from group No. 1 and lumber from groups Nos. 2 and 
3, and that on both lumber and shingles from groups Nos, 4 
and 5 rates lower than the Missouri River basis were applicable 


on the North Western as far east as Arabia, Neb., about 179 
miles east of Crawford. 


Continuing, the Commission, in its conclusions and findings, 


except that part of the findings holding that complainant is 
entitled to reparation, said: 


,._We have previously stated that joint rates in excess of com- 
binations of local rates which would apply in the absence of joint 
rates are prima facie unreasonable. Such a situation exists in the 
joint rate of 71 cents on shingles from groups Nos. and 3 to 
Gordon as_ compared with the combination rate of 68 cents, and 
also existed prior to August 9, 1924, in the joint rate of 59 cents on 
lumber from groups Nos. 2 and 3 to Gordon as compared with the 
combination rate of 57 cents. 

In West Coast Lumbermen’s Assn. vs. A. & S. Ry. Co., 104 1. ©, 
C. 695, we found that the rates from group No. 1 to destination 
group No. 1 as outlined in the report, including certain portions 
of Nebraska, should not exceed the rates from group 2 by more 
than 3.5 cents, and that the rates on cedar shingles should not 
exceed by more than 12 cents the specific rates prescribed therein 
on fir lumber. Applying that relationship, and using as a base the 
rate of 54.5 cents published on lumber effective August 9, 1924, 
from groups No. 2 and 3 to Gordon, the rates from groups Nos. 1, 
2, and 3 would be as shown in the following table. The table also 
shows rates to Irwin, Merriman, and Eli, each based on a grading 
of one cent over the next less-distant point. 


From Group 1 Groups 2 and 3 
To A A D 
SPORE Sinwiniiinsininon ecm Gn deeueiaewon 70 58 66.5 54.5 
Uae om rrr err 71 59 67.5 55.5 
EAM 6.8 wesc siv oie Hoe ow 4Gi¥isioi0:6'o:0ie 72 60 68.5 56.5 
MME Peri aotneat te Sion es oki ital atara ctes wie Ricco 73 61 69.5 57.5 





A—Shingles. D—Lumber. 


Defendants contend that complainant’s evidence shows that it 
has not been damaged and is not entitled to reparation. The lumber 
and shingles upon which reparation is sought were sold to complain- 
ant at prices f. o. b. cars at the mills plus the freight rates. Freight 
charges on all of the shipments were paid by complainant, and were 
later charged back to the shippers. The general question here pre- 
sented was before us in Missouri Portland Cement Co. vs. Director 
General, 88 I. C. C. 492, in which, following the decision in Southern 
Pacific Co. vs. Darnell-Taenzer Co., 245 U. S. 531, we found that 
it is not necessary to go beyond the ‘“‘first step’ in determining 
whether complainant was entitled to reparation, and that the first 
step was taken by complainant when it paid the freight charges. The 
same finding is applicable here. 

We find that car U. P. 130694, shipped August 11, 1924, from 
Spokane, Wash., and car N. P. 23345, shipped November 12, 1924, 
from Noxon, Mont., both ensongned to Gordon, were overcharged 
in the sums of $23.85 and $21.55, respectively. 

We further find that the applicable rates from groups Nos. 1, 
2, and 3 to Gordon, Irwin, Merriman, and Eli were, are, and for 
the future will be unreasonable to the extent that they exceeded, ex- 
ceed, or may exceed the rates shown in the table next preceding. Al- 
though the complaint assails the reasonableness of the rates from 
groups Nos. 4 and 5, little evidence was introduced in support of that 
allegation. We have heretofore pointed out that proper relationships 
should be maintained between the competing origin groups in the 
territory covered by this complaint. West Coast Lumbermen’s Assn. 
vs. A. & S. Ry. Co., 78 I. C. C. 746. The carriers in the present case 
should see that such rates are published on lumber and shingles 
from groups Nos. 4 and 5 to Gordon, Irwin, Merriman, and Eli as 
will preserve the existing relationships with the rates from groups 
Nos. 1, 2 and 3 to the same destinations. 


Commissioner Hall, concurring, said: 


I coneur in the award of reparation under the circumstances re- 
cited only because I am constrained to do so by the majority de- 
cision —— Portland Cement Co. vs. Director General, 88 
a: &. &. 20. 


SHORT LINE FERTILIZER RATES 


In a supplemental report on further consideration, in No 
16295, Fertilizer Materials Between Southern Points, opinion No. 
12163, 123 I. C. C. 193-6, written by Commissioner Eastman, thé¢ 
Commission has amended its orders issued in connection with 
the original report herein, 113 I. C. C. 389, so as to give peti- 
tioners in this supplemental proceeding the measure of consider- 
ation and relief as intended in the original report or given them, 
on other traffic, in Southern Class Rate Investigation, 100 I. C. C. 
513. 

Benefit of the scale prescribed in the original report in this 
case, inflated by the addition of 50 cents per ton for the benefit 
of short or weak lines was extended to a category of such lines 
overlooked in the presentation of evidence respecting the char- 
acter of carriers. The Washington & Old Dominion, Apalachi- 


- cola Northern, Mississippian Railway, Gainesville Midland, the 


Cadiz Railroad, Milltown Air Line, Mississippi Central, the St. 
Mary’s Railroad and the Jackson & Eastern, not included in the 
list overlooked in the original case, also came in asking for the 
benefit of the scale and its inflation and were accorded similar 
treatment. 

Fourth Section order No. 9346 was modified so as to give 
the character of relief extended in the Southern Class Rate In- 
vestigation. 

The Nashville, Chattanooga & St. Louis was authorized to 
add 50 constructive miles in determining rates over its route via 
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Hobb’s Island and Gunter’s Landing, Ala., which embraces a 
90-mile car-float transfer, such authorization having been given 
in the Southern Class Rate Investigation. 

The Norfolk Southern was told that under the conditions 
set forth by it the 50 cents per ton inflation might not be in- 
creased. Additional relief on account of circuity of routes was 


denied. 
Commissioner Campbell dissented but did not write any 


views in support of the dissent. 


CHARGES ON PETROLEUM 


In a mimeographed report by division 4 in No. 17387, Miller 
Petroleum Company vs. Beaumont, Sour Lake & Western et al., 
the Commission has dismissed the complaint on a finding that 
applicable charges on petroleum in tank-car loads from Wichita 
Falls, Tex., to Houston, Tex., reconsigned to Westwego, La., 
were unreasonable to the extent that they included a reconsign- 
ment charge of $6.30 per car. The reconsignment charge was 
not collected and the Commission said the outstanding under- 
charge should be waived. 

Complainant alleged that charges collected on one tank-car 
load of refined petroleum oil, shipped January 8, 1924, from Wich- 
ita Falls to Westwego, La., were unreasonable to the extent that 
they exceeded those that would have accrued at a rate of 24.5 
cents, plus a reconsignment charge of $6.30. 

The shipment was originally consigned to Houston, Tex., 
and placed on a private track there for inspection and delivery. 
It was refused and immediately reconsigned to Westwego. It 
moved over the Missouri-Kansas-Texas of Texas to Houston and 
thence to Westwego over the Gulf Coast Lines and the Texas 
& Pacific. Continuing, the report, in part, said: 


The real issue is the reasonableness of the following recon- 
signment rule under which the charges were collected: 

“Tf a car has been placed for unloading at original billed 
destination and reforwarded therefrom, without being unloaded, 
to a point outside the switching limits, it will be subject to the 
published rates to and from the point of reconsignment plus $6.30 
per car reconsignment charge, except that in no case shall the 
total charge be less than the charge based on the through rate 
from point of origin to final destination plus $6.30 per car recon- 
signment charge.” 

Under this rule the established rates of 39.5 cents to Houston 
and 24.5 cents beyond, plus $6.30, were applicable. It appears that 
the reconsignment charge of $6.30 was not collected and that the 
shipment was undercharged to this extent. In Chestnutt Lumber 
Co. vs. Director-General, 89 I. C. C. 236, we found that the assgss- 
ment, in addition to the rates to and from the point of resfip- 
ment, of the reconsignment charge provided by a similar rule 
was unreasonable, reversing to that extent certain former deci- 
sions in which the provisions of the rule had been approved. 


ATTENDANTS WITH HORSES 


In No. 18094, Horse Association of America vs. American 
Railway Express Company et al., embracing also I. and S. No 
2672, Attendants with Race Horses via Express, mimeographed, 
by division 3, the Commission, in a report written by Commis- 
sioner Campbell, has found unreasonable rules governing the 
free transportation of attendants with race horses, polo mounts, 
and show horses, in carloads, moving by express. It has found 
not justified a proposed rule in connection with race horses and 
has prescribed reasonable rules for the future, effective on or 
before July 20, and has canceled the schedules suspended in 
I. and S. No. 26172, without prejudice to the filing of new sched- 
ules in conformity with the findings in the report. 

Explaining the issues presented by the proceedings, Com- 
missioner Campbell said: 


The American Railway Express Company and Southeastern 
Express Company, hereinafter called defendants, provide in their 
tariffs for the “free” transportation of a specified number of at- 
tendants with race horses, in carloads, moving by express. In a 
general way it may be said that in the territory embracing the 
states west of the Mississippi River, Wisconsin, Illinois, Georgia, 
South Carolina, North Carolina, and Florida, such transportation 
is now restricted to two attendants, and that in the remaining 
sections of the country such transportation is ordinarily accorded 
six attendants*, although the number is in some few instances re- 
stricted to five and in fewer still to two. In the rule with re- 
spect to polo mounts and show horses, in stalled cars, by express, 
the number of attendants is restricted to one for each one or two 
cars. On March 13, 1926, complainant filed a complaint alleging 
that there rules are unreasonable, and that the rules with respect 
to polo mounts and show horses are unjustly discriminatory and 
unduly prejudicial to shippers of such horses and unduly prefer- 
ential of shippers of race horses, to the extent that they permit 
less than six attendants per car in any territory. Thereafter, by 
schedules filed to become effective June 7, 1926, defendants pro- 
Posed to restrict the number of attendants carried “free” with 
carloads of race horses to two in all instances. If the proposed 
schedules should become effective attendants in excess of that 
number would be required to pay the full passenger fares. Upon 
protest of complainant, the Thoroughbred Horse Association, and 
numerouse individual shippers of race horses, the operation of 
these schedules was suspended until October 5, 1926. Their ef- 
fective date was subsequently voluntarily postponed by defend- 
ants to May 31, 1927. The Thoroughbred Horse Association and 
certain individual race horse shippers, hereinafter called inter- 
veners, intervened in support of complainant’s allegation that the 
rule in connection with race horses is unreasonable to the extent 
that it permits less than six attendants in any territory. The 
Principal railroad companies of the United States intervened in 
behalf of defendants. 
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In conclusion, Commissioner Campbell said: 


The record warrants the conclusion that two and one at- 
tendants per aisle, respectively, are usually sent with and are 
necessary for the proper care of race horses and other horses, re- 
spectively, in stalled cars, by express, and that these attendants 
should be transported without any charge in addition to the 
minimum per car rates on this traffic. This can best be accom- 
plished by regulating the number of “free” attendants by the 
number of horses in the car. 

In No. 18094, we find that defendants’ rules governing the 
free transportation of attendants with race horses, polo mounts, 
and show horses, in stalled cars, by express, are unreasonable to 
the extent that they accord such transportation to fewer at- 
tendants per car than are indicated below: 

Traffis, race horses—4 and less horses per car, 2 attendants; 
8 and over 4 horses per car, 4 attendants; 9 horses and over per 
car, 6 attendants. 

Traffic, polo mounts and show horses—6 and less horses per 
car, 1 attendant; 12 and over 6 horses per car, 2 attendants; 13 
horses and over per car, 3 attendants. 

We further find that the alleged unjust discrimination and 
undue prejudice will be removed by the rules herein prescribed, 
and that the proposed change in the rule with respect to race 
horses has not been justified. 

An appropriate order for the future will be entered in No. 
18094. An order will be entered in No. 2672 requiring the can- 
cellation of the proposed schedules, without prejudice to the 
filing of new schedules in conformity with the findings herein. 

*That is, one attendant to every horse, with a maximum of 
six attendants per car. 


SLATE FROM VIRGINIA 


In I. and S. No. 2827, Slate from Virginia Points to New Or- 
leans, La., Mobile, Ala., and Vicksburg, Miss., mimeographed, by 
division 4, the Commission has found justified proposed rates on 
crushed slate from Esmont, Arvonia, Dutch Gap and Rockfish, 
Va., to Mobile, Ala.. New Orleans, La., and Vicksburg, Miss., has 
vacated the order of suspension as of May 1, and has discon- 
tinued the proceeding. 

On protest of the Blue Ridge Slate Corporation of Esmont, 
the schedules, proposing to increase the rate, were suspended 
until May 10. 

The report said Arvonia and Dutch Gap were on the C. & O., 
and that Esmont was on the C. & O., and the Nelson & Albemarle. 
Respondents proposed to increase the present carload rate of 
$4.77 per 2,000 pounds from Esmont, Arvonia and Dutch Gap to 
$6.74. The report said a proportional rate of $4.50 was applica- 
ble from Rockfish over the Southern on traffic originating on 
the Nelson & Albemarle. The local rate of the N. & A. to 
Rockfish is 27 cents. It was proposed to increase the propor- 
tional rate from Rockfish to $6.47. 

The Commission said that, in Staso Milling Co. vs. M.. & P. 
115 I. C. C. 605, the rates on crushed slate from Whiteford, Md., 
and Slate Hill, Pa., to New Orleans, La., and Mobile, Ala., were 
found not unreasonable or unjustly discriminatory but unduly 
prejudicial to the extent that they exceeded or would exceed the 
rate contemporaneously applicable from Esmont to the same des- 
tinations by more than $1.50. It said defendants attempted to 
comply with the order in that case by increasing the rate from 
Esmont. Similar increases were made from Arvonia, Dutch Gap 
and Rockfish because those points were grouped with Esmont. 
The Commission said the rate to Vicksburg was increased be- 
cause that destination was grouped with New Orleans and Mobile. 

“The present and proposed rates were compared with rates 
on animal manure, coke, lumber, cement and fertilizer, which 
rates we have prescribed in various cases,” said the Commis- 
sion. “The comparisons show that the proposed rates are rela 
tively lower than those on the commodities named.” 

The Commission said the evidence showed that the present 
rates from all the southern producing sections to New Orleans 
and Mobile were on a low level. 





RATES ON FURNITURE FRAMES 


In a report written by Commissioner Woodlock, in No. 17440, 
Burlington Shippers’ Association et al. vs. Chicago, Burlington 
& Quincy et al., mimeographed, the Commission, by division 4, 
has determined the applicable rates on furniture frames, in 
straight carloads, from Chicago, Ill., to Burlington, Ia. It has 
also found them unreasonable to a certain extent. It has found 
the present rate not unreasonable or unduly prejudicial. It has 
awarded reparation on account of the unreasonable rates, but 
denied it on account of the rates found unduly prejudicial, be- 
cause there was no showing of damage. 

The complaint, brought on account of a manufacturer of 
furniture at Burlington, alleged that the second class rates 
charged on carloads of parlor or furniture frames, from Chicago 
to Burlington were, and are, unjust and unreasonable, and, as 
compared with the third class or commodity rates contempo- 
raneously maintained on like traffic from the same point of origin 
to various- destinations in Illinois, Nebraska, Missouri, Iowa, 
Wisconsin and in Western Trunk Line territory generally, were 
and are, unduly prejudicial to complainant and its traffic to the 
advantage of competitors at the destinations indicated. Viola- 
tions of the sixth section and the long-and-short-haul part of the 
fourth section were also alleged. 

The Commission found that the charges applicable on the 
shipments here considered prior to April 7, 1926, were unreason- 
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able only to the extent they exceeded the charges that would 
have accrued on similar contemporaneous shipments to New 
London, Ia., at rates which were subject to Rule 77 of Tariff 
Circular 18A and that the present rate was neither unreasonable 
nor unduly prejudicial. Application of Rule 77, the report said, 
had been held to be substantial compliance with the fourth 
section. 


RATES ON NURSERY STOCK 5 


The Commission, in a mimeographed report by division 4, 
has dismissed the complaint in No. 18129, Henry A. Dreer vs. 
Los Angeles & Salt Lake et al. It found that the rate on ship- 
ments of nursery or florists’ stock, including dormant rose 
bushes and other plants and bulbs, from Montebello, Cal., to 
Riverton, N. J., was not unreasonable over the route of move- 
ment. It held that shipments routed by the shipper, upon 
erroneous advice of one of the carriers that the rate applicable 
over other routes still obtained over the route of movement, 
were not misrouted. 


RATES ON BROOM CORN 


In a mimeographed report by division 4 in No. 17765, Ham- 
burg Broom Works et al. vs. Chicago, Rock Island & Pacific 
et al., the Commission has found misrouted a carload shipment 
of broom corn from Fairview, Okla., to Atco, N. J. Shipments 
of the same commodity from Fairview, Leedey and Longdale, 
Okla., to Philadelphia and Hamburg, Pa., and Atco, N. J., were 
found not misrouted. Rates charged on certain shipments mov- 
ing over certain routes were found unreasonable to the extent 
they exceeded the aggregate of intermediate rates contempo- 
raneously in effect. The Commission found that complainants 
were entitled to reparation. 

The Commission found that a shipment that moved over the 
Illinois Central was misrouted by the C. R. I. & P., that the 
remainder of the shipments were not misrouted, and that the 
rate charged on the misrouted shipment was unreasonable to 
the extent that it exceeded $2.105; and that the rates assailed 
on the shipments moving via Chicago and East St. Louis were 
unreasonable to the extent that they exceeded the contempo- 
raneous aggregates of intermediate rates. It said complainants, 
with respect to reparation, should comply with rule V of the 
rules and practice and should include in the statement under- 
charges and overcharges. 


NEWSPRINT PAPER RATES 


The Commission, by division 3, in I. and S. No. 2819, News- 
print Paper and Wall Paper from Canadian Points to Iowa 
Points, mimeographed, has found not justified proposed in- 
creased rates on newsprint and blank, unfinished wall paper from 
Port Arthur, Fort William, West Fort and Kenora, Can., to 
points in Iowa, except as applicable over the Chicago, Burling- 
ton & Quincy. It has ordered the suspended schedules can- 
celled without prejudice to the filing of new ones, on five days’ 
notice, by the Burlington and its connections in conformity 
with the views expressed in the report. The Burlington and 
the Rock Island, the report said, were the only ones of the many 
respondents represented at the hearing. The Burlington, it 
said, attempted to justify the rates proposed. The latter said 
it was proposing the rates to remove a fourth section departure. 
The report said that for some undisclosed reason all the other 
lines, through their agent, published rates, applicable over all 
other lines, the same as those proposed by the Burlington. It 
said no fourth section departures were shown over other lines. 

In discussing the case the Commission referred to what it 
had done in Minnesota & Ontario Paper Co. vs. N. P., 66 I. C. C. 
571, United Paperboard Co. vs. C. N. Rys., 74 I. C. C. 733, and 
Spanish River Pulp & Paper Mills vs. A. & W. 1201. C. C. 251. 
In disposing of the case the Commission found that the Burling- 
ton had justified the increased rates except one of 37.5 cents 
to Fort Madison, Ia. It said that there was no justification, of 
record, for a rate to Fort Madison, exceeding 36 cents, and that 
the lines other than the Burlington had not justified their pro- 
posed increased rates. 


SHORT HAUL STEEL RATES 


The Commission, by division 4, in No. 17889, Tyler Tube & 
Pipe Co. vs. Baltimore & Ohio, mimeographed, has found fifth- 
class rates on boiler flues, in carloads, from Washington, Pa., 
to Zanesville and Cleveland, O., between December 20, 1923, 
and May 17, 1924, unreasonable to the extent that they exceeded 
the aggregate of intermediate commodity rates and awarded 
reparation. The rates were alleged to be unreasonable and in 
violation of the aggregates of intermediates part of the fourth 
section. The specific rates were higher than the aggregate of 
intermediate commodity rates. The Commission said the issues 
and contentions were substantially similar to those in Iron and 
Steel Articles, 89 I. C. C. 606, Firestone Tire & Rubber Co. vs. 
Director-General, 113 I. C. C. 751, cited by the complainant, as 
well as those in American Shipbuilding Co. vs. Director-General, 
77 I. C. C. 439, 89 I. C. C. 601 and 102 I. C. C. 530, and many 
others, which are frequently called the short-haul iron and steel 
cases, The Commission said the testimony was similar to that 
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submitted in the shipbuilding case and that the record did not 
warrant a different conclusion. 


RATES ON GASOLINE 


A finding of unreasonableness, an award of reparation and 
an order for the future have been made in No. 17476, Shelton 
Gasoline Corporation vs. Wichita Falls, Ranger & Fort Worth 
et al., mimeographed, as to rates on gasoline, from Dublin, Des- 
demona, Breckenridge and Eliasville, Tex., and Jennings, Okla., 
to Shelton, W. Va. The complaint alleged that the rates, rang- 
ing from 68 to 73.5 cents, in 1923, were unreasonable to the 
extent they exceeded the contemporaneous rates to Charleston, 
W. Va., or the rates from Hodge, Tex., to Blue Creek, W. Va. 
The Commission, by division 4, said the issues in this case were 
similar to those considered in Transcontinental Oil Co. vs. A. & 
V., 96 I. C. C. 186, and'Same vs. B. & O., 118 I. C. C. 518. It 
found the rates were, are and for the future will be unreason- 
able to the extent they exceeded, exceed or may exceed 63 cents, 
It awarded reparation and ordered the establishment of the new 
rate not later than June 15. 

The report also covers a sub-number, Same vs. Same. 


TIN OXIDE CASE DISMISSED 

The Commission, by division 3, has dismissed No. 18280, 
Federated Metals Corporation vs. Pennsylvania et al., mimeo- 
graphed, finding the rate on tin oxide, from East Liberty, Pa., 
to Sheboygan, Wis., not unreasonable or otherwise unlawful. 
The rate, fifth class, 42 cents prior to September 10, 1925, and 
40.5 cents thereafter, was alleged to be in violation of the first 
three sections. The gist of the complaint, the report said, was 
that the rates were and are unreasonable because of their excess 
over the basis accorded pig tin, from Scranton, Pa., New York 
and other points in Trunk Line territory. The Commission said 


the record showed no necessity or other justification for lower 
commodity rates. 


RATES ON ELECTROLYZERS 


In a mimeographed report in No. 17419, Pacific Nitrogen 
Corporation vs. Chicago, Burlington & Quincy et al., the Com- 
mission, by division 3, has found unreasonable rates on elec- 
trolytic cells (electrolyzers), in carloads, from Pittsburgh, Pa., 
to Seattle, Wash., has prescribed reasonable rates for the future, 
effeqtive on or before June 8, and has authorized waiver of 
undercharges. The Commission said if any shipments had 
moved pendente lite on which charges were collected at rates 
in excess of those found reasonable, the complainants should 
submit a rule V statement. 

Rates charged on four carloads of gas generators and parts, 
shipped in October, 1924, were assailed as unreasonable. Rea- 
sonable rates and reparation were asked. The Gas Industries 
Company of Pittsburgh intervened and asked for reasonable rates 
for the future. 

Charges were collected at a commodity rate of $2.12, mini- 
mum 30,000 pounds, applicable on machinery and machines, 
N. O. S. Undercharge freight bills, according to the report, are 
outstanding based upon the third class rate of $3.90, minimum 
24,000 pounds, applicable on electrolytic cells (electrolyzers). 
Complainant contended that the applicable rate was $2.12 and 
was unreasonable to the extent that it exceeded $1.76, minimum 
40,000 pounds, the contemporaneous commodity rate applicable 
on Edison electric storage batteries. 

The Commission found that the third class rate of $3.90 
was applicable on the four shipments made in October, 1924; 


that this rate of $3.90 applicable on electrolytic cells (elec- 


trolyzers) had been, was, and would be, for the future unrea- 
sonable to the extent that it exceeded a rate of $2.12, carloads, 


minimum 30,000 pounds, and that collection of existing under- 


charges should be waived by defendants. 


GLUTEN FEED RATES 


With Commissioner Woodlock dissenting, the Commission, 
by division 4, in No. 18071, American Maize Products Co. vs. 
New York Central et al., mimeographed, has found unreasonable 
rates charged on gluten feed, in carloads, from Roby, Ind., to 
stations in New York on the Ulster & Delaware, and awarded 
reparation. The complaint alleged the rates charged on seven 
carloads to Roxbury, Stamford, Grand Gorge, Oneonta, and 
Bloomsville, N. Y., in 1923, were and are unreasonable and 
unduly prejudicial. The Commission was asked to award repara- 
tion and establish rates for the future. The charges, the Com- 
mission said, were collected at the applicable rates but defend- 
ants erroneously paid a claim for an alleged overcharge. An 
action was brought in the courts at Chicago in February, 1926, 
to recover the money so paid. Complainant called particular 
attention to the fact that the charges to the destinations located 
on the Ulster & Delaware were made up of three full local rates, 
one of which was a class rate, and that the factors beyond 
Sidney, N. Y., for an average distance of less than 70 miles 
— the rate from Roby to Sidney, a distance of 786 
miles. 


Defendants, the report said, submitted little evidence of 
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probative value. They emphasized the fact that there were now 
sufficient available routes to Oneonta, over which a joint rate 
of 31 cents applied. The combination over the route used by 
the shipments was 43.5 cents. The carriers apparently, the 
report said, relied upon the Commission’s rulings to the effect 
that if the petitioner desired the 3l-cent rate to Oneonta, it 
should have routed its shipments over a route to which it ap- 
plied; and that the fact that lower joint rates were maintained 
over other routes was not sufficient to show that the rate 
over route of movement was unreasonable. 

The Commission said the combination of 43.5 cents com- 
pared with the joint rate of 31 cents, the latter in effect via 
many other routes, of which some involved hauls of greater 
length, seemed unduly high. It said the reason for a basis 
embracing the full sixth-class rate for the last 22 miles was 
unexplained of record. ‘The Commission found the rates were 
unreasonable to the extent that the rate to Oneonta exceeded 
81 cents and that the rates to destinations on the Ulster & Dela- 
ware were unreasonable to the extent they exceeded the charges 
made on a basis of 31 cents to Oneonta plus the local rates then 
in effect on the Ulster & Delaware beyond, and awarded repara- 
tion to that basis. The Commission then said that in view of 
the fact that lower rates were now in effect via many other 
routes, there seemed to be no necessity for an order for the 
future. It said no evidence tending to show undue prejudice was 
introduced. 

Commissioner Woodlock, in his dissent, and the record in 
his judgment did not support a finding that 31 cents was a 
maximum reasonable rate for the shipment concerned, and, 
therefore, did not furnish warrant for an award of reparation 
to that basis. Nor did it, as it stood, said he, contain data suffi- 
cient to enable the Commission to determine what would be 
such a rate. The logical effect of the finding as it stood, he 
said, was to nullify the right of carriers to limit through rates 
to certain routes and that that was neither in accordance with 
law nor in the public interest. 


TANK MATERIAL RATES 


The Commission, by division 3, in a report written by Com- 
missioner Campbell, in No. 16451, Sinclair Crude Oil Purchasing 
Co. vs. A. T. & S. F. et al., and cases joined with it, mimeo- 
graphed, has found unreasonable the rates on iron and steel tank 
material, carloads, from points in Pennsylvania, Ohio, Illinois, 
Indiana, and from Kansas City, Kan., to destinations in Kansas, 
Oklahoma and Texas. The finding was that the rates were, 
are and for the future will be unreasonabe to the extent that 
they exceeded, exceed, or may exceed the rates and minima 
contemporaneously applicable from and to the same points on 
iron or steel pipe. The carriers are ordered to establish rates 
on that basis not later than August 10. They are also to make 
reparation. 

The report also embraces No. 16451 (Sub-Nos. 1, 2, and 3), 
Same vs. Same; No. 15555, Sineair Crude Oil Purchasing Co. 
et al. vs. Chicago & Erie et al.; No. 15621, Same vs. Atchison, 
Topeka & Santa Fe et al.; No. 15621 (Sub-No. 1), Same vs. 
Same; No. 15621 (Sub-No. 2), Same vs. Chicago, Rock Island 
& Pacific et al.; No. 15621 (Sub-No. 3), Same vs. Chicago & 
Eastern Illinois et al.; No. 16127, Same vs. Chicago & Alton 
et al.; No. 15157, Same vs. Atchison, Topeka & Santa Fe et al.; 
No. 16108, Same vs. Chicago, Burlington & Quincy et al.; and 
No. 15156, Sinclair Oil & Gas Co. vs. Pennsylvania et al. 

The complaints alleged that charges collected on many car- 
loads of iron and steel tank material from Meadville, Green- 
ville, Fallston, Pittsburgh, and Franklin, Pa., Gary, Indiana 
Harbor, and East Chicago, Ind., Washington Heights and South 
Chicago, Ill., Steubenville and Cleveland, Ohio, and Kansas 
City, Kans., to Humboldt, Kans., Healdton, Cushing, Shidler, 
Manion, Hominy, and Paul’s Switch, Okla., and Holden, Mexia, and 
Navarro, Tex., between December 31, 1921, and November 22, 
1923, were, and that the present rates, are unreasonable. The 
Commission was asked to ward reparation and to prescribe 
reasonable rates for the future. 

Complainants in No. 15156 and No. 15157 also alleged that 
the charges collected were unduly prejudicial but no evidence 
was submitted in support of that contention, the report said, 
and it received no further consideration. The Commission’s 
jurisdiction was questioned in No. 16103, upon the ground that 
the carrier or carriers which switched the traffic from the 
origin points to Washington Heights, a fabricating point, were 
not defendants. Commissioner Campbell pointed out, however, 
that where the switching line’s charge was absorbed, that that 
carrier was not a necessary party as shown in du Pont de 
Nemours Powder Co. vs. P. R. R., 50 I. C. C. 203. 

No. 15621 (Sub. No. 2) was dismissed at the request of the 
complainants without prejudice because its evidence relating 
to reparation was incomplete. ¥ 

The complainants are fabricators of tanks and their cus- 
tomers oil companies which had ordered the erection of tanks 
in the oil fields. The contention of the complainants was that 
the rates charged were unreasonable to the extent that they 
exceeded the rates contemporaneously applicable on iron or steel 
Pipe. Pipe and tank material, the report said, were classified 
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fifth in Western and Official Classification territories, and sixth 
class, or “Special Iron” in Southern territory. Commissioner 
Campbell said that generlaly both moved on commodity rates 
in the southwest. Tank material, he said, loaded in excess of 
car capacity, and when so loaded, did not extend above the 
side, while pipe loaded to thirty tons, depending on the size 
of the pipe and the cars, at times would extend as much as 
four feet above the car sides. The value of pipe, Mr. Campbell 
said, was in excess of that of tank material, and, so far as 
the transportation characteristics of the two commodities were 
concerned, no persuasive reason appeared why tank material 
should take a higher rate than pipe. 

All the points of origin, except Kansas City, are either in 
the Chicago or the Pittsburgh rate district. Therefore the 
report treated the points of origin either as Pittsburgh or 
Chicago. Rates to Cushing and to Texas common points were 
treated as typical. The present rates on pipe which, Commis- 
sioner Campbell said, were the 1918 rates, subjected to the 
general increases and reduction, were respectively, 64.5 cents, 
and 88.5 cents from Chicago and Pittsburgh to Cushing, and 
69.89 cents to Texas common points. 

Complainants showed that rates from Chicago territory 
to Western Trunk Line points, Memphis, Tenn., and other lower 
Mississippi River points from Central territory to points in 
Colorado, Wyoming, Montana, California, Oregon and Washing- 
ton, and from Birmingham, Ala., to points in Indiana, Illinois, 
and Ohio, were the same on pipe as on tank material. From 
Pittsburgh territory to Trunk Line points and most of the other 
points before mentioned, the rates are the same on both com- 
modities. The carriers showed that where rates on pipe in 
the southwest were lower than those on tank material, they were 
the result of the venture many years ago into the manufacture 
of cast iron by the state of Texas at Rush, Tex.; that in striving 
to control the cast iron pipe business, low rates were estab- 
lished; that these rates were also made applicable from Galves- 
ton,Tex., to other Texas points; that manufacturers at eastern sea- 
board points took advantage of these rates and a large volume of 
traffic moved by water to Galveston for shipment to interior 
points; that to meet this competition and enable other manu- 
facturers to sell in Texas, proportional rates were established 
from St. Louis to Texas common points; and that therefore the 
rates on pipe to Texas and Oklahoma were unduly low. 

Commissioner Campbell reviewed other cases in which the 
question of rates on tank material was considered, and said 
the Commission was not convinced upon this record that the 
rates on pipe contemporaneously in effect from and to the points 
considered were, or are less, than reasonable maxima and that 
no sufficient reason appeared for higher rates to these south- 
western destinations on tank material than had been or were 
contemporaneously maintained from and to the same points on 
iron or steel pipe. 

The Commission disposed of questions as to the validity of 
assignments to the right of reparation in favor of the com- 
plainants. 


ADHESIVE PASTE RATES 


The Commission, by division 4, in No. 17844, Practical Draw- 
ing Co. vs. New York Central et al., mimeographed, found that 
a rate of $1.995 was applicable on a carload of adhesive paste, 
in tins and tubes, shipped from Columbus, O., to Dallas, Tex., 
in May, 1924. Charges were collected at a rate of $1.38, applicable 
to paste in bulk, in pails or barrels, minimum 36,000 pounds. 
The complainant contended that the rate should not have ex- 
ceeded $1.01, the rate on agricultural insecticides or fungicides 
in paste form. The defendants contended that the rate of 
$1.995, applicable on paste N. O. I. B N., in glass or earthen- 
ware, packed in barrels or boxes, in metal tubes, in barrels or 
crates, minimum 24,000 pounds, subject to rule 34, should have 
been imposed and that the shipment was undercharged. The 
Commission found the applicable $1.995 rate, third class, was not 
unreasonable. 


PIG IRON RATES JUSTIFIED 
The Trafic World Washington Bureou 


The Commission, by division 3, in a report written by Com- 
missioner Campbell in I. and S. 2788, pig iron between points 
in Central territory, mimeographed, has found justified the 
revision of rates on pig iron, in the territory mentioned, with 
exceptions. It said that while the revision was not all that 
might be desired, it was an improvement over that now existing. 
The railroads said and some protestants admitted, the report 
said, that the revision would reduce the revenue of the railroads 
a shade more than 10 per cent from that accruing under the 
rates of July 1, 1922. 

Among the proposed rates condemned is one of $2.40 from 
Chicago to Huntington, Wabash, North Manchester and Goshen, 
Ind. The Commission said it would unduly prefer Chicago and 
prejudice Toledo. It also said it expected the carriers to make 
a better adjustment as between Keokuk, Ia., on the one hand, 
and Jackson, O., on the other, to destinations in Central terri- 
tory. It left rates in northeastern Ohio and adjoining parts of 
Pennsylvania to the commissions of those states. 
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RATES ON SILICA SAND, ETC. ° 


Examiner Burton Fuller, in a proposed report in No. 17817, 
Sub. No. 1, Illinois Silica Sand Traffic Bureau vs. Atchison, To- 
peka & Santa Fe et al., embracing also No. 15833, Keokuk Ship- 
pers’ Association et al. vs. B. & O. et al., on further hearing, 
has recommended that the Commission find not unreasonable or 
unduly prejudicial interstate rates on silica sand from the 
Ottawa, Ill., district to the Chicago switching district, and Chi- 
cago rate points, including Gary, Ind., but that rates on like 
traffic to other destinations in Indiana and to certain destina- 
tions in Michigan and Wisconsin be found unreasonable but 
not unduly prejudicial and that reasonable rates be prescribed 
for the future. He also recommended that findings in the 
original report in No. 15833, 109 I. C. C. 346, that the rate on 
molding sand from Ottawa and Utica, Ill., to Keokuk, Ia., was 
not shown to be unreasonable but was unduly prejudicial to 
Keokuk and unduly preferential of Burlington, Ia., and Quincy, 
Ill., and prescribing non-prejudicial relationships and denying 
reparation, be affirmed. 

Complainant in No. 17817, Sub. No. 1, alleged that the rates 
on silica sand from the Ottawa district to destinations in Indi- 
ana, to destinations in Wisconsin on and south of the line of 
the Chicago, Milwaukee & St. Paul extending from Milwaukee 
through Portage and Madison to Prairie du Chien, and to des- 
tinations in Michigan within 390 miles of the Ottawa district, 
were unreasonable, unduly prejudicial, and in violation of the 
aggregate-of-intermediates and long-and-short-haul clauses of 
section 4 of the interstate commerce act. A similar complaint 
was filed with the Illinois Commerce Commission attacking 
certain intrastate rates on silica sand from the Ottawa district, 
and the two cases were heard jointly. The Indiana State Cham- 
ber of Commerce intervened. The examiner discussed at length 
the rates in issue and came to the following conclusions: 


__, In No. 17817 (Sub. No. 1), the Commission should find that the 
interstate rates assailed to the Chicago switching district and Chi- 
cago rate points, including Gary, Ind., are not unreasonable or unduly 
prejudicial. The Commission should further find that the other 
interstate rates assailed are not unduly prejudicial but are, and 
for the future will be, unreasonable to the extent that they exceed 
or may exceed specific rates based on the following scale: 


Rates 
Single-line Joint-line 


Distance (cents) (cents) 
ee ae ee eS 72 96 
er GOP OG oso ok vow cer doceveweeres 84 108 
ee Oe Oe OE | ON oo oiee ce veicccscweeses ver 100 120 
NE OB ake cin ee cacianccesesccves 108 132 
BOW TION BMG CUVEE BGs cnc ciccccccccccvevses 120 144 
Bee See GR GVOT TOG. 5 oo ckccccccccscccscesewe 132 156 
ee OO QU BIG oneness ceicacesceeccus 144 168 
NE EE Ee ee) eer 156 180 
ee SE PO, ON BER cc vcecccevnntseneeee ec 168 192 
ee GN OUGE MOGs... cclicccscoedvcevsvace 180 204 
a eran eran 192 216 
Be ND GI, UO BO a 6c 5 eee vcecnenvoccowse 204 228 
ee ee oO ee Se eee 216 240 
Me EE VO) BOD oy 0 ioc he cecdvcacceseeeee 228 252 
ee SE ONE I isis: heceeisieiadieisiacenecwers 240 264 
et OR I ros oo re crd cain dene ceeeeae 252 276 


In computing distances under the foregoing scale the shortest 
routes by existing connections for the interchange of carload traffic 
should be used, embracing as a maximum the lines of not more 
than three-line haul carriers. Lines under common ownership or 
control should be considered as a single line, except that where a 
portion of the same railroad is used more than once, it may be con- 
sidered as a separate line each time it is used. In applying the rates 
herein prescribed reasonable groupings may be employed provided 
the rates from and to each group and in the aggregate average sub- 
stantially the same as if made from and to each point separately 
under the scale, and provided further that the rates shall in no case 
exceed the aggregate of intermediate rates from point of origin to 
destination. 

In No. 15833, the Commission should affirm its former findings. 

An appropriate order should be entered in No. 17817 (Sub. No. 1). 
As the Commission’s previous order No. 15833 is outstanding and 
has been complied with, no further order is necessary in that pro- 
ceeding. 


SOUTHWESTERN MEAT RATES 


Attorney-Examiner John T. Money, in a proposed report on 
I. and S. No. 2595, Meats and Packing House Products, to, from 
and Between Southwestern and Westrn Trunk Line Points, and 
the formal docket cases joined with it, has proposed a complete 
revision in the rates mentioned, including those on lard sub- 
stitutes and vegetable cooking oils, in straight and mixed car- 
loads, between points in Southwestern territory, from points 
in that territory to Kansas City, St. Louis and Mississippi River 
crossings south thereof, and Chicago, and points basing thereon, 
and from Western Trunk Line points to destinations in the 
southwest, as a substitute ‘for the proposals made by the car- 
riers. He said the Commission should find the rates proposed 
by the carriers had not been justified and require their cancel- 
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lation without prejudice to the filing of rates in accordance 
with what he proposed. 

The foregoing was in respect of rates proposed by the car. 
riers. As to the formal docket cases, he said the Commission 
should find the rates on fresh meats and packing house products, 
in straight and mixed carloads, from Western Trunk Line points 
to destinations in Oklahoma and Texas unreasonable and order 
the establishment of rates in accordance with the scale recom- 
mended by him. In addition he said fourth section relief should 
be granted. 

The other cases covered by this report are: 


Nos. 15389, Swift & Company vs. Atchison, Topeka & Santa Fe 
et al.; 15446, Albert Lea Packing Company et al. vs. Chicago, Rock 
Island & Pacific et al.; 15606, Armour & Company et al. vs. Atchison, 
Topeka & Santa Fe et al.; 18473, George A. Hormel & Company vs. 
Chicago, Milwaukee & St. Paul et al.; 18741, Swift & Company vs, 
Atchison, Topeka & Santa Fe et al.; and Fourth Section Application 
Nos. 469, 1848, 12788, 12795, 12806, 12807, and 12886. 


The tariffs under suspension placed in issue, Money said, all 
rates on packing house products from points in Western Trunk 
Line territory to points in the southwest, and from, to and be- 
tween points in the southwest. The Commission, on its own 
motion, he said, reopened, with respect to the measure of the 
Western Trunk Line arbitraries applying from producing points 
in Western Trunk Line to Kansas City and St. Louis, on traffic 
to points in Southwestern territory, No. 12068, Wilson & Co.,, 
Inc., of Oklahoma vs. Director-General, Chicago, Burlington & 
Quincy et al. and cases decided therewith in 81 I. C. C. 79, 
hereinafter called the Wilson case; No. 15362, Decker & ‘Sons 
vs. C. R. I. & P., 109 I. C. C. 261, called the Decker case, and 
I. and S. No. 2533, Fresh Meats and Packing House Products, 
109 §.. c.. C. 96. 

As a foundation for his discussion of the proposals, Money 
recited the main facts in Investigation of Alleged Unreasonable 
Rates on Meats, 22 I. C. C. 160, decided December 11, 1911, 
resulting in what is known as the 1716 scales, which have fur- 
nished the basic rates since that time, and Houston Packing Co. 
vs. H. E. & W. T., 36 I. C. C. 672, in which the Commission 
prescribed rates lower than those which would have resulted 
from the use of the 1716 scales. 


Another foundation case reviewed by him was Commodity 
Rates in Southwestern Territory, 101 I. C. C. 308, in which the 
Commision also prescribed distance rates, known as the 2107 
scales; and Procter & Gamble Distributing Co. vs. St. Louis- 
San Francisco, 101 I. C. C. 563, in which it prescribed the 2107 
scales and extended them to 1,200 miles. 

Schedules under suspension in this case were filed in pur- 
ported compliance with the decisions in the two cases men- 
tioned in the preceding paragraph. In publishing rates on lard 
and lard substitutes prescribed in the Procter & Gamble case, 
the carriers applied the rates to the entire packing house list 
between the same points, the examiner said, and revised their 
rates on fresh meats on a basis of approximately 130 per cent 
of the proposed rates on packing house products. Further out- 
lining the case the examiner said: 


Since the schedules were filed, respondents and most of the large 
shippers have had a number of conferences, some of which were with 
representatives of the commission for the purpose of trying to agree 
upon a basis of rates for application on these commodities through- 
out the territory under consideration. The shippers and carriers have 
agreed that the 2107 scale on packing house products, as extended 
under the Procter & Gamble case on lard and lard substitutes, should 
be applied from St. Louis and Kansas City to points in the South- 
western territory and between points in such territory not including 
Kansas City or the Mississippi River crossings; that the rates on 
such commodities to points in Texas differential territory and in 
eastern New Mexico should be based on the scale of differentials 
prescribed on lard and lard substitutes, etc., in the Procter 
Gamble case; and that the rates on fresh meats should be 118 per 
cent of the rates on packing house products. It is further agreed 
that such standard scales should be extended to 1,750 miles by adding 
1.5 cents for each 50 additional miles beyond 1,250 miles on packing 
house products, and by adding 3.5 cents for each additional 100 miles 
over 800 miles to and including 1,200 miles, and 1.5 cents for each 
additional 50 miles beyond 1,200 miles on fresh meats. The agreed 
scale is set out in Appendix A hereto. 

By the fourth section applications enumerated in the footnote on 
the title page hereof respondents seek authority to continue their 
present rates on fresh meats and packing house products from the 
originating points in Southwestern territory to Kansas City, Chi- 
cago, and St. Louis and other Mississippi River crossings south 
thereof, and points beyond basing on such Mississippi River cross- 
ings, and apply the agreed scales based on the distances at all 
intermediate points; to continue their present rates or the rates ap- 
plying over routes east of the Mississippi River from producing points 
in Western Trunk line territory to Mississippi River crossings, Mem- 
phis and south, and points beyond basing thereon, and to maintain 
higher rates based on the scales at intermediate points south of 
Kansas City or St. Louis, plus reasonable arbitraries from the origi- 
nating points in Western Trunk Line territory to St. Louis and Kan- 
sas City, and to continue their present rates from Kansas City, 
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Wichita, and Arkansas City, Kans., to such Mississippi River 

rossings and points beyond basing thereon and apply higher rates 
based on the agreed scale to intermediate points. . . . It will be 
een from the foregoing that the principal questions to be determined 
here are: First, what arbitraries should be applied from producing 
oints in Western Trunk line territory to St. Louis and Kansas City 
oa traffic to Southwestern territory; and second, what fourth section 
relief, if any, should be granted in connection with this readjustment 
of rates. The right of certain shippers to reparation on past ship- 
ments from particular points to the destination territory is also 
presented for determination in the several cases enumerated in the 
footnote on the title page hereof. 


Money discussed the issues as outlined by him and the 
questions raised in each of the formal cases, particularly the 
basis upon which reparation should be made in the formal cases. 
As to the arbitraries he said: 


The Commission should find that respondents have not justified 
the arbitraries to St. Louis and Kansas City from points in Western 
Trunk Line territory under suspension in this proceeding, and an 
order should be entered requiring the cancellation of such schedules 
without prejudice to establishing the arbitraries set out in Appendix 
B thereto, which the Commission should find just and reasonable on 
packing house products, minimum 30,000 pounds, for application from 
the various producing points to St. Louis and Kansas City on traffic 
destined to points in Southwestern territory; and the arbitraries on 
fresh meats, minimum 21,000 pounds, should not exceed by more than 
18 per cent the arbitraries on packing house products; with the 
proviso that the arbitraries on these commodities should not exceed 
the class arbitraries applicable on the class to which the commodity 
belongs, from and to the same points. The lowest rates resulting 
from the arbitraries herein suggested as reasonable, plus the scale 
agreed upon and set out in the Appendix A hereto foreapplication 
south of Kansas City and St. Louis, should be applied through both 
gateways over all reasonable routes. 


As to proposed increased rates on fresh meats and packing 
house products and fourth section relief, Money said: 


Topeka, 


The Commission should find that respondents are not justified 
in increasing their rates on fresh meats and packing house products, 
including lard substitutes and vegetable cooking oils, from the South- 
western producing points to the Mississippi River crossings, St. Louis 
and south, Kansas City, Chicago, and points beyond to which the 
rates are made with relation thereto. The Commission should further 
find that respondents have justified the schedule of rates set forth in 
Appendix A hereto, on packing house products including lard sub- 
stitutes and vegetable cooking oils for application between points in 
Southwestern territory not including the Mississippi River crossings. 

The Commission should further find that respondents are en- 
titled to fourth section relief to maintain their present rates from 
the Southwestern producing points to Kansas City, Chicago and 
St. Louis and Mississippi crossings south thereof, and to points to 
which rates are made differentials over, or with relation to, Kansas 
City, Chicago, or such river crossings, and to maintain higher rates, 
based on the scales herein approved, to intermediate points in South- 
western territory. The lines operating west of the Mississippi River 
should be permitted to meet at the Mississippi River crossings, Mem- 
phis and south, the rates of the east-side lines from Western Trunk 
Line points including points in Kansas, and observe higher rates 
based on the scale from points Kansas and from Kansas City and 
St. Louis plus the arbitraries herein approved from Western Trunk 
Line points to Kansas City and St. Louis. 

An order should be entered requiring the cancellation of schedules 
under suspension without prejudice to establishing rates in accord- 
ance with the bases herein approved. 


As to the rates involved in the formal docket cases in which 
the reparation feature also obtained, the examiner said: 


As previously stated the 2107 scale which it is herein proposed for 
approval is lower than the 1716 scale for distances generally beyond 
450 miles, and it is not believed that the 2107 scale nor the differ- 
entials herein proposed for the future from all Western Trunk Line 
points, should be used as a measure upon which to base awards of 
reparation in these cases. A just and reasonable basis for reparation 
would seem to be the 1716 scale south of Kansas City, and St. Louis, 
plus the existing arbitraries or specific commodity rates to such gate- 
ways. 

The Commission should find, therefore, that the rates from Kan- 
sas City, S. St. Joseph, St. Louis and E. St. Louis to the destinations 
named in these complaints are, and for the future will be, unreason- 
able to the extent that they exceed, and may exceed, the 2107 scale, 
and that the rates from South St. Joseph should be based on the 
distances from Kansas City. The Commission should further find 
that the rates from Nebraska City, South Omaha, Sioux City, Chicago, 
South St. Paul, Austin, Albert Lea, Faribault and Watertown, are, 
and for the future will be, unreasonable to the extent that they exceed, 
or may exceed, the 2107 scale south of St. Louis and Kansas City, 
plus the arbitraries herein proposed as reasonable on packing house 
products from such origin points to Kansas City and St. Louis, and 
that the arbitraries on fresh meats should not exceed by more than 
18 per cent the arbitraries prescribed on packing house products. The 
Commission should further find that the rates on these commodities 
in straight carloads during the statutory period have been unreason- 
able to the extent that they exceeded the 1716 scale from Kansas 
City and St. Joseph, St. Louis and East St. Louis, to the destinations 
in question, the rates from South St. Joseph to be based on the dis- 
tances from Kansas City, and that the rates from Nebraska City, 
South Omaha, Sioux City, Chicago, South St. Paul, Austin, Albert 
Lea, Faribault and Watertown have been unreasonable to the extent 
that the factors south of Kansas City and St. Louis exceeded he 1716 
scale. The rates on fresh meats and packing house products in 
mixed carloads should be found unreasonable to the extent that they 
exceeded the rates based on the respective weights and carload rates 
of such commodities, subject to a minimum of 21,000 pounds at the 
fresh meats carload rates on the entire shipments. 


The Commission should further find that shipments were made as 
described; that the charges thereon were paid and borne by com- 
Plainants; that they have been damaged thereby in the amount of 
the difference between the charges paid and those which would 
have accrued at the rates herein found reasonable; and that they are 
entitled to reparation, with interest. Complainants should comply 
with Rule V of the Rules of Practice. 

The findings and orders in the Wilson case, Decker case, Procter 
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& Gamble case, and commodity rates in Southwestern territory and 
the findings in fresh meats and packing house products cases and 
the outstanding findings and orders in any other cases, should be 
modified to the extent necessary to permit respondents and de- 
fendants to comply with the findings herein. 


The appendices mentioned in the report are as follows: 


Appendix A 
SCALES 


Packing 
Fresh Meats House Products 
Min. 21,000 lbs. Min. 30,000 Ibs. 
Single Joint Single Joint 
Line Line Line Line 


Cents Cents Cents Cents 
sk 8 eee 15 19 12 15 
Be MP SE Bao oreis ieee citrceieceeewo 15 19 12 15 
SO MUNN DMO OOO 10. cock iccicicc cocccccee 16 20 13 16 
SO WATS GRE OVE 1B. ook esc sc cccceceees 17 21 14 17 
BO MON DRG GUO WO oie oso vies csivcsecvcer 18 22 15 18 
SO WOW GE DVGE BB... 5c ioc ciccccccccwe 19 23 16 19 
oo miles Gnd OVOr 30. ...............ccccccce 20 24 17 20 
di ge ene 21 25 18 21 
SS TAMOS ONE GVO 8D wg. oo ccccccecscces 22 26 19 22 
OO TRIN BUG OPO BB. ooo. v.cocicciccciceecvcs 23 27 20 23 
So WMS GRE OVET GO........0.6ccsccccceccs 24 28 20.5 23.5 
OD SUMS OE VOR BO. ik oc i. oce-bsce s sereens 25 29 21 24 
GS Mallee NG OVEr GO... 6.6 occccccccccec 26 30 22 25 
70 POUCH GRE GHEE GB ....<occiccccccseceees 27 31 23 26 
€® MHOS ONG OVET TO ....occcccccccsccvere 28 32 23.5 26.5 
Oe TRON WIE URE TB e.66e sks < os.cieiec0veee 29 33 24 27 
SO MUCH ANE GVEP BO). .o.5.ccccs veciccecccs 30 34 25 28 
SO WIMOW BHA. CVEP Bb... 6ockvcicceccecce 31 35 26 29 
UG SHON BNE OVOP GD. occ cccceccescceves 32 36 27 30 
100 miles and Over 95........cccscceccecs 33 37 28 31 
105 miles and over 100..............0cs0c008 34 38 29 32 
10 Milos ONG OVEr 106 .......5occccccceccecc« 34 38 29 32 
115 miles and over 110...........0.ccccccecse 35 39 30 33 
120 miles And OVEr 116... ........0cccccceeee 36 40 31 34 
EZR THOS QR OVOr TOD. o.oo occ cc ccsice te 37 41 31 34 
180 wmilen Gnd GVEP TES... ccc ccccscvcos 38 42 32 35 
SG Wises GG OVSr 1S0. «5.05. cicccciseses 39 43 32 35 
440 MMOS ANG OVE TSS.......6csccsccccceceve 40 44 33 36 
160 SOD ANG OVEr TAD. « «2... 6... cwcccvcsec 41 45 33 36 
160 miles and over 146. ......0ccccccccccce 42 46 34 37 
SOO WINGS GUE OVEP 160 ...o.occc sc cccscceccese 43.5 47.5 36 39 
LEO WMICS GME OVEFr 160.6... oc icc cccccccwos 45 49 37 40 
280 mites and over 170. «......060050.000c8006 46 50 38.5 41.5 
EPO SSIOR GME OVEP TAD. wo. cccciccccccecccoe 47.5 51.5 40 43 
200 mifes and over 190. ...... ...ccccosccvece 49 53 41 44 
210 miles and over 200. ........<eccseesse 50.5 54.5 42 45 
So0 MMOS GN GVEP BIO...........ccccccccvccce 52 56 43 46 
20 Snites and over B20............cccsccceses 53 57 44 47 
220 TAMGE GNA GVEP BIO... occ i ccneccccvccss 54 58 45 48 
200 Iniles and over 240...........scccccscescce 55 59 46 49 
260 MUGS ANG Over BSD... 2... coccccvcccces 56 60 47 50 
SSO WON BUG GVOT BOG. oc vic cccccccvccesces 58 61 49 61 
S00 MOS ANA OVEFr BO... . 2. cccscccccccce 60 63 51 53 
BAY WUC GRE CVOL BOG 6.66 oss cescccccececcs 62 65 53 55 
SOD MATOS BRE OVOP BIO ink ccescéccvceccse 64 67 55 57 
BGO BIMOS GRE OVE B10... ... nec ccccscccece 66 69 56 58 
SOO WIGS GME. OVET BOO. ..n. ook ccccccccsvcee 68 70 57.5 59.5 
400 miles QNG OVEr BBO. ....0..6.. ccccccccccicee 70 72 59 61 
426 miles and over O00... .....ccccccccccse 72 74 61 62 
S50 MAO BMG OVET BEB 6. 6.5.6 occ cc ccccceces 74 76 63 64 
STS TAOS BNE OVE GGG onic ck cciccdccccccce 76 77 64.5 65.5 
GOO MMOS: ANA OVEP 1B 6.06 sin ciccccesiccces 717.5 78.5 66 67 
Packing 


Fresh Meats House Products 
Min. 21,000 Ibs. Min. 30,000 Ibs. 
Single — Joint Single and Joint 





ine Line 
Cents Cents 
Sco Milles and Over G00. .........00sccccsceee 79 67.5 
GUD Miles BNE OVEr  FIG.........0..csccccescees 81 69 
BOO SAME BE NRE BI nk oo sisiccre sc cevce wun 83 71 
GOP Mines BM OVOP GIG... occ ccssccscces 84.5 72.5 
Gio Meson Sne Gver GOD.........ccccccoscecce 86 74 
650 miles and OWVEr 626... ...c.cccccccsvecce 87.5 75 
Glo Milles OMG OVE GB0..... 2... ccccccccccces 89 76 
700 milion ONE GvGr GTB... .......ccccccccces 90.5 77 
Ce Oe ee 2 Sena een 91.5 78 
ee ee 93 79 
i OE i. ree ee 94 80 
de Oe ee 95.5 81 
Sey Se SE oo cv veccseceeese 97.5 82.5 
SEO MOM TEE OE BI a ksi eo viccicicvcccwacs 97.5 82.5 
875 miles and over 850 84 
900 miles and over 875 84 
925 miles and over 900 85.5 
950 miles and over 925 85.5 
975 miles and over 950 87 
1,000 miles and over 975.... 87 
1,050 miles and over 1,000.... 88.5 
1,100 miles and over 1,050 90 
i1,i50 miles and over 1,100 91.5 
1,200 miles and over 1,150 93 
1,250 miles and over 1,200.... 94.5 
1,300 miles and over 1,250 ; 96 
ee OE ee eee 114 97.6 
ee eS eae 115.5 99 
Ne Se a 117 100.5 
1,500 WIGS BURG CVSE F800. 0.0. ccwwcccsccevese 118.5 102 
1,560 MOD GRE OVER TBO << oc cc cccceccccccese 120 103.5 
ce. le ES Ae er 121.5 105 
xc Fee LY errr ere ere 123 106.5 
eo Fe 2 ee ae 124.5 108 
1, TGS Mallee BE OVST 1 T0O oe oicicic ce ce ciccces cess 126 109.5 


For maximum rates to points in New Mexico on or east of the 
line of the Atchison, Topeka & Santa Fe through Raton, Albuquerque, 
Isleta, Belen, Las Cruces, and including Santa Fe, and to points in 
Texas differential territory, add the following differentials, in cents 
per 100 pounds, for so much of the total distance, via the route by 
which the rate is determined, as lies in New Mexico, so defined, or in 
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Texas differential territory, except the Chicago, Rock Island & Gulf, 
Amarillo, Tex., and east: 


Cents 
NE 7 ose ren dwedice See tea ewe wae s 
eS OS vias ape vies Bio ee edunsebeele’ 3 
a, a ee 4 
>= Sr rrr ee Te ee ee 5 
Ey rrr are rer 6 
i MS. as a ccaith Se vices a eaee wee ee iae 7 
nee 8 +. 
ee I I Bs od onc nes sons cede ves wevones 9 
6 i cars waldo oe bbb ee s-eere 4 Sieee ont 10 
ee Eas 6: 6. o\ciw david et haweia a 6 dino one-aeie 11 
I To 6c. 6 0-5 g. cece 6 Miers 006 ores esas 12 
ee Oo o's sae beeen dee nedewwevas 13 
a ory ci bern i oie eis are Hee eh dew even’ 14 
Os oo a.b as sso 6 ee Vewenbwioeebeene 15 
IE acco obra cig: arate 6.6 area a Bin. dlua dian ewio woo ac ae 16 


APPENDIX B 


WESTERN TRUNK LINE ARBITRARIES—PACKING HOUSE 
PRODUCTS*—MINIMUM 30,000 eee” 


° 
Kansas City St. Louis 
Missouri -Missouri 

From Cents Cents 
NN REIN NI 2a a ie es oe: io yb Sie Reece mare 7 15 
MMIII... ire dicas he didnien We alles 0.0 diel at ehaiaale @ or. esace.eeien’ 8 15 
Nn oinin's ole 6 0c dwewemwneaten 8 15 
ES MS. Bear duel eee 4 shale 6 dielai KOe 6.0 wie wide wes 8.5 10 
I a agg ae A gle eho es s w mG Ae ae 9 14 
Re 9 5a 559. 0 ol ea: 6 bile a4 Wo oleerenw Ase 12 13 
I I or oc di sw oc eww aid sala alah e\elarwieigealéiare 12 18 
MRS. ahd. 6) 4b, 6-058. ose & ae: 0 6 Ww a ae wand wiw eave 13 10 
NN 6 5b catia anc'e aininal cork Gea ea warealnwuané 14 15.5 
I UR, 8a, co aie. gierwie a iare eibeldiw Sate ecare 13 14 
I, WM as a a. acral cle iets wreieieela® 0 Ma eewb wa 13.5 15.5 
EE i a bs Wb ncaa aw wiigied a hence er ans ere wees 14 7 
Waterloo, Ia. ....... Rite d eles atheiae Sones 13 14 
ED NG 6's p:;0) os anig'@ 00 di'o 9; olla 60 waar miners 14.5 16 
I ED EIU x's. 6.6 6 ev0ie'ss re 0:0 em esbreie ses 14.5 16 
I ig ona atu straddle ood wnO ia 14.5 16 
EEG rasa brass d's, v6 -osgceie oonore weleiale w weeded 15 14 
RE EE eee ene eee 15 14 
EE a er an 15 14 
I No on wa: pid db acaiais eG eralsis sarees 15 18 
ala on as'gs arias sss os 6u8) Ace aid ws. geoaave a 15.5 12 
ia cas a s, ooeiang. * o's weal d-dve ave er e.eiet 16.5 18.5 
SE is ENE, CMIAGR 5 3. 6 bo. c.'0,0 iw eieneeees er 16.5 18.5 
MINOT, DENIER, oo occcs recccccvcesnecceene 16.5 18.5 
UE MO ccc .o cc wbnciee cies ae wecoare 18.5 20 
I ao 8 on hte otc Soke e'G iia Anaies qr 6 aw % are wa 18.5 20 
I Fan. Gig gn, ah Gras al Wiciet bwin db ere-a-elii ale 17 14.5 
I RIN a. 6 0% 0: 5) 40 vid acl Ove wo eiee gardeners 18.5 16 
ai ial aac osdv aie bi shaves xcrator's Bre alae ete 18.5 18 
RGN. Bg oie. aia. xine dc0o vies Gaieden ooeine 22 20 
Fargo, N. D 


car ghia k Siva cs Be Sa gue ah oo devo an Ad ed enrecch akin 23.5 25 
*Arbitraries on fresh meats, minimum 21,000 pounds, to be 
118 per cent of arbitraries on packing house products. 


RATES ON WOOD DOORS 


In a proposed report in No. 18773, Manufacturers’ Traffic 
Bureau vs. Baltimore & Ohio et al., Examiner E. H. Kerwin has 
recommended that the Commission find unreasonable rates on 
wood doors, carloads, from St. Joseph, Mich., to destinations in 
central, southeastern and western classification territories, and 
prescribe rates for the future. He said it should also find that 
rates on the same commodity from St. Joseph to border cities 
between central and trunk line territories, and to destinations 
in trunk line and New England territories were not unreason- 
able or otherwise unlawful, and that reparation be denied. 

Complainant, on behalf of the Compound & Pyrono Door 
Company, alleged that the rates assailed were unreasonable, 
unduly preferential of shippers at Clinton, Ia., Oshkosh, Wis., 
and other shipping points, and unduly prejudicial to complain- 
ant. The rates on doors made of so-called woods of value, such 
as mahogany, were not assailed, according to the report. 

Manufacturers of doors and related articles at Oshkosh, 
Merrill, Wausau and Milwaukee, Wis., Dubuque, Clinton and 
Muscatine, Ia., and Goshen, Ind., intervened through the Whole- 
sale Sash & Door Association. The examiner said the position 
of interveners was stated to be that whether or not complain- 
ant was entitled to relief under section 1 of the act, as to some 
destinations, there was no prejudice against it or undue pref- 
erence of the intervening manufacturers. The examiner sum- 
marized his proposed findings as follows: 


The Commission should find: 

(1) That the carload rates on wood doors, other than doors made 
of mahogany and other so-called woods of value, from St. Joseph 
to destinations in central territory other than the border cities be- 
tween central and trunk line territories taking fifth-class rates on 
doors from Clinton are and for the future will be unreasonable to 
the extent that they exceed or may exceed rates based on 94 per 
cent of the present fifth-class rates, with a carload minimum of 
24,000 pounds; and that the rates on such doors from the same 
origin point to the said border cities are not unreasonable or other- 
wise unlawful. 

(2) That the carload rates on such wood doors from St. Joseph 
to destinations in trunk-line and New England territories are not 
unreasonable or otherwise unlawful. 

(3) That the carload rates on such wood doors from St. Joseph 
to destinations in southeastern freight association and southeastern 
Mississippi pag 4 association territories to which the door rates from 
St. Joseph are based on the rates to and beyond the Ohio River 
crossings are and for the future will be unreasonable to the extent 
that they exceed or may exceed through rates based on rates of 
22.5 cents to Cincinnati, Louisville, and Evansville, and 25.5 cents 
to Cairo, published as proportional rates for beyond, with a carload 
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minimum of 24,000 pounds, plus the present rates and carload minimum 
weight beyond. 

(4) That the carload rates on such wood doors from St. Joseph 
to destinations in western trunk line territory are and for the future 
will be unreasonable to the extent that they exceed or may exceed 
through rates made of a rate of 14.5 cents from St. Joseph to Chi- 
cago, published as a pfroportional rate for beyond, with a carload 
minimum weight of 24,000 pounds, plus the existing rates and car- 
load minimum beyond. 

Complainant’s request for an award of reparation should be de- 


nied. 
RATES ON SALT 


Examiner R. M. Brown has recommended dismissal of the 
complaint in No. 18206, Cherokee Mills et al. vs. Morgan’s Lou- 
isiana & Texas Railroad & Steamship Company et al., on a 
proposed finding that rates on salt, carloads, from Anse La 
Butte, Avery, Barnett, Lafayette, Salt Mine and Weeks, La., 
to Nashville, Tenn., are not unreasonable or otherwise unlawful. 

Complainants contended, the examiner said, that the rates 
from the Louisiana mines to Nashville should be less than the 
rates applicable from the mines to Evansville, Louisville, and 
other Ohio River crossings, and Chicago. Reparation to the 
basis of the rates from the mines to Cairo was sought. 

The examiner said that maintenance of rates on salt from 
the Louisiana mines to Nashville higher than the rates con- 
temporaneously in effect on like traffic to Evansville, Louisville, 
Chicago, and other destinations, to which Nashville was inter- 
mediate ovgr certain routes of defendants’ lines, resulted in 
numerous fourth section departures. He said there had been 
no violation of the fourth section, as the departures were pro- 
tected by appropriate applications. He said the Commission 
recently considered these applications in Fourth Section De- 
partures on Salt, 123 I. C. C. 78, and that the order entered 
therein would result in correction of the fourth section situation 
covered by the complaint in the instant proceeding. He said 
the existence of the fourth section departures did not indicate 
that the rates to Nashville were necessarily unreasonable. He 
said in Patterson vs. L. & N., 269 U. S. 1, the Supreme Court 
expressed the view that it was prima facie unreasonable to 
charge more for a shorter than for a longer haul. He said the 
presumption thus raised was not absolute, however, but might 
be rebutted by appropriate evidence. He said defendants had 
sustained their burden of proof in that connection. He said 
the record did not support a finding that the rates attacked 
were unreasonable. 


RATES ON GRAIN AND PRODUCTS 


In a proposed report in No. 16506, Larabee Flour Mills 
Corporation vs. Atchison, Topeka & Santa Fe et al., Attorney- 
Examiner John McChord has recommended that the Commission 
find that rates on grain from points in Arkansas, Kansas, and 
other western states to St. Joseph and Kansas City, Mo., 
Hutchinson, Marysville, and Wellington, Kans., and other points 
in those states, and transited and reshipped within twelve 
months as flour, and other grain products, to destinations in 
other states and via points in those states for export, were not 
unreasonable, but in many instances were illegal as overcharges 
which he said should be refunded with interest. 

The report also embraces No. 16506 (Sub.-No. 1), Frisco 
Elevators Co. vs. Atchison, Topeka & Santa Fe; No. 16506 
(Sub.-No. 2), Hodgson-Davis Grain Co: vs. Same; No. 16506 
(Sub.-No. 3), Logan Bros. Grain Co. vs. Same; No. 16506 (Sub.- 
No. 4), Waggoner Gates Milling Co. vs. Same; No. 16506 (Sub.- 
No. 5), Parker Corn Co. vs. Same; No. 16506 (Sub.-No. 6), C. D. 
Williams Grain Co. vs. Same; No. 16506 (Sub.-No. 7), Howe 
Lawless Grain Co. vs. Same; No. 16506 (Sub.-No. 8), The 
Leavenworth Milling Co. vs. Same; No. 16506 (Sub.-No. 9), The 
Midland Flour Milling Co. vs. Same; No. 16506 (Sub.-No. 10), 
Domestic Milling Co. vs. Same; No. 16506 (Sub.-No. 11), Hoy- 
land Flour Mills Co. et al. vs. Same; No. 16506 (Sub.-No. 12), 
Dilts & Morgan et al. vs. Same; No. 16506 (Sub.-No. 13), The 
Baker Milling Co. et al. vs. Same; No. 16506 (Sub.-No. 14), 
Boonville Mills Co. et al. vs. Same; No. 16506 (Sub.-No. 15), 
Neosho Milling Co. vs. Same; No. 16506, also No. 18488, J. C. 
Lyle Milling Co. vs. Same; and No. 15521, Schreiber Milling & 
Grain Co. vs. Same. 

The report said complainants were engaged in operating 
mills at different points in Missouri and Kansas for the grinding 
of wheat and corn that was bought and shipped by the several 
complainants from the grain producing states west of the 
Mississippi River to their respective mills and there manu- 
factured into flour, meal, bran, shorts, middlings and other 
grain products that were shipped from the mills to points in 
different parts of practically all states. It was alleged that the 
rates charged on grain shipped to the mills, there ground into 
the different grain products and reshipped to different points 
in the United States and for export, were in excess of the pub- 
lished tariffs of defendants, and especially in violation of the 
milling-in-transit tariffs of defendants, and that the rates 
charged were unreasonable. The examiner said no evidence was 


presented to sustain the allegations of a violation of section 1 
of the act. 
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April 30, 1927 


Attorney-Examiner McChord said three hearings were had. 
An effort was made to have the complainants and defendants 
adjust such shipments as were overcharged with a view of 
reducing the contested shipments to a minimum. No progress 
was made in that direction, according to the report. 

“There are certain well known principles of tariff construc- 
tion that have heretofore been established as governing,” said 
McChord. “Many of the propositions tendered by complainant 
are moot with respect to the issues involved.” 

Complainant’s attorney and rate expert testified, according 
to the report, that approximately 75 per cent of the shipments 
involved in the complaints dealt with the question of “wheat 
into the transit point and bran, shorts or middlings out of the 
transit points, and the question involved is whether the through 
shipment is entitled to the through bran rate, as published as 
such, or the Missouri River combination on bran, where there is 
no through rate published as against the charges as assessed, 
which are based on the local wheat rate into the Missouri River 
and the proportional feed rate out of the Missouri River” which 
were the rates charged, and that the authority for the through 
transit rate on grain products was contained in the following 
clause of the applicable tariff: 


In the case of straight or mixed carloads of bran, ground feed, 
shorts and middlings, milled from grain the through rate applicable 
on bran, ground feed, shorts or middlings will apply subject to the 
rate on the grain from which product is milled, from point of origin 
to milling point as minimum. 


The complainants’ witness further testified that the re- 
maining 25 per cent of the shipments involved the question of 
the through transit rate on grain to the milling point and 
the outbound rates to destination on flour. 

McChord said complainant and defendants were agreed 
that the question as to whether there had been overcharges on 
the claims involved in 75 per cent of the shipments was de- 
pendent upon the question as to whether under the tariffs a 
published local rate on grain from the points of origin to the 
transit point and a proportional rate from the latter point to 
final destination on the product of grain was a through rate 
such as authorized the through rate on the product of grain 
applicable from point of origin to destination. He said the 
proportional rate referred to, from the transit point to final 
destination, was a rate less than the local rate. He said this 
question was considered by the Commission in Kansas City 
Board of Trade vs. A. T. & S. F. 69 I. C. C. 185-193, wherein 
the Commission defined a through rate. After quoting from that 
decision, McChord said: 


On routes of many shipments involved there was no one specific 
through rate applicable on grain products from point of origin of 
the grain to point of final destination, but there was in effect a local 
rate on grain from point of origin to the point of transit and a pro- 
portional rate on grain products from transit point to destination. 
The sum of the latter rates is a through rate within the meaning 
of the transit tariffs quoted. 

With respect to the remaining 25 per cent of the claims involving 
transit rates on wheat from points of origin into the mills at transit 
points and flour therefrom to destination, the same tariff provisions 
are applicable as those with respect to the through rates on bran, 
shorts and middlings. 

_ The claims involved aggregate several thousands. The allega- 
tions of the complaints, the evidence offered in support thereof, and 
the language of the briefs of the parties are of the most general 
nature. Consequently this report is necessarily along the same lines. 
_ The main questions presented involve those of tariff interpreta- 
tion incident to adjustment of overcharges. With the question de- 
cided as to whether a local rate on grain into the transit point and 
a proportional rate on its products from the latter point to destina- 
tion is a through rate within the meaning of the tariff provisions 
submitted, a check of each shipment under rule V of the rules of 
practice with the application of the well known rules of construction 
established by the Commission, to the different circumstances at- 
tending the movement of some of the shipments over certain lines 
whose tariffs may contain provisions somewhat different in phrase- 
ology from those submitted as typical, will insure the speedy solu- 
tion of the questions presented. 

_ No evidence was presented to sustain the allegations of a viola- 
tion of section 1 of the act. 

The Commission should find that the rates assailed are not un- 
reasonable, but are in many respects overcharges as outlined in 
this report; that the complainants in the several complaints described 
in the caption made the shipments as described and- paid and bore 
the charges thereon; and have been damaged in their respective 
shipments as overcharges the difference between the charges paid 
and those found legal and applicable and that they are entitled. to 
reparation with interest, which should be ordered refunded. 

Complainants in each case should comply with rule V of the 
rules of practice. The proceedings should be held on the docket 
for the consideration of any questions that may arise in the ap- 
plication of rule V. 


MIXED LIVE STOCK RATES 


Examiner Lewis L. Prout, in No. 19012, Louisville Live Stock 
Exchange on behalf of N. G. Fort vs. Louisville & Nashville et 
al., said the Commission should find unreasonable the rates 
charged on mixed carload shipments of ordinary live stock, from 
humerous points of origin in Mississippi, Tennessee and Ala- 
bama, to Louisville, Ky., and on one mixed carload of live stock 
from Blackford, Ky., to Evansville, Ind., under the applicable 
tariff provisions for the application of the highest rate and mini- 
mum weight. He also recommended reparation. 

This report also embraces eight sub numbers, Same on 
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behalf of L. E. Abernathy et al. vs. Same; Same on behalf of 
B. J. Wade vs. Same; Same on behalf of W. H. Hargett et al. vs. 
Illinois Central; Same on behalf of J. C. Abernathy et al. vs. 
L. & N.; Same on behalf of C. F. Bradford et al. vs. L. & N. 
et al.; Same on behalf of L. E. Abernathy & Co. et al. vs. L. & 
N.; Same on behalf of Calvert & Brundidge vs. L. & N. et al.; 
Same on behalf of J. M. Quirey vs. Illinois Central. 

Charges were collected, on shipments made in 1923, in 
accordance with the then applicable rule. That rule said that 
live stock might be shipped in mixed carloads at the highest 
rate and minimum weight applicable on any of the species in 
straight carloads. Shipments on mixed carloads of cattle and 
calves, therefore, were assessed the calf rate which was higher 
than the cattle rate, on the cattle minimum which was greater 
than the calf minimum. 

In Oklahoma National Live Stock Exchange vs. Director- 
General, 69 I. C. C. 660, the Commission condemned that rule 
as unreasonable and authorized the carriers to waive under- 
charges. No order was issued because the rule had been found 
unreasonable in National Live Stock Exchange vs. A. A. R. R. 
Co., 69 I. C. C. 125. A new rule was prescribed in that case. 

The tariffs under which the shipments in these cases were 
assessed were amended, effective September 28, 1923, to show 
the rule as set out in the National Live Stock case, with the 
following addition: Charges on mixed carload shipments of 
cattle and calves shall not exceed charges computed on basis 
of the cattle rate at actual weight of the entire shipment or at 
cattle minimum weight if greater. 

Complainants sought reparation to the basis of the rates 
which would have been applicable under the rule effective Sep- 
tember 28, 1923, and contended that waiver of undercharges, as 
authorized in the Oklahoma National Live Stock Exchange case, 
would be a sufficient basis for an award of reparation in this 
case. The carriers did not offer evidence in support of the 
reasonableness of the rates charged. 

The examiner said the Commission should find the rates 
assailed unreasonable to the extent they exceeded those which 
would have accrued under the amended rule. 


CITRUS FRUIT WEIGHTS 


Examiner P. F. Mackey has recommended the dismissal of 
No. 18820, Chase & Company vs. A. C. L. et al., on a finding that 
the weights on citrus fruits, in bulk, in carloads, from points in 
Florida to various destinations in the United States were not 
incorrect, nor the charges unreasonable or otherwise unlawful. 
The complainant alleged that on account of the application of 
the erroneous weights and the method used in computing the 
charges on shipments of oranges, grapefruit and tangerines, in 
bulk, in straight or mixed carloads, from points in Florida to 
various destinations in the United States, the charges assessed 
were unreasonable, unjustly discriminatory and unduly preju- 
dicial. The Commission was asked to prescribe reasonable rules 
for computing the weights and the charges based thereon, and to 
award reparation on shipments moving since September 1, 1924. 

Complainant, the examiner said, did not assail the rates pri- 
marily used in arriving at the charges on the bulk shipments, 
but that it attacked (1) the correctness of the applied weights, 
and (2) the rule in the governing tariff by which the rates on 
citrus fruit, packed in boxes, based upon an estimated tariff 
weight of 80 pounds per box, were converted into amounts per 
100 pounds for application as rates on citrus fruit, in bulk. With 
reference to the first contention, the examiner said that although 
complainant insisted that the weights of the shipment were 
obviously incorrect, it offered no evidence to show that any of 
the scales used were inaccurate. The examiner said that in the 
absence of clear proof the presumption of accuracy which at- 
tached to scale weights could not be overthrown. He said that 
in view of the shipments having been scale weighed the con- 
tentions in the record as to the actual net weight of the fruit per 
field crate or the net weight of the crate itself needed not to be 
considered. 


With respect to the estimated weight of 80 pounds the car- 
riers showed that according to tests made by the Southern 
Weighing & Inspection Bureau by actual weighings of numerous 
typical crates, the average weight for packages of oranges in 
standard citrus fruit crates was 96.5 pounds, grapefruit, 85.6 
pounds, and tangerines, which were packed in smaller crates, 
46 pounds, though when two were strapped together, they were 
given the assumed weight of 80 pounds in the current tariff. 
The examiner said there was no provision in the governing tariff 
for estimated weights on shipments in bulk, the freight charges 
on such shipments being based on the actual scale weights 
unless where scale weighing was impracticable, an estimated 
weight was accepted by the carrier and the shipper. 


The record in this case, the examiner said, was insufficient 
on which to base a finding as to the unreasonableness in them- 
selves of the rates on bulk fruit. But, he said, it was apparent 
that the difficulties and confusion arising from converting pack- 
age rates into rates for fruit in bulk would be avoided by the 
use of rates per 100 pounds in the first instance. That entire 
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question, he said, was being considered by the Commission in 
No. 16939, Railroad Commissioners of Florida vs. A. & R. R. R. 
Co., in which a proposed report had been submitted. He said 
that for that reason a finding here on those issues should await 
the report in that case. He said the record was not sufficient 
to establish the charges assailed as being unjustly discriminatory 
or unduly prejudicial and that the Commission should find +that 
the weights applied were not incorrect, nor were the charges 
assailed unreasonable or otherwise unlawful. 


COTTON COMPRESS PARTS RATES 


Examiner Frank C. Weems, in No. 18826, Federal Compress 
and Warehouse Co. et al. vs. Alabama Great Southern et al., said 
the Commission should find the rates charged on numerous ship- 
ments of cotton compress parts, from Birmingham, Ala., Blythe- 
-ville and Pine Bluff, Ark., Shreveport, La., and Cameron, Tex., 
to destinations in Arizona, Missouri, New Mexico, Oklahoma and 
Texas, not unreasonable as to some shipments and unreasonable 
as to others. Further, he said, shipments from Blytheville to 
Lamesa, Tex., should be found to have been overcharged. Rates 
from Birmingham to Hayti, Mo., he said should be found inap- 
plicable and the applicable rates unreasonable, and reparation 
should be awarded. 


The complaint covered, the examiner said, about 70 car- 
loads of castings, parts of cotton compresses, shipped between 
September 24, 1924, and September 30, 1925, from points in 
Alabama, Louisiana, Arkansas and Texas to destinations in 
Texas, Oklahoma, Arizona, New Mexico and Missouri. The rates 
were alleged to be unreasonable. The rates on traffic from 
Birmingham to Hayti were alleged to be in violation of section 6. 
On some of the shipments, Weems said, violation of the aggre- 
gate of intermediates part of the fourth section was also alleged. 
The shipments were variously billed as machinery and as cot- 
ton compress machinery. The shipments to Tucson, Ariz., were 
billed as cotton compress castings and forgings, but at destina- 
tion, the billing was changed to read cotton compress parts. 


Parts of compresses, as such, Weems said, were not rated in 
the classification. Therefore it was necessary for Weems to con- 
sider the classification rating of “machine and machinery parts, 
N. O. I. B. N., iron or steel, in packages, loose or on skids” and 
other ratings that might be applied, as well as specific rates. 


Complainants, Weems said, sought reparation to the basis of 
rates not higher than rates on structural iron and steel, where 
such rates were contemporaneously in effect, and for support of 
that referred to Memphis Southwestern Investigation, 77 I. C. C. 
473, wherein castings and forgings, parts of compresses, each 
piece weighing 2,000 pounds or more, were included in the de- 
scription of structural iron and steel articles on which com- 
modity rates were prescribed. Weems said that cotton com- 
press parts were not accorded special treatment in that case. 
In disposing of the case, Weems said: 


Although the record is not persuasive that the inclusion of 
cotton-compress parts in the structural iron list in Memphis South- 
western Investigation, supra, should be construed as _ specifically 
fixing a relationship of all articles in the list, it does not neces- 
sarily follow that where, as here, rates upon that scale were 
maintained at time of movement between various points, and the use 
thereof in connection with other rates results in lower charges 
than by the through rates here assailed, that such combination 
may not be properly used to determine the measure of unreasonable- 
ness of the through rate. 

Owing to changes in rates occurring from time to time which 
may affect the basis for findings in instances, such as here, where 
reparation is sought on shipments made at different times, failure 
to definitely show the dates of shipments makes certainty in find- 
ings difficult. Such failure here, together with many variations in 
complainant’s exhibits showing different routes for the same ship- 
ments, brings the instant complaint within the class of cases wherein 
the Commission has felt it necessary to state that the issuance 
of reports under those circumstances is not to be construed as 
condoning laxity in the presentation of complaints. 

The*Commission should find that the rates assailed from Birm- 
ingham to Lubbock, Galveston, Fort Worth, San Antonio, Chickasha 
and Tucson, and from Cameron to Elk City were not unreasonable; 
but that the rates charged on castings, parts of compresses, each 
piece weighing 2,000 pounds or over, in carloads, from and to the 
points shown in Appendix B were unreasonable to the extent that 
they exceeded charges at the rates to the respective destinations 
therein shown contemporaneously maintained on the articles thus 
described; that the rates charged from Birmingham to Hayti on 
articles likewise described were unreasonable to the extent that 
they exceeded 40 cents per 100 pounds; that the Webb Press Com- 
pany, Limited, made the shipments from Birmingham to Greenville, 
Gatesville, Houston and Hayti, as described, paid and bore the 
charges thereon, and has been damaged thereby and is entitled to 
reparation in the amount of the difference between the charges paid 
and those that would have accrued at the rates herein found 
reasonable, with interest. This complainant should comply with 
rule V of the rules of practice. Other complainants who made 
shipments at rates herein found unreasonable should also comply 
with rule V, and furnish affidavits that they paid and bore the 
charges on their respective shipments. If such form of proof is 
not acceptable to defendants, the matter may be brought to the 
Commission’s attention for further action. 


APPENDIX B 


Combination of Rates on Iron and Steel Castings or Forgings, Parts 
of Compresses, Each Piece Weighing 2,000 Pounds or Over, in Cc. L. 


During the period September 24, 1924, to September 30, 1925. 
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* Tariff authority—Leland’s I. C. C. 1645, Item 715. 
t Tariff authority—Fonda’s I. C. C. 174, Item 2140. 

+ Tariff authority—A. T. S. F., I. C. C. $801, Class A. 
§Tariff authority—Fonda’s I. C. C. 174, Class A. 

{ Tariff authority—Speiden’s I. C. C. 906. 

-° Tariff authority—Leland’s I. C. C. 1619, Class A. 


RATE ON SHEET STEEL 


On a proposed finding that the fifth class rate of 28 cents 
charged on carloads of sheet steel from Elwood, Ind., to St. 
Louis, Mo., has not been shown to be unreasonable, Examiner 
Paul A, Colvin has recommended dismissal of the complaint in 
No. 18388, Ames Shovel & Tool Company vs. Wabash et al. 
Commodity rates and reparation were sought. 


RATE ON PHOSPHATE ROCK 


Dismissal of the complaint in No. 18788, Cotton States Fer- 
tilizer Company vs. Atlanta, Birmingham & Atlantic et al., has 
been recommended by Examiner C. J. Peterson on a proposed 
finding that the carload rate of $4.05 per long ton on phosphate 
rock, from Nichols, Prairie, and Morris Mine, Fla., to Macon, 
Ga., was not and is not unreasonable. A rate of $3.45 for the 
future and reparation were sought. 


RATE ON COCOA BEAN SHELLS 


A recommendation that the Commission find that the ap- 
plicable rate of 15.5 cents charged on unground cocoa bean 
shells, having value for fertilizer purposes only, from Frankford, 
Pa., to Baltimore, Md., was, is, and for the future will be, un- 
reasonable to the extent that it exceeded, exceeds or may ex- 
ceed 13.5 cents per 100 pounds, and award reparation, has been 
made by Examiner J. M. Fiedler in a proposed report in No. 
18724, Summers Fertilizer Company, Inc., vs. Canton Railroad 
et al. In Ohio Farm Bureau Federation vs. A. & W., 120 I. C. C. 
361, the examiner said, the Commission prescribed a distance 
scale of rates for application to commercial fertilizers, and 
that under that scale, the rate for distances ranging between 
110 and 120 miles was 13.5 cents. 


RATE ON K. D. MACHINERY 


In a proposed report in No. 18269, Howard Kenyon Dredging 
Company vs. Houston East and West Texas et al., Attorney- 
Examiner Arthur R. Mackley has recommended that the Commis- 
sion find that the rate applicable on machinery, rather than the 
rate applicable on structural iron and steel, was properly charged 
from Cooper, Tex., to Addis, La., and from Aransas Pass, Tex., to 
Atkins, La., on shipments of knocked-down parts of machinery 
used for dredging and excavating purposes, and that the com- 
plaint be dismissed. He said the record did not establish that 
the shipments were entitled to be shipped as structural iron 
and steel. 


RATES ON LOUD SPEAKERS 


Dismissal of the complaint in No. 19045, Badger Radio Com- 
pany vs. Chicago & North Western et al., has been recommended 
by Examiner F. A. Clifford on a finding that the rating and rate 
on electrical appliances or instruments, N. O. I. B. N., in less 
than carloads, were applicable on radio loud speakers prior to 
September 20, 1924, and that refund of an overcharge should 
be directed. Complainant alleged that the application of the 
rating and rate on amplifying horns, not nested, shipped August 
19, 1924, from Philadelphia, Pa., to Milwakuee, Wis., resulted 
in collection of illegal charges in violation of section 6. The 
examiner said the record disclosed that the shipment in fact 
consisted of radio amplifying horns with base unit attached, 
commonly designated as radio loud speakers. At the time of 
movement no specific rating was in effect on radio loud speak- 
ers. Charges were collected at one and one-half times the first 
class rate applicable on amplifying horns, not nested. Effective 
September 20, 1924, radio loud speakers were given a specific 
rating. The examiner said the Commission should find that 
radio loud speakers constituted single electrical appliances and 
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that, prior to September 20, 1924, the rating and rate accorded 
electrical appliances or instruments, N. O. I. B. N., was ap- 
plicabale thereto. 


RATE ON CANNED GOODS 


A finding that a rate of 85 cents charged on two carloads 
of canned goods shipped in August, 1924, and in September, 
1925, from Catherine, Ala., to Jacksonville, Fla., was unreason- 
able to the extent that it exceeded 52 cents, and that reparation 
should be awarded, has been made by Examiner F. D. Binkley 
in a proposed report in No. 18817, Lewis-Chitty-Consolidated 
vs. Southern et al. Complainant alleged that the rate charged 
was unreasonable, unjustly discriminatory, unduly prejudicial 
to Catherine and unduly preferential of Mobile, Ala., and other 
points, and in violation of the long-and-short-haul clause of sec- 
tion 4. Complainant contended that the rate charged was 
unlawful to the extent that ®% exceeded a subsequently estab- 
ished rate of 52 cents. The examiner said the allegations of 
unjust discrimination and of undue prejudice were not sustained 
and that the violation of the fourth section had been removed. 


RATES ON GASOLINE 


A finding of unreasonableness and an award of reparation 
have been recommended by Examiner Paul A. Colvin, in No. 
18818, A. A. Vickers Petroleum Company vs. Union Pacific et al., 
as to rates on gasoline in tank cars, from Parco, Wyo., to 
Florence, Canon City, and Salida, Colo. The examiner said they 
should be found unreasonable to the extent that they exceeded 
the present rates from and to the same points. He considered 
the rates in the light of the Commission’s decisions in Jewel 
Co. vs. A. T. & S. F., 104 I. C. C. 380, and White Eagle Oil & 
Refining Co. vs. D. & R. G. W., 112 I. C. C. 605. The carriers 
objected to the fact that the complainant, in large measure, 
had depended for its showing of Unreasonableness upon the 
rates fixed by the Commission in the Jewel and White Eagle 
cases. The examiner said the Commission should find the rates 
were unreasonable to the extent they exceeded the present 
rates of 45, 45 and 51 cents from Parco to Florence, Canon City, 
and Salida, respectively. 


HAMMERED GRANITE RATES 


Examiner F. A. Clifford, in a report on No. 18985, Maine & 
New Hampshire Granite Corporation vs. Baltimore & Ohio et al., 
said the Commission should find unreasonable the rates charged 
on hammered building granite, released to a value of $2.25 per 
100 pounds, and on carved and polished building granite, unre- 
leased as to value, in carloads, from Redstone, N. H., to Alex- 
andria, Va. He said the Commission should find the assailed rates 
were, and that the present rates are and for the future will be un- 
reasonable to the extent that they exceeded and exceed 33.5 cents 
on hammered building granite, released to a value of $2.25 per 
100 pounds, and 38 cents on carved and polished building granite, 
unreleased as to value, and award reparation to that basis. The 
complaint alleged that the sixth class rate of 42 cents on the 
released value granite, and the fifth class rate of 48.5 cents on 
the unreleased granite, applied on shipments between June 18, 
1924, and June 23, 1925, and subsequent thereto, were, are and 
for the future would be unreasonable. Reparation and rates for 
the future were sought. The examinre said the evidence showed 
that the revenue under the rates charged, on both classes of 
granite, were excessive. He said the carriers resisted an award 
of reparation on the ground that the complainant had not proved 
damage, as the contract for the granite was made with knowl- 
edge of the rates. The record, the examiner said, was clear 
that the complainant had paid the charges and that in Missouri 
Portland Cement Co. vs. Director-General, 88 I. C. C. 492, the 
Commission had found that a shipper was damaged when he 
paid the unreasonable transportation charges and that it was 
not necessary to go beyond the first step. 


FARM DRAIN TILE RATES 


Examiner~- Paul A. Colvin has recommended the dismissal 
of No. 18897, Gamble & Stockton Co. et al. vs. Atlanta, Birming- 
ham & Atlantic et al., on a finding that rates on farm drain 
tile, carloads, from Melville, Tenn., to points in Florida, are not 
unreasonable or otherwise unlawful. The rates were alleged to 
be in violation of the first three sections. The Commission was 
asked to prescribe rates for the future and award reparation. 
The complainants contended that drain tile was analogous to 
hollow building tile, both being manufactured from the same 
sort of shale, by the same machines and kilns, and both were 
of equal transportation risk, yet rates on the hollow tile were 
less than on drain tile. They also asserted that the market 
price of drain tile was 40 per cent of that received for sewer 
Dipe. As a reasonable basis for a mileage scale of: rates on 
drain tile sought for the future, the examiner said the complain- 
ants submitted a scale made up of the maximum rates prescribed 
in Brick and Clay Products in the South, 88 I. C. C. 548, as far 
as Jacksonville plus one-half of the arbitraries prescribed by 
Class 12 in Southern Class Rate Investigation, 100 I. C. C. 513, 
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and supplemental reports, beyond. The defendants, among their 
defenses, called attention to the fact that drain, sewer pipe, and 
analogous commodities more fragile and not loading as heavily 
as articles in the uniform brick list which contains building 
tile, were expressly excluded from that list. Complainants also 
asked that joint rates be made applicable by way of all available 
junction points in lieu of the present proportional through 
Jacksonville. The carriers also contended that the drain tile 
rates were on a low level. 


RATES ON PILING 


An award of reparation has been recommended by Exam- 
iner W. K, Berryman in a proposed report in No. 18857, Manassa 
Timber Company vs. Blytheville, Leachville & Arkansas South- 
ern et al., on a finding that rates charged on five carloads of 
piling from various points in Arkansas and Missouri to Stolle, 
Ill., were unreasonable to the extent that the rates from the 
Missouri points exceeded 23 cents and those from Arkansas 
points, 25 cents. Complainant alleged that the rates charged 
on five carloads of piling shipped from Risco, Canalou, and ° 
Ogden, Mo., and Draffen and Walter, Ark., to Stolle, Ill., in 
September, 1924, were unreasonable, inapplicable and violative 
of the long-and-short-haul clause of section 4. Rates of 25, 22, 
26%, 28 and 28 cents, respectively, were charged. The exam- 
iner said the Commission should find that the rates assailed 
were unreasonable but not otherwise unlawful, and award rep- 
aration. 


RATES ON BLAGK POWDER, ETC. 


Examiner R. W. Marshall, in a proposed report in No. 18971, 
Grasselli Powder Company vs. C. C. C. & St. L. et al., has rec- 
ommended an award of reparation on a finding that rates charged 
on black powder and high explosives, carloads, from Quaker 
Falls and Coverts, Pa., to destinations in Kentucky, Virginia, 
and West Virginia, on the Norfolk & Western, between Septem- 
ber 24, 1924, and June 14, 1925, inclusive, were unreasonable. 
The examiner said the Commission should find that the rates 
assailed were unreasonable to Falls Mills, Va., and Hemphill 


POSITIONS WANTED OR OPEN 


POSITION WANTED—tTraffic man, over twenty years practical 
experience with rail, also water lines, now engaged in commerce work 
as traffic witness before commissions for carriers and more or less 
successfully, desires new location with either transportation company 
or industrial concern or others. Will consider any reasonable proposi- 
- with prospects. Answer R. A. M. 22, care Traffic World, Chicago, 











TRAFFIC MANAGER—Now employed desires connection with 
civic or industrial organization, west or southwest preferred. Forty 
years of age, twenty-two et railroad and commercial experience. 
Thorough knowledge of ail phases of transportation and procedure 
2 State and Federal Commissions. Address 


Best of references. 
24, care Traffic World, Chicago, IIl. 
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and Marytown, W. Va., main line destinations, to the extent 
that they exceeded $1.13, and to Arrow and Stone, Ky., Bois- 
sevain, Va., and English, Goodwill, Jenkinjones and Light, W. 
Va., branch line destinations, to the extent that they exceeded 
$1.13, plus an arbitrary of 15.5 cents. 


RATE ON ORE 


Examiner A. J. Sullivan, in No. 19076, United Verde Copper 
Company vs. A. T. & S. F. et al., said the Commission should 
find the rate charged on seven carloads of ore from Clarkdale, 
Ariz., to Kennet, Calif., unreasonable to the extent it exceeded 
$7.15 per short ton, and award reparation to that basis. The 
complaint alleged that a combination of $11.50 imposed on four 
carloads of converter fluxing ore of an actual value of $5.53 per 
ton, and three carloads of converter lining ore of an actual value 
of $3.53 per ton, was unreasonable. Reparation only was sought. 
Prior to the time the shipments moved, which was in March, 
1925, the complainant requested the publication of a through rate 
of $7.50 to Kenneth, applicable on ore, value not to exceed $10 
per ton. As this ore was needed for tests in a contested court 
action, it was moved before the lower rate requested was pub- 
lished. After the movement the rate of $7.50 was published 
applicable on ore of a value not exceeding $15 per ton. It car- 
ried an expiration date of 90 days from May 20, 1925. It was 
limited to 90 days, because it was estimated that the unusual 
movement would be completed within that length of time. 


MERIDIAN SWITCHING CHARGES 


Attorney-Examiner John McChord has recommended the dis- 
missal of No. 18973, Meridian (Miss.) Traffic Bureau et al. vs. 
Alabama Great Southern et al., on a finding that the switching 
charges at Meridian, Miss., on cotton from the Gulf, Mobile & 
Northern to complainant’s warehouse are not unreasonable, un- 
justly discriminatory, or unduly preferential, as alleged. The 
complainant contended the charges were as alleged, the prefer- 
ence being for shippers of lumber and packing house products. 
On lumber and packing house products, McChord said the 
charges were absorbed by the Gulf, Mobile & Northern. The 
Commission was asked to require the Gulf, Mobile & Northern to 
absorb the switching charges on all shipments of cotton from its 
line to and from complainant’s compress and warehouses and to 
award reparation. McChord said that cotton was not a like kind 
of traffic with lumber, packing house products or dairy products. 
Nor, said he, was cotton and the other traffic named handled 
under similar circumstances and conditions. Manifestly, he 
said, there was no violation of section 2. As there was no 
competition between complainant as a shipper of cotton and 
shippers of other commodities, there was no violation of section 
3, he said. 


COMMISSION ORDERS 


The report in No. 12366, John W. Eshelman & Sons; and 
Anderson Brothers Co. vs. John Barton Payne, Director-General 
of Railroads, as agent, Mobile & Ohio et al., and in No. 12996, 
John W Eshelman & Sons; and Anderson Brothers Co. vs. 
Arkansas Central et al., has been amended as of date November 
2, 1926, by inserting, after the first six lines of the next to the 
last paragraph thereof, appearing on page 451 and reading: 

We further find that complainants made shipments as described; 
that they paid and bore charges thereon in excess of those herein 
found reasonable and applicable; and that they are entitled to ig 
tion, with interest, on shipments covered by the complaint in No. 12366 


which moved within the statutory period, and on shipments covered 
by the complaint in No. 12996, moving since March 1, 1920. 


the following additional sentence, reading: 


The foregoing findings cover all shipments of grain and grain 
products, mixed in transit at Lancaster and York, as a ee on 
page 21 of Pennsylvania Railroad Company tariff G. O.-I. GC. C. No. 
13958, and former issues of said tariff, under paragraph I definition 
as follows: “Mixing in transit is the stopping of commodities covered 
by Rule 1, in carloads, for the purpose of mixing, manufacturing or 
combining in mixed carloads.”’ 


The Green Bay Traffic Association has been permitted to 
intervene in No. 19328, Indianapolis Chamber of Commerce et 
al. vs. Chicago & North Western et al. 

The Port of Philadelphia Ocean Traffic Bureau has been 
permitted to intervene in No. 18715, Baltimore Chamber of 
Commerce vs. Ann Arbor et al. 

The effective date of the order heretofore entered in No. 
16393, Birkett Mills et al vs. Delaware, Lackawanna & Western 
et al., on March 4, 1927, has been extended to June 25 1927. 

The Transcontinental Oil Co. has been permitted to inter- 
vene in No. 18581 (Sub. 1), Dixie Oil Co., Inc., et al. vs. Santa. 
Fe et al. 

The H. D. Lee Mercantile Co. has been permitted to inter- 
vene in No. 19285, Saline Chamber of Commerce et al. vs. Santa 
Fe et al. 

The Wisconsin Paper & Pulp Manufacturers’ Traffic Ass’n 
has been permitted to intervene in No. 19240, Dells Paper and 
Pulp Co. vs. Alabama Great Southern et al. 

The Buffalo, Rochester & Pittsburgh Railway has been 
permitted to intervene in Finance No. 5656, In the Matter of 
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Application of Delaware & Hudson for authority to acquire 
control, under a lease, of the railroads and property of the 
Buffalo, Rochester & Pittsburgh Railway. 

The Southern, Seaboard Air Line and Atlantic Coast Line 
have been permitted to intervene in finance docket No. 6208, 
In the Matter of the Application of Piedmont & Northern Rail. 
way for authority to construct and operate lines of railroad 
between Spartanburg, S. C., and Gastonia, N. C., and between 
Charlotte and Winston-Salem, N. C. 

The order entered in No. 16048, Lliff-Bruff Chemical Co, 
et al. vs. Chicago & Eastern Illinois et al., on July 9, 1926, and 
which was subsequently modified to become effective on May 
29, 1927 has been further modified so that it will become effec. 
tive on July 29, 1927. 

The Board of Railroad Commissioners of the State of South 
Dakota has been permitted to intervene in No. 19387, Chicago 
By-Product Coke Co. vs. Ahnapee & Western et al., and in No, 
19363, Milwaukee Coke & Gas Co. vs. Ahnapee & Western et al. 

The Wisconsin Gas & Electric Company has been permitted 
to intervene in No. 19363, the Milwaukee Coke & Gas Co. vs. 
Ahnapee & Western et al., No. 16243, Indiana Coke & Gas Co. 
vs. Ahnapee & Western et al., No. 16611, Citizens Gas Co. of 
Indianapolis vs. Alabama Central et al., and No. 19387, Chicago 
By-Products Coke Co. vs. Ahnapee & Western et al. 

The E. F. Grell & Co. has been permitted to intervene in 
No. 19278, Northern Products Corp. et al. vs. Southern Pacific 
et al. 

Armour Fertilizer Works has been permitted to intervene 
in No. 19304, American Cyanamid Co. vs. Michigan Central et al. 

The Michigan Paper Mills Traffic Association has been per- 
mitted to intervene in No. 19328, Indianapolis Chamber of Com- 
merce et al. vs. Chicago & North Western et al. 

The New England Traffic League, Boston Chamber of Com- 
merce, New England Manufacturing Confectioners’ Association, 
Worcester Chamber of Commerce, Lynn Chamber of Commerce, 
New England Shoe & Leather Association, Haverhill Chamber 
of Commerce, Springfield Chamber of Commerce, and Associated 
Industries of Vermont have been permitted to intervene in No. 
19384, Boston & Maine Railroad vs. Merchants’ & Miners’ Trans- 
portation et al. 

The order entered in I. and S. 2440, salt from New York 
points to eastern, New England, and Canadian points; No. 14250, 
Diamond Crystal Salt Co. et al. vs. Aberdeen & Rockfish et al., 
and No. 16695, International Salt Co., Inc., et al. vs. Adirondack 
& St. Lawrence et al., on February 14, 1927, to become effective 
May 23, 1927, has been modified so that it will become effective 
on June 23, 1927. 

The orders entered on December 5, 1926, and March 7, 1927, 
reopening No. 15850, Colgate & Company vs. Pennsylvania et al., 
for reconsideration and further hearing, respectively, have been 
vacated and set aside. 

The Commission has dismissed the complaint in No. 19425, 
Swift & Co. et al. vs. Akron, Canton & Youngstown et al., as 
to the Ironton Railroad, and in No. 18882, the Knorr-Schlaudt 
Wholesale Co. vs. Baltimore & Ohio et al., as to the Wabash 
Railway. 

The petition of certain of the defendants in No. 14323, Cities 
of Marshall and Jefferson, Tex., et al. vs. Texas & Pacific et al., 
for reconsideration of the question of reparation on account of 
joint all-rail rates that exceed the aggregate of intermediate 
rates contemporaneously in effect between Marshall and Jeffer- 
son, Tex., on the one hand, and New Orleans, La., and defined 
territories, on the other hand, has been denied. 


EASTERN TERMINAL DEVELOPMENT 


Plans announced by the Terminals and Transporation Cor- 
poration of America, controlled by New York and Detroit in- 
terests, reveal a $20,000,000 development based on the further 
coordination of the water and transportation systems of the 
Great Lakes section through a chain of modern storage and 
distribution terminals in the strategic industrial centers of that 
territory. Chicago, Detroit, Buffalo and Duluth will be linked 
through the rail and water terminals controlled by the new 
corporation, which will dominate through subsidiary companies 
the transportation of a large part of the tonnage stored in and 
distributed by those units. Similar terminals in other impor- 
tant Great Lakes ports will eventually be added to the system. 
Interests controlling the Detroit Railway and Harbor Terminals 
Company, the McDougall Duluth Terminal and the Minnesota 
Transit Company have organized the Terminals and Transporta- 
tion Corporation to build immediately new terminals in Chicago 
and Buffalo, to extend operations of existing water transportation 
units and to inaugurate service through the Detroit New York 
Transit Company. 

Upon completion of the new facilities in Buffalo and Chi- 
cago, it is estimated that the corporation’s terminals will rep- 
resent physical values of about $17,000,000. They will provide 
over 18,000,000 cubic feet of space and docks, with a capacity 
for interchanging over 2,000,000 tons of freight annually between 
rail and water carriers. The company’s water transportation 
service will touch all important ports on the Great Lakes, its 
operations extending to the Port of New York and serving all 
cities on the New York State Barge Canal. 
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Industrial Traffic Administration 


Last of a Series of Thirty-Six Articles on This Subject Written for The Traffic World, 
by G. Lloyd Wilson, Ph.D., Assistant Professor of Commerce and 
Transportation, University of Pennsylvania 


Rate Adjustment Procedure 


It appears to be unwise in this series of discussions on the 
administration of traffic departments to leave unmentioned one 
of the most important functions of industrial and commercial 
traffic managers—the obtaining of just and reasonable rates for 
industries or for localities. The very commercial life of an in- 
dustry or community depends on the ability of its traffic manager 
to obtain favorable rate adjustments. Without a favorable basis 
of freight rates an industry’s efficiency in production and distribu- 
tion tends to be offset to a degree, if not entirely overcome. 


An industrial traffic manager must see that the rates on 
raw materials and supplies from the places from which ma- 
terials are drawn to the plants of the industry are just and 
reasonable with respect to the rates from other localities, the 
rates granted other users of the products, and the rates apply- 
ing on other commodities. 

Similar attention must be given to the adjustment of rates 
from the industry’s shipping centers and the markets where 
the goods are resold or consumed so that the industry may not 
be handicapped in its distribution program by discrimination in 
favor of other shipping points or markets, other shippers, or 
other products. 

It is unnecessary to state to experienced traffic managers 
that the alignment of rates so as to remove unjust preference 
and unreasonable discrimination and to assure the industry a 
favorable basis of rates is a test of the mettle of the industrial 
traffic man. With rates in a state of flux, with new markets 
and new products and new competitors appearing on the scene, 
the task is never finished. No sooner is one situation adjusted 
to the greater or less satisfaction of the industry than several 
new places where adjustments are needed are discovered. 

The old adage might be paraphrased to fit this case: “Other 
men’s work is from sun to sun, but the traffic man’s work is 
never done.” However, this is one of the things that makes 
traffic management fascinating to men of ability and imagina- 
tion. It is a poor job, indeed, that can be mastered in a short 
time so that only routine attention is required after the first 
struggle for mastery. 


The Right of Traffic Managers to Seek Rate Adjustments 


The right of industrial and commercial traffic managers in 
connection with rate adjustments proceeds directly from the 
statutory limitations of carriers in interstate commerce imposed 
by the act to regulate commerce of 1887 as amended and ex- 
tended by subsequent acts. The basis is laid at present by the 
interstate commerce act provisions respecting the rights and 
duties of common carriers subject to the act in making and 
changing freight rates. 

Section 1, of the interstate commerce act, proivdes that 
common carriers subject to the act must provide and furnish 
transportation service on reasonable request, provide through 
routes at just and reasonable rates, and provide reasonable 
facilities for maintaining transportation services.’ 

This section provides further that the charges for any such 
transportation service must be just and reasonable. Every un- 
just and unreasonable charge for such service or any part 
of such service is prohibited and declared to be unlawful.? Rates 
for transportation service must be reasonable per se. 

Section 2, of the amended act, forbids unjust discrimination 
by common carriers subject to the act. This prohibition in- 
cludes either direct or indirect acts of discrimination by any 
special rate, rebate, drawback, or other devices. No carrier may 
charge, demand, collect, or receive, from any person or persons, 
a greater or less compensation for any services rendered or to 
be rendered in the transportation of property, subject to the 
provisions of the act, than it charges, demands, collects, or 
receives from another person or persons for doing for him or 
them a like and contemporaneous service in the transportation 
of a like kind of traffic under substantially similar circumstances 
and conditions. Carriers resorting to such practices are deemed 
guilty of unjust discrimination, which is prohibited and declared 
to be unlawful.® 

Another section of the act, perhaps the most important of 
all, from the viewpoint of the industrial traffic manager in seek- 
ing rate adjustments, is section 3. This section, as amended 
by the transportation act of 1920, provides that it is unlawful 
for a common carrier subject to the act to give undue or un- 
reasonable preference or advantage to any particular person, 





Section 1, paragraph 4. 
* Paragraph 5. 
3? Section 2. 


company, firm, or corporation, to any locality, or to any par- 
ticular description of traffic in any manner. 

The section further prohibits carriers from subjecting any 
particular person, company, firm, or corporation, any locality, 
or any description of traffic to any undue or unreasonable preju- 
dice or disadvantage in any respect whatsoever.‘ 

Carriers subject to the act to regulate commerce are pro- 
hibited from unjustly discriminating or unduly prejudicing ship- 
pers, localities, or traffic through discriminatory or prejudicial 
rate adjustments by these three sections of the act. 

Common carriers subject to the act in interstate commerce 
act are requested to make rates: 


1. Which are just and reasonable per se. (Section 1.) 

2. Which do not directly or indirectly discriminate through un- 
fair practice or arrangements. (Section 2.) 

3. ich are not unjustly discriminatory or unduly prejudicial as 
between persons, places or commodities. (Section 3.) 


The Origination of Rate Adjustments 


Requests seeking the readjustment of rates, when the rates 
sought to be changed are published in tariffs lawfully filed with 
the state commissions or with the Interstate Commerce Com- 
mission, are usually made by industrial and commercial traffic 
managers to the traffic department officials of the originating 
carriers. Requests for rate adjustment are presented either in 
person in conferences between the traffic representatives of 
the shippers and those of the carriers, or by correspondence. 


The burden of proof to justify changes in rates, after the 
rates are published and filed with the commissions, is on the 
party that proposes the changes. The requests of shippers for 
rate changes, then, whether made in conference or in corre- 
spondence, should clearly indicate the reasonableness of the 
requests. The attention of the carriers’ representatives must 
be directed to the character of the traffic, the needs of the in- 
dustry, and the disadvantages under which the industry labors 
as a result of the unfavorable rate adjustment. 


It is desirable that the following data be given to the car- 
riers to assist them in solving rate adjustment problems: 


The exact location of the shipper’s plant. 

The location of principal markets. 

The location of the plants of competitors. 

The rate complained of. 

The route over which the rate applies. 

Tariff authority for the rate complained of. 

The volume of tonnage shipped from the plant. 

. The volume of tonnage moving at the rate of which complaint 
is — 


COND OT COD 


. An exact description of the traffic moving at the rate com- 
plained of, including a description in classification or commodity tar- 
iff terminology. 
The manner in which freight is packed for shipment. 
11. The character of equipment used to transport the freight, 
whether box, gondola, flat or other type of car. 
12. Average load carried per car. 
13. The length of the haul. 
14. The direction of the haul, whether in the direction of the 
prevailing currents of rail traffic or in the reverse direction. 
15. The value of the commodity shipped. 
16. Its susceptibility to loss or damage in transit. 
17. The likelihood of damage to carriers’ equipment by the freight. 
18. The character of-the traffic, whether constant or fluctuating 
in volume of shipments per month or per year. 
19. Any special or accessorial services required to be performed 
in connection with the traffic. 
The length of time required to unload or load cars. 
21. Whether haul is local to one line or joint with several car- 
riers participating in the movement of the traffic. _ f 
Comparisons with rates on similar commodities for like hauls 
in the same or other territories. A 
23. Present carload minimum and _ suggestions as to carload 
minimum if rate is readjusted to bases desired. 
24. Ton-mile and car-mile earnings under present and proposed 
rate bases. 7 5 
. Data bearing upon commodity, place or other discriminations 
which shipper believes to be applicable to his problem. 


The complexity of the problem of making rate adjustments 
is indicated by this list of factors, which must be considered 
before rates are adjusted by the carriers. 


A Model Rate Adjustment Request 


It is difficult to select or draw up a typical or model rate 
adjustment letter, for the subject is not one that lends itself to 
standardization. Many letters received by the carriers’ general 
freight departments merely demand that the rates complained 
of be revised downward without supplying the traffic officers 
any specific reasons why the adjustments are necessary. These 
letters fail in their missions because they do not present the 





*Section 3, paragraph 1. 
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EXPEDITE YOUR TRAFFIC 


Eliminate Congested Classification Yards 
Avoid Rough Handling 


Encourage Your Customers’ Patronage 
By Seeing That They Are Given the 
BEST TRANSPORTATION SERVICE AVAILABLE 


GOOD TRANSPORTATION is a most important feature in merchandising. 


No railroad is better situated to render the highest type of transportation 
service than the Chicago South Shore and South Bend Railroad. 


The South Shore Line offers a new avenue of traffic from west to east and from 
east to west. 


Through its connection with the N. Y. C. & St. L. (L. E. & W. District), at 
Michigan City, Ind., the South Shore Line has built the foundation for an ever increas- 
ing volume of traffic, from satisfied shippers who appreciate the efficient manner in 
which their freight is handled. | 


The Chicago South Shore and South Bend Railroad, electrically operated, con- 
nects through the various belt railroads to all western lines at Chicago as follows: 


E. J. & E. - - - : - Goff Junction, Gary, Ind. 
I. H. B. - - - : : East Chicago, Ind. 
B.&0.C.T. - - - - Hammond, Ind. 

Illinois Central - - - Kensington, III. 

Pullman R. R. - - - - Kensington, Ill 

Belt R. R. of ne - - through Pullman R. R. 
CRIL&P. | - - - through Pullman R. R. 


Route your freight over the Chicago South Shore and South Bend Railroad and 
watch the difference. 


Chicago South Shore and South Bend Railroad 





CHICAGO OFFICE OFF-LINE AGENCIES 
Room 605, 79 West Monroe Street SOUTH BEND OFFICE A. W G. A., 528 Park Bldg., 
Telephone Central 8286 301 North Michigan Street Ww Piatra 7 Py gays a nl 
F. W. Shappert, Ass’t to the Vice-Pres. Telephene Linceln 5764 Bidg., Detreit, “Mick, Telephone Empire 6640 
Wm. Petersen, Traffic Manager A. W. Oberfell, General Freight Agent Ernest I Irber, GA G. A., S18 16 Corn Exchange Bldg., 
C. L. Binger, Ass’t Gen. Frt. Agt. R. E. Frantz, Traffic Representative 2: aia ills Meccan neg 
W. R. Jones, Commercial Agt. Kansas City, Mo Telephone Victor 0877 


(SEE MAP OF CONNECTIONS ON OPPOSITE PAGE) 
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necessary data to enable the carriers to investigate the matters 
without extensive correspondence and unnecessary delay. 

The following letter is an adaptation of an actual rate read- 
justment request letter received by an eastern trunk line rail- 
road general freight department. It has been selected because 
it adequately presents the case of the shipper in a single com- 
prehensive communication: 


THE SPECIALTY MANUFACTURING COMPANY 
New York City, N. Y. 
January 7, 1927. 
mr. A. A Jones, 
Freight Traffic Manager, 
Eastern Railroad Company, 
New York City, N. Y 


Dear Sir: 


We are urgently in need of having the present fifth class rate of 
28% cents per hundred pounds applicable upon iron or steel boilers, 
knocked down, carload minimum 24,000 pounds, from our plant at 
Annville, N. J., to New York, N. Y., reduced to 25 cents per hundred 
pounds, with the same carload minimum. 

During the past year we have moved more than a million pounds 
—twenty-five carloads—of this business from the Annville plant to 
New York rate points, and expect to move even a larger tonnage 
this year if the rate is properly adjusted. 

We must meet the competition of factories located at Beeville, 
N. J., and Seaville, N. Y., in the New York market. The rates on 
boilers, carloads, from each of these points to New York is the same, 
25 cents per hundred pounds, carload minimum 24,000 pounds. This 
rate is a commodity rate based upon 871% per cent of the fifth class 
rate of 28% cents. This rate is provided for in Central Northern 
tailroad Tariff No. 17X, I. C. C. No. 1776, Item 36, page 72. We are 
forced to meet the competition of these competitors which enjoy 
a lower basis of commodity rates upon their products while our traffic 
moves at class rates.* The fifth class rates from Annville, N. J., 
Beeville, N. J., and Seaville, N. Y., are the same, 28% cents per 
hundredweights. 

The distance from Anneville, N. J., to New York is 256 miles, 
while the distances from Beeville, N. J., and Seaville, N. Y., to 
New York are 271 and 305 miles respectively. 

Box cars are used to move our traffic. The cars can be reloaded 
at destination without empty mileage as our shipments are made to 
branch warehouses and private sidings using box car equipment for 
the outbound movement of traffic. The cars are loaded to an average 
weight of 40,000 pounds, 16,000 pounds more than the carload minimum. 
We receive much of our raw materials at our plant in box cars so 
that these same cars can be used for the shipment of boilers, obviat- 
ing the necessity of ordering cars placed expressly for this traffic. 

Claims are not frequent or excessive, averaging much less than 
1 per cent of the freight charges. The boilers, also, do not damage 
railroads equipment in any way. No special services are required 
and the Eastern Railroad enjoys virtually the entire haul from Ann- 
ville to New York, which is not the case of traffic originating at 
Beeville and Seaville. 

It seems to us, in view of the desirable character of this traffic 
from a railroad viewpoint and the unfavorable position in which 
our company is placed with reference to our competitors, that our 
request that a commodity rate of 25 cents, carload minimum 24,000 
pounds, be published instead of the present rate of 28% cents, is 
reasonable and proper. a 

May we hear from you further as soon as possible? 

Very truly yours, 
THE SPECIALTY MANUFACTURING CoO., 
S. S. Smith, 

Traffic Manager. 


This letter is long, it is true, but it presents the vital ele- 
ments of the shipper’s request in one communication. The car- 
rier is able, with this information, to proceed with the question 
of the adjustment of the rate. 


The Second Step 


After the shipper or consignee has convinced the carrier 
publishing the rate of the advisability and necessity of adjust- 
ment, the carrier lays the proposal before the other roads inter- 
ested in the rate. Carriers act in rate matters through freight 
traffic associations in which all important roads in each terri- 
torial division are represented. 

The originating carrier wishing to have a rate adjusted 
prepares a rate proposal outlining the present and proposed rate 
bases and its position in the matter. These proposals are ad- 
dressed to the freight committee of the traffic association for 
action of other member roads. This action is taken to prevent 
individual rate adjustments affecting the general rate structure 
of the territory unfavorably and in order to reduce the danger 
of adjustment resulting in undue preference and unjust dis- 
crimination. 


The Third Step 


After the proposal of the carrier has been received by the 
traffic association or freight bureau, it takes a serial number 
and is docketed for consideration by the member roads. Copies 
of the proposal are sent to the representative of each road and 
a limited period of time, in some cases a period of twelve days, 
is given for the representatives to express their opinions. A 
typical proposal form is here shown: 


FREIGHT BUREAU 
Cy ee ERROR. cease seve 
(Replies due not later than) 
CHIIMOTIEY «6 oo ccciccecs pA aS pctrw ch oo ofeiis Sea 
Docketed at request of § Shipper 


) Carrier 
TO MEMBERS: 

The following is docketed for consideration. Members not re- 
aoeees on -or before... .. 1... , will be understood to approve the 
proposal. 

1 (a) Commodity: 

(b) Minimum Weight: 
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2 From: 

Ss Bo: 

4 Proposed change: 

Establish rate of ...... per 100 pounds, to ...... points named 
ane. .<+em per 100 pounds, to 


5 Present Basis: 

6 Tariff References: 

i ee and fifth class rates named in ...... tariff. 

7. Commodity Description: 

Proposed description is same as in Consolidated Classification, 

8 Minimum Weight: 

Proposed minimum weight is higher than shown in Consolidated 
Classification. 

9 Grouping of Origin or Destination Points: 

Points are not grouped. 

10 Relationship to Other Points: 

No differential relationship. 

11 New Traffic: 

Not new movement of traffic. 

12 Reasons for Change: 

Shippers advise that present rates are exorbitant and will not 


permit shipments to move to ...... points. Reduction in present basis 
will, no doubt, stimulate sales and increase tonnage to ...... 
13 Routing: 


Via all available routes. . 

14 Divisions: 

Divisons are in effect: 

15 Fourth Section: 

(1) Rule 77 or proposed rates as maxima where necessary. 
16 Combination Tariff: 

Not involved. 


If no dissenting votes are received from member carriers 
within the prescribed period, and if no requests for a further 
period for investigation and deliberation have been received, 
the traffic association or freight bureau issues a recommendation 
advice stating the proposed new rate and, in some Cases, the 
proposed effective date. This is done so that all carriers wish- 
ing to publish the new rate may make it effective on the same 
date. This gives all carriers competing for the traffic equal 
opportunity to protect the same bases of rates. 


The Fourth Step 


The next step is the publication of the tariff containing the 
new rate. This may be done either by a tariff publishing agent 
for the accounts of all carriers parties to the arrangement, or 
individually by the chiefs of the tariff bureaus of the respective 
earriers. If the changes are extensive and very urgent, special 
supplements or new tariffs may be issued. If the change is not 
extensive, the change is made in the next supplements to the 
tariffs containing the old rates. A number of changes are ac- 
cumulated until a sufficient number is received to justify a new 
supplement. The new rates become the legal rates at the effec- 
tive dates of the new tariffs or supplements and the changes 
are accomplished. 


Carriers are not bound by the action of other members of 
the traffic association or freight bureau, but may, if they wish, 
establish the rates sought to be adjusted by independent action. 
In such cases, the carriers establish the rates by serving defi- 
nite notice on the other carriers of their intention to publish 
the rates independently and make their own arrangements with 
connecting lines for routing and for the divisions to be applied 
if the rates are applicable over the routes of connecting lines 
and the connecting lines concur in the action. 


Rate adjustments involving only one rate and one carrier 
are, as a rule, simple matters to adjust. When, however, long 
lists of rates, points of origin and destination, and a num- 
ber of carriers and commodities are involved, the matter 
is much more complicated. The rates must be carefully checked 
and compared; the concurrences of participating carriers must 
be sought and obtained if the rates are joint rates over the 
lines of several or a number of roads and routes; through routes 
and divisions must be arranged; checks must be made of other 
class and commodity rates apt to be affected; and similar pre- 
cautions must be taken to assure all carriers that the read- 
justment is necessary and proper and that all contingencies have 
been investigated. This is a tedious and time-consuming process. 
Much of the complaint of shippers of delay in adjusting rates 
is the result of this condition. The preparation of adequate 
data by the shipper requesting the readjustment assists ma- 
terially in reducing the time required to complete the adjustment. 

Rate proposals supported by comparisons of the rates on 
the same commodity between the same points via other routes 
are usually recommended for action without a vote of other 
carriers in the associations. The rate committee of the asso- 
ciation or bureau, or an auxiliary committee of the organization, 
issues a recommendation direct. This reduces the period usually 
required to obtain the vote of the member carriers. 

Rates to or from points intermediate between points where 
rates are published may be made effective by special supple- 
ment on one day’s notice without vote of other member carriers. 
This is in line with the policy and rules of the Commission seek- 
ing to eliminate fourth section violations.’ 

Unfortunately for shippers and consignees, rate proposals 
do not always follow the easy path traced here. Originating 
carriers sometimes refuse to entertain the proposal, other car- 
riers or other shippers object, and the proposal is rejected. 

When obstructions of this type are encountered it becomes 





5See Tariff Circular 18-A, Interstate Commerce Commission. 
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necessary for the parties interested to prepare complaints to 
be presented to the state commissions or to the Interstate Com- 
merce Commission. This involves the matter of procedure in 
rate cases on the informal, special, or formal dockets of the 
Interstate Commerce Commission, if the traffic involves inter- 
state commerce. 

This matter is beyond the scope of the present series of 
articles. 


FREIGHT RATE INQUIRY 
The Traffic World Ottawa Bureau 


This week may witness the conclusion of the hearing by 
the Dominion Railway Board of the general equalization rates 
ease which has occupied months. Counsel for the western 
provinces have submitted their argument, based on evidence, 
the taking of which began last summer, and the board is now 
hearing the argument of the railway. On April 21, W. N. 
Tilley, K. C., presented his argument for the Canadian Pacific 
Railway, and E. P. Flintoft, K. C., followed on the next day. 

When the equalization hearing is ended the board will 
have to turn its attention to some questions which have been 
waiting since last year. There is the instruction of the federal 
government for an early hearing on Alberta coal rates to 
Ontario, and the application for lower grain rates over the 
national transcontinental to Quebec City. 

Three issues of prime importance were dealt with in the 
argument presented by Mr. Tilley. These were the interpreta- 
tion of the legislation of 1925 dealing with the Crow’s Nest Pass 
grain rates, the question whether the Crow’s Nest Pass grain 
rates should be applied westbound from the prairies to the 
Pacific, and the great importance of adequate railway revenues 
if efficient service is to be maintained. Mr. Flintoft, dealt with 
the claim of British Columbia for the abolition of the mountain 
differential and presented comparisons to show the greater cost 
of operating in the British Columbia district than on the prairies. 

In interpreting the legislation of 1925 in regard to the Crow’s 
Nest Pass rates, Mr. Tilley laid down three propositions: 


1. The eastbound grain rates are statutory and are defined by 
the statute as being those in force under the Crow’s Nest Pass act. 
In order to apply Crow’s Nest Pass rates, it is the duty of the board 
to outline on a map the rates actually in existence, in 1898 under 
the agreement, to deduce from this map the scale of rates, and 
to extend their application in accordance with that scale. 

2. The provision against discrimination in the act of 1925 means 
discrimination as between Crow’s Nest Pass rates and grain rates 
that do not comply with the Crow’s Nest Pass act. Under the law 
the board is not at liberty to find discrimination between two rates 
which were both contained in the Crow’s Nest Pass act. 

3. The legislation of 1925 created a special territory west of 
Fort William. That territory has special rates, and there is no 
authority for applying those rates outside of it. 


One of the issues to which Mr. Tilley applied his interpre- 
tation of the act was the claim of Saskatchewan and Alberta for 
the reduction of rates on the branch lines to the scale in force 
on the main line. The branch line rates, he argued, were them- 
selves Crow’s Nest Pass rates, and, therefore, would not involve 
discrimination. 

Dealing with the westbound grain rates from the prairies to 
Vancouver, he claimed there was no justification in law for 
the same mileage rates from the prairies to Vancouver as from 
the prairies to Fort William. To fix such a scale meant dis- 
regard of the element of cost, and implied the charging of equal 
rates under unequal conditions. 

The necessity for surplus earnings for the maintenance of 
adequate railway service was shown, Mr. Tilley stated, by the 
experience of Canada during the war, when some railways found 
themselves quite unable to meet the financial pressure. In 
this connection he quoted evidence presented to the board by 
W. M. Neal, assistant to the vice-president of the C. P. R., that 
in the five year period from 1921 to 1925, the average annual 
surplus of the C. P. R., was only $1,377,635, on an average invest- 


ment of $921,814,000. This, Mr. Tilley described as “not on the° 


thin edge, but almost below safety.” 

As to the difference in operation conditions between British 
Columbia and the prairies, Mr. Flintoft cited as evidence the 
tonnage carried on trains and facts in regard to the helper 
service. He directed attention to Mr. Neal’s evidence in regard 
to permanent pushed service employed in handling of grain east 
from Calgary to Ft. William and west from Calgary to Vancouver. 
On the eastern haul from Calgary to Fort William he quoted 
Mr. Neal’s evidence that the grades on which helper service 
Was necessary were limited to fourteen miles, while on the 
westbound haul from Galgary to Vancouver the mileage of 
permanent pusher grades was 44.7. On the tonnage test he 
recalled that the average number of tons handled by an engine 
from Calgary to Fort William was 2,723, while westbound from 
Calgary to Vancouver with the same class of engine, the 
average that could be handled was 1,554, showing a surplus of 
1,169 tons per train on the eastbound movement. 

The contrast between mountain and prairie operation was 
further illustrated in an analysis of the evidence in regard to 
the number of trains necessary to move one thousand carloads of 
grain. From Maple Creek, Saskatchewan, the rate on grain is 


THE TRAFFIC WORLD 1135 


the same to Vancouver as it is to Fort William, and Mr. Flintoft 
took this point for his illustration. From Maple Creek, he said 
one thousand carloads of grain could be moved to Fort William 
in nineteen trains, while from Maple Creek to Vancouver 37.3 
trains are necessary, or nearly twice as many on the west bound 
as on the eastbound movement. 

“There are two ways of getting to the Pacific Coast,” said 
Mr. Flintoft in relation to the mountain differential, ‘either 
over the mountains as the Canadian Pacific has done, or around 
them, as in the case of the Canadian National. In the face of 
all the evidence that is now before the board, can it be said 
with any justice that you should base a rate structure on our 
mileage and their grades?” 

If the present transcontinental rates are increased it would 
deprive the eastern Canadian producers and the Canadian rail- 
ways of a large volume of business and traffic which they now 
enjoy, stated Mr. Flintoft. He claimed that the evidence had 
shown conclusively that the rates to the Pacific coast are in- 
fluenced by competitive conditions—water, United States rail 
and market, and that the same conditions do not apply in respect 
to shipments to Calgary and Edmonton. 

Any interference with these rates, he said, would not be of 
any material benefit to Calgary and Edmonton as the com- 
modities in respect of which they complain could still be shipped 
to Vancouver by water from any other source of supply and they 
would be deprived, to a great extent, of the eastern Canadian 
source of supply. The eastern Canadian producer has now to 
meet the price fixed in the Alberta market by goods which are 
received via water to Vancouver, he said. 

It is possible, admitted counsel, that the goods shipped under 
transcontinental rates to Vancouver do not bear their full meas- 
ure of the cost of railway service. Discrimination of this sort, 
he claimed, had been shown to be inevitable in any system of 
railway rates and time and again it had been held that this was 
not unjust within the meaning of the railway act. 

On the other hand, he asked, if a reduction from the normal 
basis of rates were granted Calgary and Edmonton, what excuse 
would there be for refusing to accord similar treatment to other 
prairie points? This, he asserted, would involve a tremendous 
loss of revenue to the rail carriers and would force them to with- 
draw transcontinental rates altogether. The whole question, in 
his judgment, narrowed itself down to whether the transcon- 
tinental rates have been justified on the grounds of competition. 
He submitted that they had; but if not, then the only proper 
remedy would be to withdraw them and allow the normal basis 
to apply on these particular commodities just as it does on other 
commodities not affected by competitive conditions. 


Turning to the matter of live stock rates, Mr. Flintoft re- 
ferred to evidence which showed that the live stock industry in 
both eastern and western Canada had reached large proportions, 
and had enjoyed a basis of freight rates in both territories 
which was relatively lower than that applied to any other class 
of traffic. A comparison of those rates, east and west, showed 
lower rates for short hauls up to 75 miles in the west, while for 
longer hauls there were comparatively small differences. Spe- 
cial freight rates on a low basis were in effect on horses, cattle, 
sheep and hogs from the three Prairie Provinces to eastern 
Canada, he said, and particularly from shipping points in the 
provinces of Alberta and Saskatchewan, from which the rates 
to eastern Canada have been flattened out very sharply from 
the territory west of Saskatoon and Moose Jaw. This being 
the situation as the railways see it, they claim that the existing 
schedule will not justify any reduction, he said. He then dis- 
cussed the question of branch line rates which are somewhat 
higher than the main line schedule. He maintained that the 
rates now in force were in accordance with those authorized by 
the act of 1925, and no adequate reason for reduction had been 
adduced during the present inquiry. 

Replying to the contention that, if the rates on westbound 
grain were reduced, the flow of grain to Vancouver would be 
increased, he said the grain movement to Vancouver was already 
greater than the ocean tonnage could take care of. He added: 


At no time since the movement of export grain via Vancouver 
commenced has any vessel been delayed for its grain cargo but 
on the contrary the railways have at all times delivered grain to 
Vancouver far in excess of the outlet for the same, and this at 
times has resulted in serious congestion of terminals from Van- 
couver east to and including Calgary. We have repeatedly had the 
sidings plugged up with cars loaded with grain for Vancouver for 
which there was no vessel accommodation available to carry it 
away. We have had to hold them there for weeks at a time. 

Congestion of this character, beginning in the fall of 1922, re- 
sulted in the putting into effect of the so-called permit system. 
Once or twice we have tried to get along without the permit system, 
but that has always resulted in a complete blockade with the result 
that we had to put an absolute embargo on both lines against the 
movement, 


Continuing, Mr. Flintoft contended that the railways had 
always recognized the importance of operating a tariff for grain 
traffic which would give the greatest possible encouragement to 
so important a section of the Dominion’s trade. Most of the 
suggestions offered by opposing counsel for the western 
provinces were impractical, he said, and would not be for the 
benefit of the trade as a whole nor produce the advantages which 
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were claimed would result. Any change would only have the 
effect of dislocating present conditions and develop no com- 
pensating improvements, he said. 

Mr. Flintoft resumed his argument April 26. Summing up, 
he claimed that it had been shown that freight rates were not 
increased in the same proportion to the increases in wages and 
material prices during the period 1916 to 1920, and the eom- 
pany’s surplus during the last three years of that period had 
consequently been eliminated. It had’ been shown that freight 
rates had been reduced during the period 1921 to 1923 in excess 
of the decrease in operating expenses, he said, so that notwith- 
standing more efficient methods of operation that had been put 
into effect there had been no improvement in the company’s 
situation and the average surplus had been still further reduced. 

Based on the “fair return” on investment (as fixed by the 
Interstate Commerce Commission) during the period 1921-1925, 
the average net earnings of the company were short of $15,- 
931,459 per annum, he said, and maintained that the company 
is being administered in an honest, efficient and economical 
manner, the benefits of which have accrued directly to the public 
so that they are enjoying service at freight rates lower than 
any comparable service in other countries. It was only, he said, 
by reason of the fact that the C. P. R. had been financed on 
such conservative lines in the past and that so much money 
had been put back into the property without being capitalized, 
that it had been able to survive during the war and the strenuous 
years following it. The railways had not been allowed to take 
advantage of the period of high prices during the war, and since 
the war the reductians in expenses had not kept pace with the 
decrease in rates, and, therefore, notwithstanding that the year 
1926 was a period of abounding traffic, the surplus was less than 
$7,000,000 on a business of nearly $200,000,000. 


It must be borne in mind, declared Mr. Flintoft, that the 
prosperity of the country as a whole depends to an important 
degree on the prosperity of the railways, for the latter are the 
largest single employers of labor and purchasers of materials. 
If their net earnings are not ample, it will be difficult to attract 
the new capital needed for additions and improvements and 
there would be curtailment of service and loss to the shipping 
public. Consequently, in any readjustment reductions in revenue 
must be made good by corresponding advances in rates. 

Shortly after Mr. Flintoft began his argument on the Que- 
bec grain rate application, Commissioner Frank Oliver asked: 
“The main question is how to divert more Canadian grain trade 
through Canadian ports. What suggestion have you to make to 
help this situation?” 


“The real crux of the situation,” replied Mr. Flintoft, “is 
the supply of ocean tonnage and we do not think that the pres- 
ent situation can be altered simply by lowering the grain rate 
by rail, During the season of navigation the grain is moving 
by the all-water route to Montreal to the exclusion of the rail- 
ways.” Mr Flintoft added he did not see why the railways 
should be asked to make a lower rate when they handled the 
grain from Fort William eastward only for a few months of the 
year. 


“It is certain,” he said, “that if this grain rate by rail were 
lowered the United States roads would meet the reduction to 
get the carriage of this grain to the seaboard, where there is 
a large number of vessels ready to take it, in many cases, sim- 
ply as ballast.” He added: 


We would like to see as much of this grain carried through 
Canadian ports as is possible, but, no matter what we do, short of 
prohibiting the movement of Canadian grain through United States 
channels, there will always be a large proportion of our grain mov- 
ing through United States ports. 

As for the application for a rate of 11.6 cents per bushel to 
Halifax and St. John, it would be unjustifiable to compel the rail- 
ways to put in such a rate when you consider that Halifax and 
St. John have the advantage of the New York rate, the benefit 
of the same rate as that for Quebec. There has been a satisfactory 
increase in the movement of grain through the port of St. John 
this year. We shipped out of St. John this season 23,000,000 bushels 
of Canadian grain, a very satisfactory showing and we are giving 
a very favorable rate basis to Canadian ports on that traffic. Again 
the rates from Toronto or Detroit, say, to New York and St. John 
are the same and we submit it would be a very serious matter to 
interfere with that rate relationship. 

We are fairly in sympathy with the Quebec Harbor Commis- 
sioners in their desire to develop trade through that port, but we 
do not think that this is the ong we way to achieve that purpose or 
that this would yield the results hoped for when dealing particularly 
with the application of the Quebec Harbor Commission for a rate 
of 11 cents from Fort William and Armstrong to Montreal and Que- 
bec by rail, and 11.6 cents to St. John and Halifax in the winter. 

We believe that any interference with the present condition of 
rates between Fort William or Armstrong to Quebec would lead to 
action on the part of the United States trunk roads running out of 
Buffalo to meet that lowered rate, and which action would in turn 
cause a depression in the grain rates from Georgian Bay ports. We 
are not so directly affected as the Canadian National Railways, as 
the application, if granted, would apply initially to the National 
Transcontinental section between Fort William and Quebec city. 


In conclusion, Mr. Flintoft commented upon the great im- 
portance of the decision which the Commission was called upon 
to make, the huge interests which would be affected by that 
decision and the widespread interest with which that decision 
was awaited throughout the Dominion. 

Mr. Flintoft was followed by Allistair Fraser for the Cana- 
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dian National Railways, who said “the intention of the govern. 
ment in its instructions to the Railway Board in the present 
equalization case was not to direct any general reduction in 
freight rates, to reduce the present level of rail rates.” Deputy 
Chief Commissioner Vien interrupted to say: “The difficulty 
of the board in this present case is to determine what rates are 
just and reasonable to the country, as well as to the railways,” 

Mr. Fraser proceeded to point out that “the government, in 
its instructions to the board, cannot be taken as asying that 
the present freight rate structure is not all right.” Mr. Fraser 
argued that the Canadian railways were receiving a smaller 
return for similar services than those in the United States, 
and that all the railways in Canada, with the exception, possibly, 
of Temiskaming and Northern Ontario and the Pere Marquette, 
were operating at a loss. 

Mr. Fraser continued his argument on April 27. He pointed 
out that ton-mile service in the United States was almost the 
same thing as ton-mile service in Canada, but that in the United 
States a somewhat higher rate was paid. 

Mr. Fraser also dealt with mountain differentials and ex. 
amined the exhibits. He argued that they showed clearly that 
Canadian National maintenance of way and _ structures was 
higher in British Columbia than in the prairie provinces and that 
operating costs were similarly higher. He stated that this was 
equally true with respect to grain tariffs from the prairie prov- 
inces to the Pacific ports for export, which were considerably 
in excess of those on grain moving eastward from the prairies 
to Port Arthur on the Great Lakes and that these movements 
of grain into Canadian Pacific ports entailed a 100 per cent empty 
haul movement eastward. 

Mr. Fraser dealt with the question of grain rates in north- 
ern Alberta and Saskatchewan, which were on a slightly higher 
basis than on the Canadian Pacific main line. He argued that 
under the railways act, when grain rates were made effective 
by statute, the basis of such rates was not the Canadian 
Pacific main line basis, but was the basis in effect in northern 
Alberta and Saskatchewan for many years after the Crow’s Nest 
Pass act was passed. He argued that, in any event, the rail- 
ways act was a justification for such higher rates, added to 
which was the fact that conditions in the north were such that 


higher rates could properly be charged on grain than in the 
south. 


CANADIAN RAIL EARNINGS 


Traffic earnings of the Canadian Pacific Railway for the 
week ended April 21 were $3,240,000, an increase, compared 
with the same period last year, of $197,000. The gross earnings 
of the Canadian National Railways were $5,009,109 as compared 
with $4,640,880 for the corresponding week of 1926, an increase 
of $368,228. 


CANADIAN RAILWAY FINANCE 


The Traffic World Ottawa Bureau 


Steady progress is being made by the government in ad- 
justing the differences that exist between it and those who have 
invested in the various railways consolidated in the Canadian 
National Railways. 

With the approval by Parliament of the settlement with the 
Grand Trunk Pacific debenture holders, most of whom are in 
London, England, the government is now engaged in the detail 
work of replacing the original issue with that which has been 
devised to satisfy the claims of the investors. The total amount 
of the original issue is $34,879,252 at four per cent. By the 
approved plan of settlement, the interest rate will be 2 per 
cent, with a 2 per cent sinking fund, and the entire issue will be 
wiped out in 32 years, or at the rate of a little over $1,000,000 
annually. The four per cent debentures are to be exchanged 
for Dominion of Canada guaranteed stock. 

Another step will be to take the Grand Trunk Pacific Rail- 
way out of the receivers’ hands. Ever since its inception, 
practically all the business for that road has been transacted 
through a receiver and it has never been out of the exchequer 
court of Canada. Final settlement of the outstanding claims 
against that road held by private interest paves the way for 
abolishing the receivership and this will be done as soon as 
the various and necessary details can be disposed of, which 
will probably be before the end of this year. 

As for the Canadian Northern -issue of $24,137,846, made 
about 1910 and maturing in 1930, it is unlikely that anything 
will be done by the government before the maturity of that 
issue. That the issue will be redeemed in 1930 is regarded as 
inevitable as the Canadian National Railways cannot safely 
repudiate or postpone such obligations. This obligation of 
$24,137,846 is included in the total funded debt of the national 
system, which is $935,000,000. Interest might be paid if earned, 
which is the manner in which the interest is referred to in the 
government documents. The Canadian Northern system, against 
which these securities were issued, extended originally from 
Fort William and Edmonton, but it is held that when it comes 
to determine at the present time the warrant for paying interest 
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on that issue it would have to be applied over the whole national 
system, which acquired the Canadian Northern. 

While some representations were made last year on behalf 
of investors in the old Grand Trunk, it is believed there is no 
likelihood of the government admitting any obligation in that 
direction. It is held that, since the government, in May, 1920, 
became responsible for the financing of the Grand Trunk, there 
has been put into that road by the government in the form of 
investment $118,582,182 in cash and $50,000,000 by way of 
guarantee, or a total of $168,000,000, while the total of the 
common and preferred stock is only slightly over $180,000,000. 


CANADIAN CAR LOADING 
The Traffic World Ottawa Bureau 


The holiday on Good Friday was responsible for the large 
decrease in car loadings for the week ended April 16, which 
were lower than the previous week by 5,257 cars. There were 
decreases in all commodities except pulp and paper and ore, 
which showed increases of 72 and 121 cars, respectively. The 
largest decreases were in merchandise, which was lower by 1,805 
cars, grain by 1,129 cars, miscellaneous freight by 696 cars, 
pulpwood by 644 cars, and live stock by 583 cars. Compared 
with the corresponding week in 1926, loadings were lighter by 
1,929 cars. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 


EASTERN CANADA 
—For the Week Ended— 
Apr. 16, Apr. 9, Apr. 17, 



























































Commodities 1927 1927 1926 
Grain and Grain Products........escecece 1,454 1,611 2,105 
BENE IE aid accsieve Venere o-cicces ec cpasiernble mews 953 i, 1,031 
GEE Geena srareisinwmalacegiarihireoovsigrsieeies Seales asia 4,317 4,636 3,225 
BE Caio di ip ae 6Acah Wieaen swab +wwOeenseeee 287 242 302 
I a aiatar ane isi gia -eiais\e-siaaie sidenciampateinarnenne 2,479 2,632 2,418 
data aravssaarcie'sio e:aieieie aie Cnie ou iorsele 2,143 2,850 2,405 
ee OE ere ene 2,078 2,005 2,044 
Other Forest Products... ccsciveccevecees 986 1,056 1,173 

aN ea rola tne ar Gntgrw-e-4o-eia-ct0-& reais Sialwiaielt 633 571 631 
ae ee Aree 11,411 12,893 12,627 
DEN. | crcigiie. vanes. cow aes gnvieseenenne 10,469 10,882 10,002 

i ee 37,210 40,545 37,063 

Total Cars Received from Connections 42,031 36,557 35,594 

WESTERN CANADA 
Grain and Grain Products... ....ccccvcece 4,280 5,252 4,497 

Dl GEE ch WordG:swiebineaeing wiv oniauweyenaee 782 ‘ . 
NEN sss anbininreiqieieiew-oretet-e/Gietaianeleainee gaa eels Hee 1,085 1,028 
I. Siciciassp arose cra Arb SE -ararenaw i ial wean om iotaaee 38 29 
eee slg. sande Ria Qala oie wou elnwenl ssw 1,081 1,098 1,058 
I as arsine a eniseniiedhs ce@eewens Vues 326 
EO OnE en 185 186 247 
Other Forest Products. c..cccccvccsvcveccce 1,737 1,881 2,107 
RIN haa aetna ae esata aioe: 0enesois We'o Sia sip Sow elaleew 816 757 738 
IS, Big, Me, Tiss ore: sin'e v-sie.0:n-e ¥enrw cine 4,434 4,757 4,404 
i ee ene ee 2,779 3,062 3,603 

OCR CUBR TORGOG 6 occ 0:6. 0:0560:6 000000000 17,543 19,465 18,719 

Total Cars Received from Connections 2,863 3,135 2,928 

TOTAL FOR CANADA 
Grain and Grain Products.........-sseece 5,734 6,863 6,602 
BI IIIs is \ociarera vc vcioiwinivae ees oe aesigneme’ : 2,318 2,125 

ES amind@neeeeoweeis new wseT~ Raa ewsouloee 5,402 5,664 4,062 
BN ccakrincipcaridasiewiorieine snes awiousajoews 325 272 331 
ce an ES SS ROE 3,560 3,730 3,476 
i EO nee oat ,469 3,113 2,510 
eR TN NI og 5204-0 wivioicraresaeaisieie eis 2,263 2,191 2,291 
CUO? PUPEEG PrOGucts,. «oo: 00:0.0:506060000 00 2,728 2,937 »280 
RE rear lac 410) 44s dcbie nib Bwewe > e Oe eSS 1,449 1,328 1,369 
Se ae Pee ee 15,845 17,650 17,031 
IED G.oa.5ss:t- sieeve s on nisere P6sie sie 06% 13,248 13,944 13,605 

OG REN: TAG. 0:<.9.0:5:0-0:05:0,610:00 08-909 54,753 60,010 56,682 

Total Cars Received from Connections 44,894 39,692 38,522 

CUMULATIVE TOTALS TO DATE 

Grain and Grain Products...........eeee- 119,926 100,696 
RM MIN oarcic acorn sicko Wap clowesvabad eases 31,148 31,016 
MME fevslail)scerevalaraicio 4 cit Sie lwince arse Wiers.areisisitiomieieions 95,729 67,669 

Coke TLE EEE LET LE 5, 41 4 
IN sats ui Saian gb uicresneoaveoinsmenmamced’ 47,834 49,296 
IM ov ainerchangiciowiorerareiniaciarnsaeibseiatvinied . 78,667 55,919 
— and NY 210 a tarn deren covocuesieiaioee'e ay eae 

er Fo ee errr er ’ ’ 
Ore sos: ee oe 420,961 521,301 

eromemeee, 2s Cy Lessccseccce seein ’ ’ 
PN ra5.c cis ce.cierwenieicinvoneserscis-cb' seis 178,145 170,580 
pe he. 905,639 823,093 
Total Cars Received from Connections 592,085 559,275 


NIPISSING CENTRAL EXTENSION 


A decision of far-reaching importance by which it becomes 
possible for Nipissing Central Railway being extended from its 
present terminus at Cheminis to Rouyn is reported. It is stated 
definitely that Hon. L. A. Taschereau, Premier of Quebec, has 
decided to permit the Ontario government-owned railway to 
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extend its line into the Quebec mining field. An announcement 
is expected from Premier Ferguson, of Ontario, almost imme- 
diately, in connection with the plans for construction. Things 
are in readiness for an early start, so that the line can be com- 
pleted in the autumn of this year. The extension of the Nipis- 
sing Central will provide an easy route for shipment of copper 
concentrates from Kirkland Lake. It has evidently been decided 
by Premier Taschereau that the Quebec mining field’s develop- 
ment will be assisted by the extension. It is estimated that 
the 35-mile branch can be completed about seven months after 
the work commences. 


ASSOCIATED TRAFFIC CLUBS’ MEETING 


(By a Staff Correspondent at Memphis, Tenn.) 


The entire afternoon of the first day of the fifth annual 
meeting of the Associated Traffic Clubs of America at Memphis, 
Tenn., April 26 and 27, was devoted to the report of the educa- 
tional committee, which was authorized a year ago and whose 
report of a plan of operation was adopted at the Milwaukee 
convention six months ago and later ratified by a majority of 
the member clubs. 

Chairman W. E. Butterbaugh, of Chicago, made the report 
for his committee which, he said, was one of progress. The 
first six months of its life had been taken up with organizing 
the committee, instructing its members as to their functions 
and drawing up the plan adopted at Milwaukee, on which all 
the clubs had not yet acted. However, 37 of the 50 member 
clubs had ratified it, and only one had actually refused to ratify 
it. The others were still considering it or had made no report 
of what they were doing with it. Eighteen of the clubs had 
appointed educational committees in line with the plan adopted. 

The first year’s effort, Mr. Butterbaugh said, would be de- 
voted largely to publicity. It was hoped to arouse traffic men 
to the situation of their profession as compared with other fields 
of business endeavor. Then workers must be enlisted. It was 
hoped to single out traffic men who wished to aid and to bring 
about the appointment of local committees. Then these must 
be set to work. The general committee expected to do and had 
done the following things: 

1. Prepare material for club programs. Much of this was 
under way. 

2. Give encouragement to round tables or study groups 
in local clubs. He mentioned Atlanta as a notable example of 
what had already been done in this respect. Its round table 
discussions attracted an average attendance of 135. He men- 
tioned other indications of the intellectual craving in traffic 
clubs. 

3. Bring about publicity through written and published 
articles relating to traffic and the distribution of articles written 
by others. He told how some of this had been done. 

4. Send or procure speakers to address clubs along educa- 
tional lines. 

5. Give service to schools with respect to material for 
courses. 

6. Cooperate with other organizations, such as the National 
Industrial Traffic League, shipper conferences, and regional ad- 
visory boards. 

In the future, he said, it might be thought advisable and 
the association might see its way clear to set up some standard 
by which the excellence of traffic men might be measured, as 
was now done in the accounting and other professions. In this 
connection he mentioned the English Institute of Transport. 

He suggested that the work of the committee might be 
divided, the work of publicity and that of furnishing speakers 
being given to two additional or sub-committees. 

He displayed interesting exhibits of club publications and 
notices. 

The report was discussed in a sympathetic and friendly way 
by a dozen or fifteen delegates and Mr. Butterbaugh and the 
president answered many questions. At the close of this dis- 
cussion the report was accepted by a unanimous vote. 


Opening of Convention 


The convention was called to order at 10:30 o’clock Tuesday 
morning by President T. T. Webster. Prayer was offered by 
the Rev. Dean Israel H. Noe. Then President Walter D. May, 
of the Memphis club, introduced Rowlette Paine, mayor of Mem- 
phis, who made an address of welcome and told something of 
the importance to Memphis of the government barge line on the 
Mississippi River. Response was made by President Webster. 

Two women delegates were introduced—Miss Winifred 
Bauer, of the Women’s Traffic Club of San Francisco, and Mrs. 
Mynoma De Groff, president of the newly formed Twin City 
Women’s Traffic Club. She is traffic manager for Reinhard 
Bros. Company. Both made brief remarks. 

Secretary F. A. Doebber made his report, the chief item 
in which was the ratification by a majority of member clubs 
of the action taken by the delegates at the previous meeting at 
Milwaukee. 

The report of the treasurer, W. D. Vandenburgh, showed a 
balance on hand of $2,772 as of November 1 last, with dues 
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since to be added and expenses since, including those of the 
present convention, to be deducted. 

T. C. Burwell, chairman, reporting for the board of directors, 
contented himself with saying that the board had met all day 
until a late hour the day before, considering many things, and 
that, if it had done nothing else worth while, it at least had, he 
believed, arrived at a method of curing the great weakness of 
the association—its inability to get contact with the individual 
members of the traffic clubs. The plan, he said, would be ex- 
plained later. 


Membership Report 


T. B. Curtis, chairman, reported for the membership com- 
mittee, as follows: 


1. In reporting the work of our membership committee the past 
year, your general chairman asks you to recall that he has occupied 
this position two consecutive years and has, naturally, gathered 
some fair idea of conditions at majority of the points throughout 
the country where traffic club organizations are established; there- 
for, we now submit you a somewhat brief synopsis and would be 
glad to have your questions upon and at any point herein: 

2. Under direction of the general chairman at Atlanta and as- 
sistant general chairman at Cincinnati, the organization of your 
membership committee was completed with seven regional vice- 
chairmen and twenty-six members. A total personnel of thirty-five 
men, located at twenty-five points throughout the country. 

. Our present roster consists of fifty member ‘clubs, represent- 
ing 55 per cent of the present available membership material in 
America. 

4. Our files are voluminous upon each of these forty-one in- 
stances. Our recommendation at this time, is that each of our 
member-clubs be assigned one—or two—of these non-member units 
and that they be requested, in these assignments, to exert every 
effort with their neighbors (through contacts or —— in working 
up the proper sentiment toward producing their applications and 
that a report upon each assignment be submitted at our next meet- 
ing. 

5. Your committee remarks upon the fact that during the year 
there was no dissolution of any traffic club organization. In the pre- 
ceding year several newly formed clubs disbanded and our effort has 
been directed toward revived interest. We feel this effort will, in 
the near future, bear fruit at Jacksonville, Fla. Your committee has 
purposely refrained from encouraging organizations at points that had 
not sufficient volume of shipping and carrier interests—experience 
having shown that such formations merely insured an early demise 
and consequent reactions against our general program. 


6. At a number of points our development work is progressing 
but unfortunately your general chairman has not | enn been in 
position (majority of the year) to push this work as much as he 
would have liked and is hopeful the foundations laid at these points 
will be vigorously pursued by his successor. Our records will show 
that in a number of really large cities, a traffic club development 
is not only possible but highly desirable and the accomplishment only 
requires proper treatment and attention. 


The recommendation for the new plan of going after mem- 
bers was discussed fully and adopted with the rest of the report. 
It was made clear that the policy of the committee and the asso- 
ciation was not to enedeavor to organizae new clubs except 
in localities where they were needed and would be self-sustaining. 

President Webster appointed the following committee on 
procedure: Mr. Speiden, of Louisville, chairman; Mr. Hesse, of 
St. Louis; Mr. Otto, of Dayton. 

He appointed the following nominating committee to name 
candidates for the offices and four places on the board of di- 
rectors: Messrs. Flanagan, Chicago, chairman; Manning, At- 
lanta; Lucas, Birmingham; Galleher, Cincinnati; Hitzelberger, 
Dallas; Snell, Decatur; McPherison, Grand Rapids; Baldridge, 
Indianapolis; Speiden, Louisville; Russell, Memphis; Otto, Day- 
ton; Manske, Milwaukee; Champlin, Richmond; Hesse, St. 
Louis; Roe, Tulsa. 


Election of Officers 


At the Wednesday session, by the unanimous adoption of 
the report of the nominating committee, T. C. Burwell, vice- 
president and general manager of the A. BE. Staley Manufac- 
turing Company, Decatur, Ill., who was third vice-president and 
chairman of the board of directors of the association, was elected 
president, to succeed T. T. Webster. Other officers elected 
were: W. C. Fitch, San Francisco, executive vice-president; 
T. B. Curtis, Atlanta, first vice-president; H. W. Roe, Tulsa, 
second vice-president; P. R. Flanagan, Chicago, third vice-presi- 
dent; F. A. Doebber, Indianapolis, secretary; W. T. Vanden- 
burgh, Louisville, treasurer. The four directors elected were: 
R. L. Galleher, Cincinnati, to succeed S. S. Butler; W. H. Hitzel- 
berger, Dallas, reelected; C. B. Hesse, St. Louis, to succeed E. 
L. Dalton; N. J. Elliott, Baltimore, reelected. Later the board 
of directors elected T. T. Webster a director to fill the vacancy 
caused by the election of H. W. Roe to a vice-presidency, and 
W. C. Hull, of Richmond, Va., to the vacancy on the board caused 
by the retirement of C. T. Stripp. Mr. Webster was elected 
chairman of the board. Richmond was chosen as the place of 
the October meeting of the association. The reappointment of 
T. B. Curtis, chairman of the membership committee, and W. E. 
Butterbaugh, chairman of the educational committee, was an- 
nounced. 

The Wednesday session of the association opened with a 
discussion of the subject of interchange of club courtesies, 
S. S. Butler being chairman of a special committee. He re- 
ported that any such general plan was impracticable and, after 
some discussion, his report was adopted. 

With respect to transportation legislation, it was decided 





Vol. XXXIX, No, 18 


that the committee on procedure should make digests of H. R. 
17390, the bill introduced under National Industrial Traffic 
League auspices for the amendment of section 15-a of the trans. 
portation act, and H. R. 17403, which is a redraft of the Parker 
railroad consolidation bill, and that these digests, together with 
copies of the bills, should be sent to member clubs for study 
before the meeting next October. 

It had been directed at the Milwaukee meeting last October 
that the president appoint a special committee on the subject 
of bringing about closer cooperation between shippers and car. 
riers in the matter of loss and damage and overcharge claims 
but President Webster reported that he had himself developed 
by correspondence with the various claim conferences that they 
were willing to furnish literature and speakers on this subject 
and it was directed that the secretary should inform member 
clubs how to get this information. 

Under the head of “service to member clubs” there was 
the usual long discussion of many things. One definite result 
was that the secretary was instructed to send to members clubs 
his recapitulation of the information received as a result of his 


questionnaire to member clubs with respect to their various 
activities. 


Importance of Traffic 


As a means of bringing to the attention of business men 
the importance of traffic through action by Herbert Hoover, 
W. E. Butterbough offered the following resolution, which was 
adopted and now goes to member clubs for ratification: 


Whereas, the United States Department of Commerce, since 1920, 
has been actively engaged in a national movement for the elimina- 
tion of industrial waste, and 

_ Whereas, the various divisions of the department, have been 
actively aiding in the campaign in many specific directions, such 
as railway transportation, improved inland! waterways, enlarged 
electrification, improved statistics, manufacturing processses, con- 
struction industries, simplified practices, business documentation, 
distribution, fisheries, and highway safety, and 
; WHEREAS, “the whole program on the part of the government 
is one fundamentally to stimulate action among the various indus- 
tries, trades, and consumers themselves,’’* and that ‘“‘it is obviously 
not the function of government to manage business, but to investi- 
gate economic questions, to survey economic phenomena and to point 
out the remedy for economic failure, or, the road to: progress, to 
inspire and assist co-operative action and to stimulate forces to 
these ends, all of which are well within their proper field of public 
service,’’* and 

Whereas, ‘‘there is only one way to further advance the high 
standard of living in this country and that is by improved methods 
and processes, by the elimination of waste in materials, and motion 
in our production and distribution system,’’* and in the “improvement 
in methods of management,’’* , 

Be it resolved, by the Associated Traffic Clubs of America, 
representing more than ten thousand men and women, located in all 
sections of the United States, and engaged in the management of 
traffic for carriers and shippers, at their annual meeting, that the 
attention of the Hon. Herbert C. Hoover, secretary of commerce, be 
called to this situation and that he be asked to use his efforts, and 
the efforts of his department, and particularly of the transportation 
division, in the elimination of industrial waste in its relation to the 
management of traffic, and that they study this problem and call 
the result of their findings to the attention of executives charged 
with the management of our industrial and commercial establish- 
ments. 

There was a discussion as to the proper name for a traffic 
club, the subject having been docketed at the request of the 
St. Louis club. The subject was tabled, after a long discussion, 
the consensus apparently being that this was a matter of local 


taste and consideration. 


Club Publication 


The board of directors at its meeting Monday, it was re- 
ported by the president, had decided on the publication of a 
four page quarterly bulletin to be sent in the quantities needed 
to secretaries of member clubs for circulation among their mem- 
bers. This was the matter referred to the previous day by Mr. 
Burwell. The bulletin will be called “The Associated Traffic 
Clubs Bulletin.” It will deal with the activities of the associa- 
tion and will be edited by Henry A. Palmer. 

Mr. Burwell explained to the delegates that the Shipping 
Board stood ready to furnish speakers at club meetings for the 
purpose of giving advice and information in the development of 
export business and that a committee would be appointed by 
the president to serve the clubs in this respect. This com- 
mittee would also endeavor to assist clubs in the general mat- 
ter of obtaining speakers. 

With reference to dockets for future meetings it was sug- 
gested that member clubs might well be more fruitful in pro- 
posing subjects to be discussed for their benefit or to obtain 
general indorsement of their views. 

Invitations for the 1928 annual meeting were received from 
San Francisco and Savannah. Richmond, Va., asked for the 
semi-annual meeting next October. 

The usual resolutions of thanks to the local club, the hotel, 
etc., were adopted. 

There was a “stag” banquet Tuesday night for the local 
club and the visiting delegates. The principal speaker was 
Lieut. Col. W. M. Mumm, of Columbus, Ohio. His subject was 
“America and the Peace Question.” He pointed out the dangers 





*Extract from thirteenth annual report of the Secretary of Com- 
merce. 
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of some of the pacifist propaganda and the motives of some of 
its authors. There were brief remarks also by T. T. Webster 
and Henry A. Palmer, and a program of entertainment. The 
Traffic Club of Memphis, at its regular luncheon Monday, enter- 
tained the officers and directors of the association, in the city 
a day in advance of the convention for the board meeting. 
President Webster, of the association, was called on for a few 
remarks. The club, instead of awarding the $20 in attendance 
prizes, according to Program, voted instead to contribute the 
money to the flood sufferers. The association officers and direc- 
tors were also allowed to contribute to the fund and the hat was 
finally passed and a generous amount was gathered. 

The local committee, under the leadership of J. L. Harris, 
provided entertainment for the wives of delegates also. 

A dinner dance in honor of visiting delegates and their wives 
was given by the local club at the Hotel Peabody Wednesday 
vening. 

? There were 39 clubs represented at the convention by 86 
delegates and alternates, and 114 visitors registered. 


Object of Association 


The board of directors has instructed the president to ap- 
point a committee to study and report at the next meeting of 
the association on the advisability of including, in the object 
of the association, as stated in the constitution, other activities 
and purposes, actual or contemplated, than those stated. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club, Minneapolis, held a meeting at the Nicollet 
Hotel April 28. Congressman Walter H. Newton spoke on 
“Transportation Problems Before Congress.” There was a pro- 
gram of entertainment. 





The Transportation Club of St. Paul held a meeting at the 
St. Paul Hotel April 26. A moving picture, “Rocky Mountain 
Climbing Exploits,” was shown. 





The Oakland Traffic Club Sigma Beta Chi held a meeting 
in the Athens Athletic Club, April 19. Mr. Yokum, assistant 
superintendent, Southern Pacific, western division, spoke on 
electric and steam lines and locomotive construction. F. More- 
house, Nelson Steamship Line, spoke on China, from where he 
has recently returned. L. B. Hughes, traffic manager, Mont- 
gomery Ward & Co., presided. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, April 26. G. Harold Porter, manager of 
the Pacific division of the Radio Corporation of America, spoke 
on “Radio, Navigation and Communication.” His talk was 
illustrated by two reels of motion pictures, “Safety at Seat.” 
A joint meeting with the Pacific Coast Claim Conference will 
be held May 10. 





There was an attendance of 175 at the third annual “Minstrel 
and Ladies’ Night” of the Transportation Club of Evansville, 
held at the Chamber of Commerce April 20. 





The Traffic Club of Oklahoma City will hold an “Oklahoma 
Short Line Railroad Night” at the Oklahoma Club, May 4. Bird 
M. Robinson, Washington, D. C., president, American Short Line 
Railroad Association, will be the principal speaker. On May 
10 the club will, jointly with the Oklahoma City Chamber of 
Commerce, entertain officials of the Missouri Pacific with a 
luncheon at the Oklahoma Club. 





The Association of Railroad and Steamboat Agents of Bos- 
ton will hold its “Spring Smoker” at the American House, May 
2. There will be an elaborate program of entertainment. 





The Denver Commercial Traffic Club held its twelfth annual 
meeting at the Chamber of Commerce Building April 20. H.R. 
Huffman and F. H. Herzberger were elected directors to fill the 
vacancies of R. H. Hitt and J. W. Day. Charles J. Hotchkiss was 
reelected director. Past activities of the club were reviewed. 
At a meeting of the board of directors that evening the follow- 
ing officers were elected: President, E. L. Adams, traffic man- 
ager, McPhee & McGinnity Lumber Company; vice-president, 
W. F. Burr, traffic manager, Daniels & Fisher Stores Company; 
secretary-treasurer, Charles J. Hotchkiss. 





The Traffic Club of Baltimore will hold a meeting at the 
Rennert Hotel, May 3. Henry Edward Warner, of the Baltimore 
Sun, will speak on “Public Opinion, the People and the Press.” 
There will be a program of music on the Brunswick Panatrope, 
furnished by the Consolidated Gas, Electric Light and Power 
Company. Plans will be discussed for the “summer outing.” 





_ The Jamestown (N. Y.) Traffic Club held the largest meet- 
ing of its history at the Hotel Jamestown, April 21. The meet- 
ing was designated “carriers’ night,” and was attended by 135 
executives, operating and traffic officials, and 135 local manu- 
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facturers, shippers and club members. Thurman (Dusty) Miller, 
humorist and writer, Wilmington, O., was the principal speaker. 
Numerous short talks were made at the call of the toastmaster. 
The next meeting will be in the nature of a summer outing at 
Chautauqua Lake in July. 





The Traffic Club of Kansas City will hold a luncheon at the 
Hotel Baltimore, May 3. Lela Ward Gaston, radio entertainer, 
will present several character sketches, as a part of the program 
of entertainment. 





The Cincinnati Traffic Club will hold a dinner-meeting at 
the Hotel Sinton, May 9. George D. Crabbs, chairman, Cincin- 
nati Terminal Committee, and Col. C. O. Sherrill, city manager, 
will be the speakers. 





The Indianapolis Traffic Club held the first of a series of 
educational meetings at the Spink Arms Hotel, April 28. R. B. 
Kinkaid, general freight agent, C. I. & W., spoke on “Rates.” 
Entertainment included, among other things, several songs sung 
by Dallas Galbraith, accompanied at the piano by his sister. 
Lawrence N. Helm, commercial agent, N. & W., has been elected 
president of the club to fill the unexpired term of Oliver R. 
Davies, resigned because of promotion to general agent, Erie, at 
Minneapolis. 





The Toledo Transportation Club will hold its election of 
officers at the club rooms in the Secor Hotel, May 7. The regular 
meeting will be held in the evening. The name of W. I. Nokely 
has been presented by the nominating committee for president. 





The Traffic Club of Cleveland will give a dinner, jointly with 
the Great Lakes Regional Advisory Board, at the Cleveland 
Hotel, May 4, the day of the regular quarterly meeting of the 
board. 





The Junior Traffic Club of Chicago will hold a meeting in 
the new quarters of the Traffic Club of Chicago, at the Palmer 
House, May 5. Moving pictures of Jasper National Park (Can.), 
Mount Robinson and Alaska, furnished by the Canadian Na- 
tional, will be shown. Members of the club and their friends 
took a trip through the Chicago freight tunnels, as guests of 
the Chicago Tunnel Company, April 30. 





The Traffic Club of Chicago announces that on and after 
May 2 it will be established in new quarters, with entirely new 
furnishings and equipment, at the Palmer House. Formal in- 
auguration of the new officers of the club will be held at the 
annual meeting, May 16. 





The Transportation Club of Louisville will hold a luncheon 
at the Kentucky Hotel, May 5. George Colvin, president, Uni- 
versity of Louisville, will be the principal speaker. 





The Junior Traffic Club of St. Louis will hold a meeting at 
the Warwick Hotel, May 3. C. R. Throckmorton, traveling pas- 
senger agent, Northern Pacific, will speak, and, also, will display 
moving pictures of Yellowstone Park. 





Personal Notes 


———$ eee 


F. G. Schoettler has been appointed dairy traffic agent, 
Pennsylvania, succeeding H. J. Brockhagen, who died. Harry 
Short has been appointed traveing freight agent, at Portsmouth, 
O., succeeding B. D. Rhodes, promoted. 

J. F. Graves has been appointed traffic manager, The Con- 
soidated Coal Company, New York. 

E. C. Falkenstein has been appointed freight traffic agent, 
N. C. & St. L., at Chicago. As general freight and passenger 
agent, Cumberland & Pennsylvania, he has announced the trans- 
fer of his office from Baltimore to New York. 

Halsey McGovern, traffic consultant, has moved his office 
in Washington to the Mills Building. 

C. D. Kennedy, agent, American-Hawaiian Steamship Com- 
pany, at Portland, Oregon, has been appointed northwestern 
manager. F. N. Mills succeeds Mr. Kennedy. W. E. Johnson 
has been appointed general claim agent at San Francisco, suc- 
ceeding Mr. Mills. H. A. Shook has been appointed agent at 
Seattle, succeeding Henry Dearborn, who died. 

President Sidney Frohman and other officials of Hinde & 
Dauch Paper Co., Sandusky, O., received many congratulations 
from visitors to the new office building of the company when it 
was opened for public inspection April 23. The building was 
declared to be one of the finest administration buildings in that 
part of the state. 

John E. Benton, general solicitor of the National Association 
of Railroad and Utilities Commissioners, has announced that 
Otto Bock has been appointed chairman of the Colorado com- 
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mission, and that Harvey Harmon has been appointed a member 
of the Indiana commission, to succeed Clyde H. Jones, resigned. 
C. F. McIntosh; of Worthington, Ind., has been appointed a 
member of the Indiana public service commission to succeed 
Frank Wampler. Commissioner Howell Ellis has been reap- 
pointed for a term of four years. i 
The following appointments have been made by the M. K. 
& T. of Texas: Mark Ford, division freight agent at Austin, 
Tex., succeeding Henry Ridley, who died; E. O. McCord, general 
traveling freight agent at Dallas, succeeding Mr. Ford; J. O. 
Cross, traveling freight agent at Waco, succeeding Mr. McCord. 


NORTHWEST BOARD MEETING 


Excellent crop prospects, sound and improving business con- 
ditions, adequate transportation facilities and a striking spirit 
of optimism among farmers and business men alike prevail 
throughout the inland northwest, according to committee reports 
presented to the Northwest Shippers’ Advisory Board at its 
annual spring meeting, held April 26 at the Marvin Hughitt 
Hotel, Huron, S. D. Nearly 300 freight shippers, bankers, rail- 
way Officials and representatives of agricultural and live stock 
organizations were on hand to participate in what was said to 
be one of the most successful meetings in the four years of the 
board. 

High lights of the generally favorable summaries of north- 
west conditions, as submitted by the several commodity groups, 
included. 

With soils in excellent shape, as result of abundant rains, 
present indications point to one of the largest grain crops in 
recent years The state of railroad equipment and service and 
of car supply lends assurance that the 1927 crop movement 
will be handled with smoothness and dispatch. The work of 
promoting cooperation between railroads and the men who use 
their services is finding increasing favor among farmers and 
business men and the organization is gaining steadily in strength 
and usefulness. Farmers’ intentions to plant this spring point 
to increased acreages of durum wheat, corn, potatoes and sugar 
beets in Minnesota, North Dakota and South Dakota. 

Dairying, live stock growing and diversified farming are 
gaining ground steadily throughout the northwest and a grain 
crop shortage no longer is as disastrous as in bygone years. 
Shipments of agricultural implements, always an accurate barom- 
eter of farm purchasing power, show substantial increases over 
those of a year ago. 

The northwest banking and credit situation is sound, with 
ample funds available for financing legitimate requirements of 
agriculture and business. General business, industrial and con- 
struction activity is registering a volume nearly equal to that 
of last spring and signs point to improvement during coming 
months. 

No major complaints as to car supply or railway service 
have been filed in the northwest during the past quarter and 
indications forecast continuance of this excellent service. 

The speakers at the Huron meeting were A. C. Johnson, of 
Chicago, vice-president of the North Western Railway, and M. J. 
Gormley, of Washington, chairman of the car service division, 
American Railway Association. Mr. Johnson told the board 
members that all present signs point to “one of the most suc- 
cessful and prosperous years in northwest history.” 

Mr. Gormley declared that railroad facilities next summer 
and fall will be adequate to handle the increased freight traffic 
which present conditions forecast and urged shippers to center 
their attention on the question of handling grain and other com- 
modities at terminals, as the most pressing problem to be faced. 

Business, agricultural, live stock and transportation inter- 
ests of the northwest and of South Dakota, in particular, were 
represented strongly at the Huron meeting. The members voted 
to hold the next board session at Valley City, N. D., on July 26. 
Several new members, elected to the board, were: Sheldon F. 
Reese, Huron; W. G. Lyons, George Fredericks, Richard Burns 
and W. W. Barnard, Mitchell, S. D.; C. W Croes, Aberdeen, 
S. D.; E. B. Curtis and J. H. Cleland, Minneapolis; P. S. Hen- 
drickson and Walter Peachy, St. Paul; H. J. Farmer, Pipestone, 
Minn., and A. M. Thompson, Cogswell, N. D. Five new members 
were added to the executive committee of the board. They 
were: M. H. Strothman, Minneapolis; H. J. Farmer, Pipestone, 
Minn.; F. H. Sloan, Sioux Falls; Herman Mueller, St. Paul, and 
H. J. Atwood, Duluth. 


GREAT LAKES BOARD MEETING 


The fourth annual meeting of the Great Lakes Regional 
Advisory Board will be held at the Hotel Cleveland, Cleveland, 
O., May 4. The principal address will be made by C. E. Denney, 
vice-president and general manager, Nickel Plate. His subject 
will be “Automatic Train Control.” W. J. McGarry, car service 
division, American Railway Association, will review the general 
transportation situation, and A. P. Stevens, district manager, 
will discuss the transportation situation in the territory of the 
board. Officers will be elected and the usual commodity com- 
mittee reports estimating the prospective activity in the various 
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industries will be presented. A joint dinner with the Traffic 
Club of Cleveland will be held at the Hotel Cleveland in the 
evening, at which Senator Capper, of Kansas, will be the prin. 
cipal speaker. 


SOUTHWEST ADVISORY BOARD MEETING 


The Southwest Shippers’ Advisory Board will hold its next 
meeting at the Municipal Auditorium, Amarillo, Texas, May 2], 
The Board’s announcement stated that Amarillo was chosen ag 
the meeting place because of the date being shortly in advance 
of the large grain movement from that territory. Reports and 
discussions on the various factors involved in the seasonal move- 
ment of grain will be given special consideration. 


NEW YORK SHIPPERS’ CONFERENCE 


The Traffic World New York Burcay 


New York merchants and shippers decided to oppose their 
Baltimore competitors after hearing Billings Wilson, Deputy 
Manager of the Port of New York Authority, denounce the appli- 
cation of the Baltimore Chamber of Commerce to the Interstate 
Commerce Commission for a 100 per cent increase on general 
merchandise freight rates differentials to this city. 

The members of the Shippers’ Conference of Greater New 
York, whom Mr. Wilson addressed at a meeting in the rooms of 
the Merchants’ Association, voted to co-operate in opposing the 
demands of the Baltimore Shippers, which, it granted, would de- 
flect an enormous amount of business from this city, it was said. 

It was decided that representatives of the Shippers’ Con- 
ference, the New York Board of Trade, the Merchants’ Associa- 
tion and the New York, Brooklyn and Queens Chambers of Com- 
merce should join with counsel for the Port Authority in appear- 
ing before the Interstate Commerce Commission’s hearing of 
the Baltimore case in Washington on May 6 in defense of this 
city’s interests. 

According to Mr. Wilson the proposal before the Commission 
is to increase the spread from 3 cents to 6 cents on the line haul 
portion of the rate and add the terminal charge. The difference 
in terminal cost between Baltimore and New York is 8 cents, he 
said, so that if the application of Baltimore were granted it 
would bring the differential up to 14 cents. This might result 
in driving business away from New York to Baltimore, Mr. 
Wilson stated. 

There is only a small group preparing the line of defense. 
In this matter of importance relating to export and import traffic 
it is up to you to combine to defeat the Baltimore port differ- 
ential proposal. 

Mr. Wilson stated that on June 2 in this city the Interstate 
Commerce Commission would give a hearing in its investigation 
of port terminal charges. The Shipping Board is interested in 
this inquiry and the warehouses are pushing it. 

A report by George C. Lucas, chairman of the committee on 
express service, said that the charges brought by W. H. Chandler 
of the conference some months ago that the express companies 
had been charging excessive rates on sub-block territory had 
been admitted and that the express companies had agreed to 
adjust the rates. 

Charles W. Braden, chairman of the committee on bills of 
lading, announced that as a result of his committee’s conference 
with the Trans-Atlantic Freight Conference, of which Sidney 
E. Morse is secretary, after years of agitation, it had been 
agreed to adopt a uniform dock receipt and that the final form 
of it was now in the hands of the steamship lines to put their 
final approval on it. Represented at the conference were J. P. 
Zuurmond, chairman of the Holland-America Steamship Line; 
R. S. Guildford of the I. M. M.; A. H. Legenhausen, Cosulich 
Line; A. J. Zack, Norwegian-America Line, and Charles J. 
Schmidt and Mr. Braden for the Shippers’ Conference. It was 
said that the new form would be of great value to shipping 
lines and to shippers and would assist materially in expediting 
the handling of freight at the docks. 


CLAIM AGENTS MEET 


(Special Correspondence from New Orleans, La.) : 

The annual convention of the Association of Railway Claim 
Agents adjourned at New Orleans, April 22, with the election 
of officers and the selection of Omaha as the city for the 1928 
convention. H. D. Morris of the Northern Pacific, St. Paul, was 
re-elected secretary-treasurer for the seventh time. Other offi- 
cers follow: C. S. Williston, The Pullman Company, Chicago, 
president; Oliver G. Browne, New York Central Lines, New York 
City, first vice-president; E. L. Williams, B. & O., second vice- 
president; J. C. Hume, International-Great Northern, third 
vice-president. 

Letters from President Coolidge and from Herbert Hoover, 
addressed to the convention, were read. The President ex- 
pressed approval of the efforts being made by railway claim 
agents in the prevention of loss of life and injury, and urged 
the enaction of laws aimed at careless and irresponsible drivers 
of automobiles, stressing the importance of the exercise of 
extreme caution at railway crossings. Mr. Hoover expressed 
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For Your Foreign Trade 
Specify American Ships 


F YOU are engaged in foreign com- 
merce, make sure that your shipments 
are made under the American flag. By 
naming definitely ships in the services 
operated for the United States Shipping 
Board, you will have the assurance that 
your shipments will arrive at their desti- 
nation promptly and safely, as well as the 
satisfaction that comes from using Ameri- 
can ships. 


The vessels in these services are opet- 
ated on important world trade routes, 
under the direction of experienced and 
reliable American operators who are in a 
position to give advice and information 
that will prove of inestimable value to 
American shippers. 


When YOU go abroad, look into the 
advantages afforded by the trans-Atlantic 
vessels of the United States Lines and the 
American Merchant Lines, sailing from 
New York to the principal European 
ports—they give you superior conveni- 
ences, modern facilities, pleasant sur- 
roundings, solid comfort. 


For full details regarding either freight or 
passenger rates, sailings, etc., write to 


United States Shipping Board 


Merchant Fleet 


oration 
WASHINGTON, D. C. 
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Serves 


Ghe 
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Fast, roomy Freighters from Philadel- 
phia carry the tonnage of shippers who 
recognize in PORT HOUSTON the 
logical Gateway to the vast markets of 
the Southwest. The Southern Steam- 
ship Company’s vessels, connecting as 
they do with SEVENTEEN RAIL- 
ROADS, start the shippers merchan- 
dise on the way to every corner of 
TEXAS and, at substantial rate advan- 
tages, to portions of Louisiana, Okla- 
homa, Arkansas, Arizona, New Mexico, 
and Colorado, forming another strong 
link in PORT HOUSTON’S CHAIN 
OF SERVICE TO SHIPPERS 
EVERYWHERE. 


eet 


Send for the story of this 
fast growing port. The official 
organ of the Port Commission 


“PORT HOUSTON” 


is free for the asking. 
S—4 
Address 


The Director of the Port 
5th Floor Courthouse 
HOUSTON TEXAS 
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regret at being unable to attend, and promised to aid in every 
way possible in the prevention of accidents, and suggested that 
the delegates work for uniform traffic laws and uniform safety 
signals in the various state legislatures. 

There was a display of signals intended for crossings during 
the three days of the convention, and there were addresses on 
this subject by C. D. Sanford, of the Atlantic Coast Line, and 
E. M. Mann of the Nickel Plate. The state law of Minnésota, 
which requires vehicles to come to a stop at crossings, under 
heavy penalty, which is being enforced rigidly in that state, was 
suggested as a model for other parts of the country. 

The convention devoted considerable time to discussions 
of the prevention of accidents among employees. A particularly 
strong address was delivered on this subject by Frank Wenter, 
Jr., general claim agent for the Chicago & North Western. Mr. 
Wenter proposed that employe accidents be checked up to the 
foremen or supervisory officer, rather than recording accidents 
under divisions, to make these records available. In this man- 
ner, Mr. Wenter pointed out, the management of the roads may 
have a complete listing of accidents for use in scoring the effi- 
ciency of the supervisory officer, a system, which he believes 
should prove effiective in reducing the number of accidents. 

He also advocated a revision of the book of rules and the 
elimination of obsolete and unenforcible regulations; the adop- 
tion of safety rules to permit discipliny action; a periodical 
check, through surprise tests by supervisory officers and fore- 
men, of the observance of safety rules as well as operating rules; 
periodical re-examination of employees in train, engine and like 
service; listing of accidents and injuries on the personal record 
of employees to permit the elimination of chronic offenders in 
carelessness; meeting of supervisory forces for discussion of 
accident prevention activities and the presence of claim and 
safety men at such meetings and that an opportunity be given 
claim and safety men to check new equipment as to safety 
factors and issuance of safety instructions. 

A protest against the American jury system in con- 
nection with suits growing out of injuries was made by Smith 
R. Brittingham, assistant general solicitor, Seaboard Air Line, 
Portsmouth, Va. 

C. R. Field, general claim agent for the Southern Pacific Lines 
in Louisiana, was chairman of the entertainment committee. 


CHAMBER OF COMMERCE MEETING 


Proposals relating to railroads, the merchant marine, parcel 
post, postal service, and highway transportation will be con- 
sidered at the annual meeting of the Chamber of Commerce of 
the United States, to be held in Washington, May 2 to 5. The 
proposals relating to transportation and the organizations sub- 
mitting them for consideration are as follows, according to a 
statement issued by the Chamber: 


Merchant Marine 


‘The Chicago Association of Commerce proposes a declaration 
against proposals to give authority to the Shipping Board to enter 
upon a new program of ship building and against a policy of con- 
tinued government ownership. The declaration would take the posi- 
tion that American shipping can be successfully conducted in the 
form of trade routes and mail contracts let on a competitive basis 
and would advocate.continuance of disposal to private interests of 
vessels now operated by the Shipping Board. 


Railroad Transportation 


Interstate Commerce Commission—The Railway Business Associa- 
tion proposes a declaration that the process of appointment and 
confirmation of members of the Interstate Commerce Commission 
should be safeguarded, and the independence and integrity of the 
Commission should be protected, against influences based upon con- 
siderations other than the national welfare and the ability, integrity 
and experience of appointees. 

Long-and-Short Haul Clause—The division meeting of the 
Northern Central Division of the National Chamber referred to pro- 
posals which have been made to modify the fourth section of the 
interstate commerce act, describing this section as providing ‘in 
special cases the Interstate Commerce Commission may authorize 
railroads to charge less for longer than for a shorter distance over 
the same route in the same direction. Such lower rates for the 
longer distance, however, must be reasonably compensatory for the 
service performed and must not jeopardize water transportation or 
be detrimental to the public interest in other respects.’’ Referring 
to proposals that Congress should modify this provision of law, and 
taking the position that these proposals would make it impossible 
for a rail carrier to meet water competition, the Northern Central 
Division declared its opposition to any change ‘‘in the present flexible 
provisions of section four of the interstate commerce act or to any 
other legislation which would deprive the Interstate Commerce Com- 
mission of its authority to exercise judgment in the administration 
thereof in the public interest.’’ 

The division meeting of the Western Division of the National 
Chamber proposed that the present policy of the federal government 
to continue the operation of the government railroad in Alaska should 
be supported. 

Motor Transportation 


The Norristown Chamber of Commerce, Pennsylvania, proposes a 
declaration that Congress should enact suitable legislation in regula- 


tion of motor truck and bus traffic by the Interstate Commerce Com- 
mission. 


Postal Service 
Parcel Post Collection—The Brooklyn Chamber of Commerce pro- 
poses a declaration that there should be an inquiry into the prac- 
ticability of a collection service for parcel-post packages, and into 
the proper charges for such service. 
ates of Postage—The National Publishers’ Association proposes 
a declaration that the present scale of postal rates should be revised 
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by Congress, that efficiency and adequacy of service should be the 
first consideration in postal administration and that, in the making 
of postal rates, applicable to purely commercial business, there should 
be full consideration of the cost to the post office department of 
handling mail which is postage-free or carried at less than cost, to 
encouragement of further use of the postal service and to placing 
the rates on the different classes of mail with due regard to the 
character and value of service and the conditions under which the 
service is performed, in the same manner as rates are determined 
by the Interstate Commerce Commission for freight and express. 

Unpaid Letter Postage—The Brooklyn Chamber of Commerce pro- 
poses a declaration in favor of legislation which will permit post- 
masters, upon receiving individual pieces of letter mail without re- 
turn cards and without sufficient postage for prepayment, to forward 
to addressee, in order that he may have an immediate opportunity 
to pay postage, if he desires. 


CHICAGO SWITCHING RATES 
The Traffic World Washington Bureay 


The Commission, in I. and S. 2900, has suspended the tariffs 
of Galligan and individual railroads, naming Chicago switching 
rates, from April 30 to November 30. The tariffs contained 
the compromise rates agreed upon by the carriers and some 
of the shippers. The Chicago Association of Commerce and a 
large number of shippers asked that they be permitted to be. 
come effective, while others protested and asked for their 
suspension. 

Additional protests against the proposed compromise Chi- 
cago district switching rates, coupled with requests for the 
suspension of the Galligan tariffs carrying them, came to the 
Commission on the day they were technically due in greater 
volume than other days but not in any larger numbers than 
expected. Except a document from the Manufacturers Associa- 
tion of Chicago Heights they came chiefly from grain, sand, 
stone and other construction material interests, several petro- 
leum refiners and dealers in ice. 

The Chicago Heights protest was signed by the following: 
Advance Terra Cotta Co., Albert David Co., American Manganese 
Steel Co., American Stoveboard Co., Ayer Manufacturing Co., 
Baldwin Piano Co., Bisbee Linseed Co., Builders Brick Co., Calu- 
met Steel Co., Canedy-Otto Manufacturing Co., Chicago Heights 


‘Bottle Co., Chicago Heights Lumber Co., Columbia Tool Steel 


Co., Diamond Building Mills, Durand Steel Locker Co., Economy 
Scale Remover Co., Flintkote Co., General Chemical Co., Hamil- 
ton Piano Co., Benjamin Harris & Co., Hartwell Bros., Illinois Car 
&Manufacturing Co., Illinois Shade Cloth Co., Inland Steel Co.,, 
Johnson Oil Refining Co., Lassers, Seifer, Lewison Co., J. F. 
Leising Co., Midwest Forging Co., Morden Frog & Crossing Co., 
Public Service Co. of Northern Illinois, Quaker Manufacturing 
Co., Redtop Steel Post Co., Scharbach Lumber Co., Railway 
Spring Steel Co., Sandow Motor Truck Co., Standard Lumber 
Co. of Illinois, Victor Chemical Works, Wardway Paint Co., 
Warner Manufacturing Co., Weber Costello Co., Whitaker-Grier 
Fireproofing Co. and Zouri Drawn Metals Co. 


PERSONAL INJURY CASES 

The Supreme Court of the United States, April 25, in No. 
280, A. W. Mellon, Director-General, petitioner, vs. Gray, ad- 
ministrator, reversed the United States Circuit Court of Ap- 
peals of the First Circuit, on authority of Reading Co. vs. John 
L. Koons, 271 U. S. 58. The lower court had sustained a judg- 
ment, on account of death by accident, against the Director- 
General. 

In No. 971, Maggie Kemmerer, administratrix, petitioner, 
vs. Reading, the court denied a petition for writ of certiorari 
to the Circuit Court of Appeals for the Third Circuit. 


SUPREME COURT ACTION 


The Supreme Court of the United States, April 25, denied 
a petition for writ of certiorari to the Circuit Court of Appeals 
for the Sixth Circuit in No. 978, Continental Securities Com- 
pany, petitioner, vs. Michigan Central et al., in which the peti- 
tioner alleged that the control of the Michigan Central by the 
New York Central was in violation of the Sherman anti-trust 
law. The lower court dismissed the bill. 


ARGUMENT IN OIL CASE 


The Supreme Court of the United States has advanced No. 
82, Atlantic Coast Line vs. Standard Oil Company of Kentucky, 
and No. 873, Standard Oil Company vs. Atlantic Coast Line, 
and has set them for argument Monday, October 3, after the 
cases already set for that date have been argued. These cases 
involve the applicability of rates on petroleum and its products 
moved from Florida ports to points in Florida. 


Cc. & 0. MERGER HEARING 
The Commission has assigned for hearing at Washington 
before Director Mahaffie, of the bureau of finance, May 10, the 
applications of the Chesapeake & Ohio for authority to acquire 
control of the Erie and Pere Marquette Railroads and to issue 
additional shares of common capital stock. 


AI 
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Major General T. Q. Ashburn, Chairman of the Board 


Operating the 


FEDERAL BARGE LINE 


Mississippi-Warrior Service 


ANNOUNCING NEW SCHEDULES 


The growing traffic has warranted establishment of more regular 
and dependable schedules, including definite dates of sailing from the 
principal ports. Regular tows now depart every five days, the follow- 
ing being the dates fixed for these departures: 


From New Orleans, La., and St. Louis, Mo. 
On the Ist, 6th, 11th, 16th, 21st 
and 26th of each month 


From Cairo, Iil. 
On the 3rd, 8th, 13th, 18th, 23rd 
and 28th of each month 


Downstream the time in transit to New Orleans is approximately 
ten days from Saint Louis and eight days from Cairo; upstream from 
New Orleans to Cairo seventeen days and to Saint Louis twenty days. 


PACKET SERVICE 


For the handling of less carload freight the fast packet service 
will be continued on the following schedule: 


UPSTREAM SCHEDULE 
Ly. New Orleans ..Every Saturday 


Ly. Baton Rouge ..Every Sunday Lv. Cairo .... 
Ly. Helena ....... Every Friday Lv. Memphis 
Lv. Memphis ..... Every Saturday Ly. Helena ... 
Law. Caeme ..ccesss Every Monday 

Ar. St. Louis...... Every Tuesday 


Lv. St. Louis 


DOWNSTREAM SCHEDULE 

.... Every Friday 
....Every Saturday 
....Every Sunday 
....Every Monday 
Lv. Baton Rouge ..Every Wednesday 
Ar. New Orleans .. Every Thursday 


Your competitors are using the Barge Line increasingly and with 


growing satisfaction. 


All inquiries are promptly and courteously answered. 


You can address the nearest representative. 


New Orleans, La., 
200 Board of Trade Bldg., 
J. W. Mooney, Asst. to T. M. 


Birmingham, Ala., 
822 Brown Marx Bldg., 
N. W. Guice, General Agt. 


Chicago, IIl., 
510 Austin Bldg., 
Willis Warren, General Agt. 


Cincinnati, Ohio, 
307 Greenwood Building, 


W. F. Johnson, Commercial Agt. 


Dallas, Texas, 
2615 S. Ewing St., 
L. W. Carson, Trav. Frt. Agt. 


Chicago, IIl., 
510 Austin Bldg., 
H. E. Ruddiman, Asst. to T. M. 
Houston, Texas, 
26011 Isabella St., 
J. H. Golden, Commercial Agt. 
Los Angeles, Calif., 
807 Pacific Electric Bldg., 
C. G. Krueger, Commercial Agt. 
Memphis, Tenn., 
1224 Cotton Exchange Bldg., 
C. E. Becker, General Agt. 
Minneapolis, Minn., 
523 Marquette Avenue, 


Spencer Gibons, Asst. Gen. Frt. Agt. 


Mobile, Ala., 
315 Van Antwerpt Blidg., 
H. M. Wilson, Commercial Agt. 


New Orleans, La. 
320 Custom House, 
W. M. Hough, G. F. A. 


New Orleans, La., 
200 Board of Trade Bidg., 
L. I. Bourgeois, General Agt. 


Saint Louis, Mo., 
244 Customhouse, 
F. C. Reilly, Asst. to T. M. 


Saint Paul, Minn., 
1417 Pioneer Bldg., 
Elmer H. Cordes, General Agt. 


San Francisco, Calif., 
415 Customhouse, 
T. B. Esty, Pac. Coast Rep. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter + 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





*S 


DELAY IN TRANSPORTATON OR DELIVERY. 


(Supreme Court, Special Term, Erie County.) Proof that 
grapes were shipped from California at 2:30 p. m., August 18, 
and were placed on team track in Buffalo at 7:20 a. m., August 
28, though they had arrived at place about a mile from team 
track nearly nine hours before, held sufficient proof of delay by 
railroad. to require it to show legal excuse, notwithstanding 
usual time for such shipments was ten days. (Pusateri vs. New 
York, C. & St. L. R. Co., 220 N. Y. Sup. 438.) 


2°, 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


oe 





os 


(Circuit Court of Appeals, Fifth Circuit.) A ship held 
liable for damage to cargo from sea water, which leaked through 
an open rivet. hole, which, so far as shown by the evidence, 
may have been open when the voyage commenced. (Neder- 
landsche Amerikaansche Stoomvaart Maatschappij et al. vs. 
Mediterranean & General Traders, Inc., The Leerdam, 17 Fed. 
Rep. (2nd) 586.) 


The burden rests upon a shipowner to prove the exercise 
of due diligence to make the ship seaworthy, which will exempt 
her from liability under Harter Act, Sec. 3 (Comp. St. Sec. 
8031), and that burden is not sustained by evidence of a super- 
ficial inspection, nor by evidence so indefinite that it is impos- 
sible to say that any real inspection was made, nor by evidence 
that he employed competent men to do the work, but he is re- 
sponsible for their failure.—lIbid. 


(District Court, E. D., South Carolina.) Where owner of 
vessel contracted to transport cargo at through rate, including 
rail and water transportation, but vessel failed to call at port 
for cargo, shipper had no maritime lien for damages, since cargo 
was never in control, custody, or possession, actual or construc- 
tive, or ship or her master.—The Trader, 17 Fed. Rep. (2d) 623. 

To hold ship liable for maritime lien for breach of carriage 
contract, ship, as such, must have entered into performance of 
contract, so as to create reciprocal relation, which is usually 
established by loading cargo on board ship, or on lighters en- 
gaged by ship, or delivery to or possession or control by ship 
or her master, so as to give at least constructive possession.— 


Ibid. 
. 


ee 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 





oe 
OO 


REGULATION OF COMMON CARRIERS 


(District Court, D., Minnesota, Fourth Division.) Railroad’s 
cause of action for recovery of overpayment on refunding freight 
evercharge held to have accrued on date of such refund, and 
not on date of delivery of shipment, and action therefor may be 
maintained under interstate commerce act, sec. 16, par. 3, as 
amended by act June 7, 1924 (Comp. St., sec. 8584), within three 
years thereafter, since obligation to repay did not arise out of 
contract for transportation, but out of implied contract for re- 
payment thereof—Michigan Cent. R. Co. vs. I. M. Partridge 
Lumber Co., 17 Fed. Rep. (2d) 657. 

(Supreme Court of Ohio.) Where the Public Utilities Com- 
mission has authorized a motorbus operation, but neglected at 
the time to make a formal order or to issue the certificate, such 
hearing and determination constitutes the exercise of admin- 
istrative discretion, and the formal order can be entered at a 
later date. The omission to issue the certificate does not avoid 
the proceedings, and the ministerial act of such issuance can 
likewise be performed at a later date.—Blue Bus Co. vs. Marshall 
et al., 155 N. E. Rep. 644. 
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Alleged irregularities and technical defects in the proceed. 
ings for the authorization and issuance of a certificate of con. 
venience and necessity for a motorbus operation cannot be 
challenged by a protestant in a hearing for transfer of such 
certificate, but must be brought to the attention of the com. 
mission in a separate proceeding upon complaint filed and five 
days’ notice thereof to the holder of such certificate and hearing 
thereon.—Ibid. 

(Supreme Court of Ohio.) Evidence, showing no direct 
common carrier service between two points and no such service 
between intervening points, established public convenience and 
necessity for motor transportation common carrier service be- 
tween such points, and authorized issuance of certificate for 
operation of motor line-——Columbus, D. & M. Electric Co. ys. 
Public Utilities Commission of Ohio, 155 N. E. Rep. 646. 

On review of proceedings before Public Utilities Commission 
for certificate of convenience and necessity to operate motor 
transportation line, complete transcript of all evidence offered 
before commission, and all evidence considered, together with 
exhibits and map of route and territory proposed to be served, 
showing all other common carrier service in such territory, 
should be presented to Supreme Court.—Ibid. 

Where evidence showed existing transportation lines on 
route over which certificate of convenience and necessity was 
sought by motor transportation company, operation of certifi- 
cate, if granted, should be suspended until commission deter. 
mines whether existing service is adequate, and, if not adequate, 
until reasonable time shall be given to make it adequate.—Ibid. 

(Supreme Court of Ohio.) When existing common carriers 
are rendering adequate service for needs of traveling public 
between certain points, Public Utilities Commission is not justi- 
fied in granting new certificate to operate transportation line, 
or in increasing service of some one transportation company 
along same route.—Columbus Ry., Power & Light Co. vs. Public 
Utilities Commission of Ohio, 155 N. E. Rep. 647. 

Public Utilities Commission, in determining whether public 
convenience and necessity demand increase in motorbus service, 
should consider fact that existing transportation companies 
within territory through which route is desired have their reve- 
nues depleted, which might later necessitate abandonment of 
transportation facilities.—Ibid. 

Where railway company having adequate transportation fa- 
cilities over route was shown to be operating at loss, which 
loss would be increased if increased equipment was put on by 
motor transportation company, order of Public Utilities Com- 
mission permitting increased equipment by motor company with- 
out finding necessity therefor, held error.—Ibid. e 

Where railway and motor transportation company traveled 
one-half to three-quarters of mile apart for distance of four 
miles, necessity and convenience over such part of route was 
shown sufficient to authorize increase of equipment and operation 
by motor transportation company over such part of route.—Ibid. 


AIR TRANSPORT REPORT 


‘Evidence that the people of the United States are dipping 
into the future by preparing for the development of air trans- 
portation, is afforded by an investigation made by the bureau of 
aeronautics of the Chamber of Commerce of the United States,” 


Says a statement issued by the Chamber, continuing in part as 
follows: 


___The report shows that activities looking to the establishment of 
airports, the development of air traffic and transport facilities, the 
encouragement of aircraft industries and the stimulation of the pub- 
lic use of air transport are being carried on in 134 cities through 
chambers of commerce and commercial organizations. 

The replies to inquiries sent out by the national chamber show 
that the air mail is now being used by merchants, manufacturers, 
bankers and professional men for the transmission of a wide variety 
of documents and merchandise. Among the articles transported are: 
Advertising copy, asbestos suits, auto repair parts, bank drafts, bills 
of lading, commercial documents, contracts, deeds of conveyance, 
dentists’ supplies, drawings, specifications and blueprints, dress 
goods, hats, coats and suits, jewelry, machine repair parts, news- 
paper stories, orchids and other flowers, printed matter, radium and 
radio-active materials, rush letters and stocks and bonds. 

As compared with air mail the transportation of merchandise and 
passengers by air has developed very slowly in this country. A 
few commercial lines have been established, but nearly all of the 
packages now traveling by air are carried by air mail contract car- 
riers. 

However, the air express and passenger business has made some 
progress during the past year. According to reports received by the 
aeronautics branch of the Department of Commerce, 5,782 passengers 
were carried by the six airway operators handling passenger busi- 
ness and 1,844,455 pounds of express were transported by the four 
airway operators who have reported handling express business. This 
is over and above the 611,580 pounds of mail which were carried by 
sixteen air mail operators including the post office department. The 
number of passengers carried for hire by 218 aerial service Op- 
erators, that is, those rendering cross country or occasional services, 
is reported as 219,963, while 36,624 were carried free. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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I I LINES . 
EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 


DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson Building, 67 Wall St., New York 


Roane, Otiew 
Chicago, St. Lo Pivtinorgh, Baltimere 
Pilladsiphia, Mobila, Ne Mobile, New Orleans 


McCORMICK K STEAMSHIP Co. 


GENERAL PACIFIC COAST AGENTS 





Daily Traffic World 
Traffic Bulletin 


Contains daily all the information 
published later in the weekly 


Traffic World 


and in the weekly 


Traffic Bulletin 


A subscription also includes a valuable 


SERVICE FROM WASHINGTON 


that makes the price seem trifling. 


Write for Particulars 


THE TRAFFIC SERVICE CORPORATION 


Publisher The Traffic World 
418 S. Market Street, Chicago 
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GULF PACIFIC LINE 


THE STEELE STEAMSHIP LINE, INC. 
SWAYNE & HOYT, INC. 
(Joint Service) 


SAILINGS EVERY SECOND SATURDAY 
FROM 


Mobile and New Orleans 


Los Angeles, San Francisco, Oakland 
Portland, Seattle and Tacoma 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


Calls are made at Tampa and San Diego as Cargo offers 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
424 Whitney Central Bldg., New Orleans, La. 


SWAYNE & HOYT, INC., General Agents Pacific Coast 
430 Sansome Street, San Francisco, Cal. 


THE STEELE STEAMSHIP LINE, INC. 
15 Moore Street New York, N. Y. 
H. H. KENNEDY, General Western Agent 
320 Merchants ee Building St. Louis, Mo. 
- J. SMITH, General Agent 


209 South La Salle wan Chicago, IIl. 








Saves Insurance 
Two Ways 


Higher marine classification lowers 
rates. Shorter time in transit reduces 
premiums. Thus you save as you 
improve your service to Orient cus- 
tomers. 11 days across the Pacific. 
A sailing every fourteen days from 
Seattle for Yokohama, Kobe, Shang- 
hai, Hong Kong and Manila. For 
service ship via the President 
Steamers from Seattle. 


L. L. BATES, General Freight Agent 
1519 Railroad Ave. So. 
Seattle, Wash. 


‘= 


American Mail Line 
Admiral Oriental Line 
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OCEAN FREIGHT RATES 
The Trafie World New York Bureau 


Further strength in full cargo rates has been shown during 
the last week, though there is nothing to indicate that a defi- 
nitely higher trend is at hand. Refusal of shipowners to modify 
their prices has resulted in the closing of several vessels at 
advanced figures, but at the same time it has brought about 
a reduction in business, as many shippers do not believe the 
increased rates are justified and are willing to await develop- 
ments. The few fixtures reported represent ships which brokers 
required to meet their commitments for early loading. One 
important factor is the strength in the River Plate homeward 
market, which has been sufficient to attract vessels in ballast 
and to that extent relieve pressure in the North Atlantic trades 
Berth space on regular liners, which normally is below the full 
cargo rates, is well filled. Shippers accordingly are forced to 
look to the charter market to handle their business. 

The range of grain rates from Montreal to the United King- 
dom, for May and June, is 3s 3d, to 3s 6d per quarter; to Ant- 
werp-Rotterdam, May and June, 16 cents per 100 pounds; to 
Hamburg-Bremen, May and June, 16% to 17 cents; to the Medi- 
terranean, May and June, 20% to 21 cents. Shipowners are 
asking more than these rates in some instances, but traffic 
seems to be holding at about this level. In the Gulf trades, 
owners are asking 18% to 191% cents to Antwerp and Rotterdam 
for the new grain crop, but shippers are not inclined to pay 
over 18 cents. : 

As a result of this partial deadlock between shipowners 
and shippers for May tonnage, little activity has been shown 
for June and later loadings. Interest is shown by some shippers 
in space at 19 cents to the Mediterranean on grain from Mon- 
treal, and 15 to 15% cents to Antwerp and Rotterdam. 

Coal and other trades have been inactive. Export movement 
of coal from Hampton Roads has diminished as the English ship- 
pers have expanded their markets abroad. 

Changes in conference freight tariffs are announced as 
follows: 


Trans-Atlantic—Great Britain and Ireland. All rates in the 
commodity list and supplements are effective for definite ship- 
ment until June 30, 1927, and the so-called “Open Rates” will be 
open until June 30, 1927, the date to be governed by ocean bill of 
lading or through rail export bill of lading. Changes: Absorbent 
Paper, in cases, apply sanitary pads rate. Baskets, woven, 
wooden, nested, in bundles, $2 per 100 pounds. 


Cereals: Group 1—Farina, Cream of Wheat, Oatmeal (Flake), 
Grape Nuts, Postum, Hominy, Quaker Oats, Wheatena, Roman 
Meal, Pettijohns, Post Wheat Meal and Sumera (bags) 40 cents, 
(cases) 45 cents per 100 pounds. Rolled Oats (Flattened Oat or 
Rolled Groats), (bags), 35 cents; (cases), 45 cents per 100 pounds. 

Group 2—Corn Flakes, Krumbled Bran, Post Toasties, Bran 
Flakes, Force Puffed Wheat, Puffed Rice, Shredded Wheat, Ry- 
Krisp (not Bread) add uffets (bags), 65 cents (cases), 65 cents 
per 100 pounds. 


Flour, N. O. S., prepared in cases—add “in b ags.” Special 
corn, apply flour, N. O. S., prepared rates, 55 cents per 100 pounds. 
Sugar of milk, in barrels, 75 cents per 100 pounds. Powdered 
mustard (mustard flour), in barrels, $1 per 100 pounds. Prepared 
mustard, in barrels, 75 cents per 100 pounds. Lard, in barrels, 
half barrels, boxes and tierces, weighing over 35 pounds gross, 
60 cents per 100 pounds. Lard, in boxes, weighing 35 pounds 
gross or less or when packed in tubs, buckets, pails and kegs or 
other round packages weighing not more than 100 pounds gross, 
10 cents per 100 pounds additional. Lard, in buckets or pails, 
packed 2 or more pails or buckets to crate, weighing over 100 
pounds per crate, strapped, 60 cents per 100 pounds. Lard, in 
cartons, in cases, when not strapped takes 10 cents over lard in 
boxes. Lard, in cartons, in cases, when single strapped takes 
5 cents over lard in boxes. 

Refrigerated space: Hams and bacon, requiring temperature 
25 and 30 degrees, 95 cents per 100 pounds. Hams and bacon, re- 
quiring temperature 35 and 40 degrees, 90 cents per 100 pounds. 

Rates in addition to ordinary stowage rates: The following 
general rates have been established for refrigerator space. Re- 
frigerator cargo, N. O. S., requiring a temperature of 24 degrees 
or lower, 6 cents additional per 100 pounds. Requiring the tem- 
-perature of 25 degrees or over but under 35 degrees, 50 cents 
additional per 100 pounds except as above; requiring a temper- 
ature of 35 degrees or over, 35 cents additional per 100 pounds. 

Trans-Atlantic—Continental conferences. There are two 
groups in this conference, Antwerp, Rotterdam and Amsterdam, 
also Hamburg and Bremen, and where two different rates are 
mentioned below, the lower figures apply to the first three men- 
tioned ports and the higher figures to Hamburg and Bremen. 
Crude emery ore, in bulk, $8.50 and $9 per 2,240 pounds. Scrap 
tin, in compressed bales or barrels, $8 and $8.50 per 2,240 pounds. 
Scrap babbit metal, now takes regular babbit metal rates and 
emery ore, packed, takes the rates applying.on abrasives. Auto- 
mobiles, or trucks, and parts, also auto-trailers, set up or knocked 
down, up to pieces or packages not exceeding 3 tons in weight, 
boxed or crated, will take open rates until December 31, 1927. 
Cattle, goat and hog hair, 80 cents and 90 cents. Horse hair and 
rabbit hair waste in bales, $1.50 and $1.65. Shelled nuts, 90 cents 
and 95 cents. Nuts, not shelled, $1.45 and $1.55. Rolled oats, 
30 cents and 32% cents. Quaker oats, 40 cents and 42% cents. 
Refined sugar, in bags, 30 cents and 32% cents. Hair skunk tails 
$1.50 and $1.65. Greasy wool in pressed bales, running 100 cubic 
feet or less, $1 and $1.10. Greasy wool, the same uncompressed, 
$1.50 and $1.65 per 100 pounds. 

While there were no changes in the actual tariff rate on 
asphalt, it is understood that this conference, like the U. K. Con- 
ference, will entertain from shippers a contract interchangeable 
among the member twelve months at a lower rate than lines over 
a period three, six or tariff calls for. 

Argentine and Uruguay—River Plate. Change: Non-hazardous 
water-proofing compound now takes fourth class rate which is 
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$13.50 on passenger steamers and $12 per ton of 2,240 pounds or 
40 cubic feet on vessels carrying freight only. 

Brazil—Rio, Santos and Bahia. Changes: Ordinary flour unti) 
June 30th will be $6 per 2,240 pounds on freighters and $6.60 per 
ane pounds on steamers carrying passengers to both Rio ang 

antos. 

West coast, South America (Chile, Ecuador, Peru, Bolivia), 
The following charges will be assessed on all cargo destined Va]- 
paraiso and San Antonio, Chile, when it clears from U. S. ports 
on and after June 1. These charges were formerly collected by 
the owners of the lighters which conveyed the cargo from ship 
to port, but will now be abolished and collected from shippers at 
port of shipment. The landing charge will be $2 per ton of 2,249 
pounds, or 40 cubic feet; the minimum charge on any shipment 
will be 50 cents per bill of lading; when a piece or package 
weighs more than 4,480 pounds, the lading will be claused “cran- 
age charges at port of destination to be paid by consignees.” 


Wessel, Duval & Co. announced that arrangements have 
been completed with the North German Lloyd whereby they 
will continue to act as New York freight agents for the passen- 
ger liners Aconcagua and Teno, which were recently bought from 
the South American Steamship Company. This means that 
Wessel, Duval have dropped their plan of entering the west 
coast of South America trade with their own tonnage, as an- 
nounced after the sale. The company, however, will sail the 
steamship Marthara, one of two ships which were to be oper. 
ated independently by Wessel, Duval. 

The North German Lloyd will handle the passenger bookings 
and operation of the Aconcagua and Teno. George Koch, direc- 
tor of the Lloyd, arrived here Monday to supervise the transfer 
of the vessels. The Teno will enter drydock for survey and 
reconditioning, after which the Chilean colors will be lowered 
and the German flag hoisted in their place. The Aconcagua will 
undergo similar changes on her next arrival at this port. 

The negotiations for purchase of the Luckenbach fleet from 
Edger F. Luckenbach, which is reported from reliable sources 
to have been made in behalf of the International Mercantile 
Marine Co., is the first important development in the shipping 
world since the sale of the White Star Line by the I. M. M. 
to the Royal Mail. It bears out the reports that the next step 
to be taken by President P. A. S. Franklin would be to build 
up the American flag tonnage of the Panama Pacific Line, lead- 
ing up later to the purchase of the United States Lines. 

Details of the offer to Luckenbach have not been made 
public. Mr. Luckenbach is known to be willing to retire from 
shipping if he can obtain what he considers a proper price for 
his vessels. It is not known whether the offer is sufficiently 
attractive to result in a sale. It is reported that if the I. M. M. 
does not succeed in getting the Luckenbach fleet Franklin will 
open negotiations with the American-Hawaiian Line. 

Further developments are awaited with unusual interest. 
Addition of the twenty Luckenbach freighters, all fast, modern 
vessels, to the Panama Pacific Line, together with the new 
passenger liners now under construction, would give the latter 
company a dominating position in the intercoastal trade, and 
would provide an excellent basis for expansion later into the 
foreign field through acquisition of the U. S. Lines and the Amer- 
ican Merchant Lines. 

Mr. Franklin arrived in New York this week from f£urope. 
He is expected to report to the Board of Directors of the I. M. M. 
the result of negotiations with the Roya! Mail for sale of the 
Leyland Line and perhaps the Red Star and Atlantic Transport 
Lines. It is doubtful if the negotiations with Luckenbach are 
carried to a conclusion until the transfer of the foreign flag ton- 
nage of the company has been completed. 


FLEET CORPORATION CHANGES 


The Trafic World Washington Bureau 


A significant change in the organization of the Fleet Cor- 
poration was announced at the Shipping Board April 26. 

Notwithstanding only last week President Dalton, of the 
Fleet Corporation, in connection with the resignation of J. Harry 
Philbin as vice-president, announced that the office of vice-presi- 
dent would be abolished, the Shipping Board, the master of the 
Fleet Corporation, announced April 26 that there would be two 
vice-presidents of the corporation. 

One of these vice-presidents will be J. Caldwell Jenkins, 
who has been Chairman O’Connor’s right-hand man for several 
years. Mr. Jenkins has been with the board about nine years 
and is conversant with details of the affairs of the board and 
the Fleet Corporation. The other vice-president will be E. A. 
Kelly, the new director of operations 

In view of the fact that President Dalton had announced 
that the office of vice-president would be abolished and that 
later Mr. Jenkins had been selected as one of the two new vice- 
presidents, there was speculation to the effect that decision 
on the part of Mr. Dalton to have two vice-presidents resulted 
from intimations from the board that such a course should be 
followed. As to such speculation, however, officials insisted that 
President Dalton had simply changed his mind and had come 
to the conclusion that the organization required two vice-presi- 
dents for the proper transaction of its business. It was said 
that the first that the board knew of the plan for having two 
vice-presidents was last Saturday, when President Dalton sub- 
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mitted a chart showing the organization of the corporation with 
two vice-presidents. 


The announcement as to the appointment of two vice-presi- 
dents was regarded in some quarters as indication of a “split” 
between the board and Mr. Dalton. Officials said, however, there 
was no basis for such speculation. 

The board’s statement follows: 


. 

Under the recent reorganization plan of the United States Ship- 
ping Board Merchant Fleet Corporation proposed by President A. 
Cc. Dalton and approved by the shipping board, General Dalton will 
have two vice-presidents. 

J. Caldwell Jenkins has been selected to be vice-president for 
administration, while E. A. Kelly, the present director of the opera- 
tions department of the Merchant Fleet Corporation, has been made 
vice-president for operations. Both of the appointments were ap- 
proved by the shipping board today. 

The work of the vice-president for administration will be con- 
cerned with all the administrative and fiscal affairs of the corporation 
and will have direct supervision of the executive department, the 
finance department, the comptroller’s department, the insurance de- 
partment and the secretary’s office, etc. : 

Mr. Kelly, vice-president for operations, will Girect all pyhsical 
activities of the corporation, which will include the traffic department, 
the operations department, the supply department, the United States 
Lines, etc. The entire fleet of shipping board vessels, including active 
and inactive ships, have been placed under the administration of 
the operating department reporting to the vice-president for opera- 
tions. The ship sales department will report to the vice-president for 
administration. ; 

Mr. Jenkins was formerly director of industrial relations and 
later director of operations of the shipping board under T. V. O’Connor, 
chairman of the board. Under the bureau of operations comes the 
industrial relations division, including the sea service section, piers 
and wharves division, port facilities division and investigations di- 
vision. 


In his letter to the Shipping Board, made public after it 
had ratified acceptance of his resignation as vice-president of 
the Fleet Corporation (see Traffic World, April 23), J. Harry 
Philbin set forth at length his views as to what was wrong 
with the Fleet Corporation. He said he had “hailed with great 
enthusiasm” the appointment of General A. C. Dalton as presi- 
dent of the corporation, and that, in the first few months of 
Dalton’s administration, “it was most gratifying to note what 
appeared to me to be the development of a harmonious organiza- 
tion conscientiously applied to an admittedly difficult problem.” 
He said he had believed that great strides would be made toward 
“the plain and unquestioned mandate of the merchant marine 
act—the promotion of a privately owned merchant marine.” 

“Without warning, reason, or any cause of which I had 
knowledge, General Dalton withdrew from the office of vice- 
president its various functions and activities, either by direct 
and peremptory order of the most autocratic type, or by auto- 
matic assumption on the part of his office of such duties and 
activities,” said he. “Consultation, and, in fact, ordinary contact, 
came to an abrupt end.” 

Mr. Philbin set forth that he was opposed to reorganization 
of the corporation whereby the ship sales division was trans- 
ferred to the supervision of President Dalton and the inactive 
fleet division was transferred to the operating department. 
These two departments had been under his supervision. 

With respect to the developments that led up to his resigna- 
tion, Mr. Philbin said: ‘There has been a general atmosphere 
of unfairness which I allege would not be characterized by the 
most prejudiced military court martial or the public trial of 
a scandal.” 

“I charge that this attitude by General Dalton is contemptu- 
ous and discourteous, and I renounce the stigma as being un- 
justified and unsupportable in the light of the facts,” said he. 

President Dalton, Mr. Philbin said, has completely waived 
and ignored various requirements of the by-laws of the Fleet 
Corporation with respect to authority vested in the board of 
trustees. 

With respect to transfer of the ship sales division to the 
supervision of President Dalton, Mr. Philbin said: 


I will not discuss at length the reorganization from the standpoint 
of the ship sales division other than to state that this activity, hitherto 
rightfully viewed as one of the major functions of the board, has been 
relegated to a sub-office of the executive department. I do not hesi- 
tate to express the view that the purpose of reorganization in this 
respect is to stultify and discourage the sale of ships, with a view to 
substituting a permanent government operation policy, such as, in my 
judgment, is not warranted by existing law, and is not supported by 
the primary aims of the Shipping Board, namely, the operation of 
required lines to the point of development where they can be justifiably 
and successfully sold as continuing units, and the sale of vessel prop- 
erty not needed for such lines with as much rapidity as normal 
absorption will permit. 

In the face of events which have transpired, I am unable to 
escape the belief that the tendency of the Fleet Corporation affairs 
is not mere accident of chance, or even to personality, but rather is 
due to a more deep-seated design, fostered by those who would aspire 
to obtain—and I do not hesitate to state, do sometimes obtain—special 
considerations, and who would seek to control and dominate the 
merchant marine destinies of this country. 


President Dalton, on the afternoon Mr. Philbin made public 
his letter, said that the resignation of Mr. Philbin was “a closed 
incident.” 


CURRENT AMERICAN SHIPBUILDING 


On April 1, 1927, American shipyards were building or under 
contract to build for private shipowners, 260 steel vessels of 


THE TRAFFIC WORLD 






Vol. XXXIX, No, 18 


252,377 gross tons, compared with 278 steel vessels of 285,996 
gross tons on March 1, 1927, according to the Bureau of Naviga. 
tion, Department of Commerce. 

There were 60 wood vessels of 35,562 gross tons building or 
under contract to build for private shipowners during the same 
period, compared with 55 wood vessels of 24,322 gross tons on 
March 1, 1927. 


PROPOSED OPERATING CHANGES 


The Trafic World Washington Bureay 


The Shipping Board, April 25, considered proposals sub. 
mitted by President Dalton, of the Fleet Corporation, favoring 
consolidation of operation of the five combination passenger. 
cargo vessels of the American Merchant Lines with the pas. 
senger vessels of the United States Lines in the north Atlantic, 
and allocation of the freight ships of the American Merchant 
Lines to the Southgate Marine Corporation of Norfolk, Va., for 
operation. If the proposals are approved, J. H. Winchester ¢ 
Company, the present operators of the American Merchant Lines, 
will not have any Shipping Board vessels. 

The United States Lines is the government agency oper. 
ating the Leviathan and four other passenger ships in the north 
Atlantic. If the five combination passenger-cargo vessels of the 
American Merchant Lines were transferred to the United States 
Lines, it would place those vessels under direct government 
operation instead of operation through a private managing 
operator. All the board’s lines, with the exception of the United 
States Lines, are operated by managing agents on a commission 
basis. 

The Southgate Marine Corporation, represented by its presi- 
dent, F. S. Southgate, was supported in its application for the 
allocation of the freight vessels of the American Merchant 
Lines by Senator Swanson, of Virginia; J. Scott Parish, vice- 
chairman of the Port Authority of Virginia; R. M. Lett, city 
attorney of Newport News; B. W. Herrman, vice-president of 
the Norfolk & Western; A. P. Gilbert, freight traffic manager 
of the Chesapeake & Ohio, and P. W. Hyden, a member of the 
Port Authority of Virginia. 

J. B. Smull, formerly president of the Fleet Corporation, 
now vice-president of the Winchester company, appeared in 
opposition to the proposed consolidation and the proposed trans- 
fer of ships. 

Figures were submitted by Mr. Smull to show that losses 
had been steadily reduced on the American Merchant Lines. 
He also emphasized that his organization was equipped to get 
business for the ships. He said: 


We believe one point is perfectly clear and that is that the 
shipping board should encourage to the limit of the powers vested 
in it a privately owned and operated merchant marine. It is 
recognized| by all students of the subject that one of the most 
vital elements in connection with the merchant marine is competent 
operators. The shipping board in following this policy has sought to 
develop, through private initiative, the operation of government- 
owned merchant vessels with the ultimate idea that such private 
operators will be able to purchase the service which they are operat- 
ing and thus, as owners, continue the operation of the fleet entrusted 
to their charge. 


Mr. Smull said the American Merchant Lines had been oper- 
ated efficiently and that the Winchester company had been so 
advised by Fleet Corporation officials. He said the company 
had confined its operations exclusively to American flag vessels 
and referred to its recent offer to operate the United States 
Lines and the American Merchant Lines and to build two new 
passenger vessels. Continuing, he said: 

“In this connection we desire to record that we look for- 
ward in the near future to making a proposal for the outright 
purchase of the five American Merchant Lines’ passenger and 
cargo vessels on advantageous terms to the government.” 


We believe it will, therefore, appear to anyone who carefully con- 
siders the situation, that it is inconsistent and against the best in- 
terests of the merchant marine to take the American Merchant Lines 
operation from us, thus necessitating the dispersal of our organization 
built up during the past years and which is admittedly, efficient, 
and which forms one of the importnat elements of strength in the 
American merchant marine, particularly since the results of so doing, 
in addition to destroying a strong, virile and efficient operating 
organization without supplying an adequate substitute, will be as 
we stated before, to cause the government a considerable financial loss. 


The board took the proposals under advisement. 


INVOICES ON EXPORTS TO CUBA 
The Traffic World New York Bureau 


Modification of an export requirement recently instituted by 
Cuba, requiring from shippers to that country information which 
it would be extremely difficult if not impossible to supply, has 
been requested by The Merchants’ Association. In a letter 
to Augusto Merchan Y. Cortes, Consul-General of Cuba, The 
Association, through its Secretary, S. C. Mead, says: 


In the opinion of this Association the regulation in question 
(under which shippers are required to present a properly attested 
copy of the manufacturer’s or merchant’s invoice, relating to 
goods which pay duty on an ad valorem basis when entering 
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Cuba), if strictly and impartially enforced, would compel shippers 
to reveal information which should properly be considered private. 
Naturally, shippers from the United States to Cuba, as well as 
shippers from Cuba to the United States, are often reluctant to 
reveal the actual purchasing cost of the merchandise sent forward. 
In the judgment of The Merchants’ Association of New York, 
they should not be required to do so. y ; 

It should be pointed out, moreover, that, in many instances, it 
will be extremely difficult to comply with this regulation. In 
other instances, it will be entirely impossible to do so. Jobbers 
and those shippers who purchase in large quantities, particularly 
when sending mixed merchandise in a single consignment, cannot 
furnish the invoices of the concern from which the goods are pur- 
chased, and have it properly applicable to the various shipments 
sent to Cuba. 


COMMERCE IN AMERICAN SHIPS 


American flag ships in February carried 36.3 per cent, by 
value, of domestic exports of the United States in foreign trade, 
as compared with 35.2 per cent in February, 1926, and 36.7 
per cent in the two months ended with February, as compared 
with 33.8 per cent in the corresponding period of 1926, according 
to the monthly summary of foreign commerce issued by the 
Department of Commerce. In February, American vessels car- 
ried 33.1 per cent, by value, of imports, as compared with 29.8 
per cent in February, 1926, and in the two months ended with 
February, 33.2 per cent, as compared with 29.9 per cent in the 
corresponding period of 1926. 


SUSPENDED TARIFFS 

In I. and S. No. 2895, the Commission has suspended from 
April 25 until November 25, the operation of certain schedules 
as published in Supplement No. 40 to the Atchison, Topeka and 
Santa Fe Railway Company’s I. C. C. No. 9910; Supplement No. 1 
to Missouri-Kansas-Texas Railroad Company’s I. C. C. No. 294; 
and Supplement No. 5 to Missouri Pacific Railroad Company’s 
I. C. C. No. A6846. The suspended schedules propose to increase 
the rates on potatoes, carloads, from Kansas City, Mo.-Kans., to 
Coffeyville, Kans., from 17 to 21 cents per 100 pounds. 

In I. & S. No. 2896, the Commission has suspended from 
May 1 until December 1, the operation of certain schedules as 
published in Supplement No. 7 to New York, Chicago and St. 
Louis Railroad Company Tariff, I. C. C. No. NKP 4652. The 
suspended schedules proposed to cancel the present commodity 
rate of 15% cents per 100 pounds on articles of iron and steel 
manufacture, carloads, from Cleveland, O., to Dunkirk, N. Y., 
the fifth class rate of 23 cents for 100 pounds to apply in lieu 
thereof. 

In I. and S. No. 2897, the Commission has suspended from 
April 25 until November 25 schedules as published in supple- 
ment No. 7 to Canadian National Railways (Lines Westfort, 
Ont., Armstrong, Ont., and east thereof), Tariff I. C. C. No. E-218, 
and supplements Nos. 9, 10 and 11 to Canadian Pacific Railway 
Company (Lines Westfort, Fort William, Ont., and east thereof), 
Tariff I. C. C. No. E-2325. The suspended schedules propose 
to increase rates on newsprint paper, carloads, from points in 
Quebec and Ontario, Canada, to Nashville, Tenn., on traffic 
routed in connection with the Illinois Central R. R. and Ten- 
nessee Central R. R. The following is illustrative: 


NEWSPRINT PAPER, CARLOADS 
RATES IN CENTS PER 100 POUNDS 


TO NASHVILLE, TENN. 
From— 


Present Proposed 
N95 arr aciai'u 6k wwe, hd a bea oral deren wee Se 47 57 
IPT EIEN, ib. wa sid ca toreaecineaa earn enaleom aelné 52 62 


CHANGES IN DOCKET 


Hearing in I. & S. 2891, Sugar, Import and Coastwise, from 
Texas Gulf Ports to Oklahoma, assigned for April 29, at Wash- 
ington, before Examiner Carney, was cancelled and reassigned 
for May 23, at Washington, before Examiner Carney. 

Hearing in I. and S. 2883 (and first supplemental order), 
butter, eggs and poultry from the southwest to Flushing and 


Jamaica, N. Y., assigned for April 29, at Chicago, IIll., before 
Examiner Smith, was canceled. 


FINANCE APPLICATIONS 


The Illinois Central Railroad Company and the Chicago, St. 
Louis & New Orleans Railroad Company have applied jointly for 
authority to issue and sell $17,350,000 of the two company’s joint 
first refunding mortgage 4 per cent bonds, series C, for teasing 
purposes. The applicants said an offer had been made by Kuhn, Loe 
& Company at 95, for the bonds, and that the offer was being ten- 
tatively accepted, subject to the approval of the Commission. 

The Panhandle & Santa Fe has applied for authority to extend 
its line from White Deer in a northerly and northwesterly direction 
21 miles, in Carson and Hutchinson counties, Tex., to serve oil pro- 
ducing territory and adjacent agricultural territory. 

The Carolina Southern Railway Company has applied for authority 
to issue $122,000 of common stock and $75,000 of 6 per cent .non- 
cumulative preferred stock in connection with acquisition and re- 
habilitation of the former Wellington & Powellsville Railroad Company. 

The New York, New Haven & Hartford has applied for 
authority to issue $6,660,000 of equipment trust certificates in con- 
nection with the acquisition of 4,766 steel underframe freight 
box cars at an estimated cost of $1,500 each. The certificates are 
to be delivered to the Keith Car & Manufacturing Company which 
will construct the cars. 

Walter L. Ross, president of the Nickel Plate, has asked 


authority to hold the position of director with the Wheeling & 
Lake Erie. 
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The Kelley’s Creek & Northwestern has aske dauthority to iggy, 
$250,000 of first mortgage 6 per cent bonds to be disposed of fo, 
cash or equivalent at par value. F 

The Pittsburg, Bessemer & Lake Erie has applied for an orde, 
authorizing the applicant to issue 23 shares of capital stock, par vali, 
of $50 a share, in exchange for an equal amount at par value of the 
capital stock of the Pittsburgh, Shenango & Lake Erie. 


T. & P. ACQUIRES A. & S. 


The Commission, by division 4, in finance docket No. 6155 
acquisition of control by Texas & Pacific, mimeographed, has 
authorized the Texas & Pacific to acquire control of the Abilene 
& Southern by the purchase of the entire capital stock and aj 
outstanding bonds for $1,000,000 in cash. The final valuation 
of the property by the Commission, for rate-making purposes, 
as of June 30, 1918, is $830,577. The Texas & Pacific bought 
the stock and bonds from Percy Jones, who either owned or 
controlled them. The Abilene & Southern owns 72.1 miles of 
line and operates a total of 96.72 miles, the leased mileage being 
that of the Abilene & Northern. There was no opposition on 
the part of any interest. The Texas & Pacific estimated that it 
would increase its annual revenue $140,000 on interchanged 


' traffic by reason of the acquisition, an increase in interchange 


traffic revenue of 74 per cent. It alleged that if the Abilene ¢ 
Southern passed into the hands of another carrier there would 
be a substantial diversion of traffic from Texas & Pacific rails. 
Commissioner Eastman dissented, but did not state his views, 


OREGON CONSTRUCTION CASE 


The Oregon Trunk Railway has advised the Commission that 
it has considered carefully the supplemental report of the Com- 
mission in No. 14392, and associated cases, and the draft of 
contract tendered by the Southern Pacific Company for use by 
the Oregon Trunk Railway of the line of the S. P. between 
Paunina and Klamath Falls, Ore.,and has come to the conclusion 
that the terms of the contract submitted by the S. P. are not 
acceptable and that the Oregon Trunk is not willing to extend 
its line from Bend to Paunina on the terms stated by the Com- 
mission or to take trackage over the S. P. from Paunina to 
Klamath Falls on the terms set forth in the proposed contract 
submited by the S. P. 

The Great Northern Railway Company, in finance docket 
No. 4810, in the matter of the application of the Oregon Trunk 
Railway for a certificate of public convenience and necessity, 
referring to the rejection by the Oregon Trunk of the proposals 
set forth above, said it desired to extend its own operations 
from Spokane, Wash., to Bend, Ore., over the S. P. & S. and 
Oregon Trunk line, and (1) either to construct its own line 
from Bend to Klamath Falls or (2) to construct its own line 
from Bend to Paunina and to take trackage over the S. P.’s 
line from Paunina to Klamath Falls. It asked permission to 
intervene in the proceeding and authority to proceed along the 
lines indicated. 


FROZEN STATE RATES 


The Public Service Commission of the state of New York 
has petitioned the Commission in No. 11623, in which the fed- 
eral Commission authorized carriers in New York to increase 
their intrastate milk and cream rates 20 per cent, in November, 
1920, to amend its order in that proceeding “to restore jurisdic- 
tion to this petitioner to fix rates on milk, cream and similar 
products. . . .” The petitioner said the federal Commission 
had declined to exercise jurisdiction of a complaint attacking 
rates on milk and cream, between points in New York, in 1925, 
and that the state commission has held it was without jurisdic- 
tion. The petitioner said that unless jurisdiction were exer- 
cised by the federal Commission or restored to the state com- 
mission the rates would be fixed and frozen and not subject to 
regulation by any rate-making body. 


MILWAUKEE INJUNCTION DENIED 


Another obstacle to the lifting of the receivership and the 
reorganization of the Chicago, Milwaukee & St. Paul was re- 
moved April 26 by the denial in the United States Circuit Court 
of Appeals, seventh judicial district, of the injunction asked 
by the Jameson committee of junior bondholders against the 
reorganization plans of Kuhn, Loeb & Company. Justices Al- 
schuler, Page and Anderson concurred in refusing the applica- 
tion. The case reached the court of appeals following the 
refusal of Federal Judge James H. Wilkerson to grant the 
injunction. The Jameson committee also has requested the 
court of appeals to review the reorganization plans of Kuhn, 


Loeb & Company as approved by Judge Wilkerson. That has 
not been disposed of. 


TELEPHONE COMPANY EARNINGS 

Large telephone companies had an aggregate operating in- 
come of $38,148,592 in the two months ended with February, 
an increase of $4,665,287, or 18.9 per cent, as compared with the 
corresponding period of 1926, according to the monthly state- 
ment of the Commission prepared by its bureau of statistics from 
reports of 69 companies. In February, the operating income was 
$18,455,898, an increase of $1,872,743, or 11.2 per cent, as com- 
pared with February, 1926. 
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REVENUE FREIGHT LOADING 


Reports filed with the car service division of the American 
Railway Association showed 956,875 cars loaded with revenue 
freight for the week ended April 16. 

“Due principally to the floods along the Mississippi River, 
as well as the strike of bituminous miners, this was a decrease 
of 7,919 cars under the corresponding week last year,” said the 
association. “It was, however, an increase of 33,031 cars above 
the corresponding week in 1925. 

“The total for the week ended April 16 was a decrease of 
2,599 cars compared with the preceding week this year, with 
all commodities showing a decrease under the preceding week 
with the exception of miscellaneous freight and ore.” 

Revenue feright loading by districts the week ended April 
+ Ana for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 7,476 and 8,446; live 
stock, 2,379 and 2,570; coal, 36,258 and 45,583; coke, 2,663 and 2,947; 
forest products, 4,172 and 5,369; ore, 1,600 and 1,345; merchandise, 
L. C. L., 76,385 and 75,214; miscellaneous, 101,237 and 95,198; total, 
1927, 232,170; 1926, 236,672; 1925, 220,075. 

Allegheny district: Grain and grain products, 3,116 and 2,845; live 
stock, 1,842 and 2,307; coal, 39,285 and 44,091; coke, 5,768 and 6,042; 
forest products, 3,079 and 3,392; ore, 2,509 and 4,500: merchandise, 
L. C. L., 56,295 and 55,419; miscellaneous, 86,394 and 85,048; total, 1927, 
198,288; 1926, 203,644; 1925, 188,478. 

Pocahontas district: Grain and grain products, 210 and 257; live 
stock, 72 and 66; coal, 39,962 and 33,515; coke, 525 and 432; forest 
products, 1,792 and 1,591; ore, 206 and 70; merchandise, L. C. L., 
7,716 and 7,533; miscellaneous, 8,637 and 5,395; total, 1927, 59,120; 
1926, 48,859; 1925, 44,897. 

Southern district: Grain and grain products, 3,393 and 4,107; live 
stock, 2,128 and 1,696; coal, 23,663 and 22,140; coke, 740 and 866; for- 
est products, 22,271 and 52,295; ore, 1,195 and 1,464; merchandise, 
L. L., 41,915 and 41,381; miscellaneous, 63,449 and 60,600; total, 
1927 158,754; 1926, 154,549; 1925, 150,269. 

Northwestern district: Grain and grain products, 7,715 and 8,672; 
live stock, 6,772 and 7,544; coal, 4,040 and 4,310; coke, 1,528 and 1,708; 
forest =. 18,938 and 21,789; ore, 3,852 and 2,377; merchandise, 
ie. oe 34,378 and 33,448; miscellaneous, 38,594 and 37,368; total, 
1927, 115,317; 1926, 117,216; 1925, 122,032 

Central Western district: Grain and grain products, 8,680 and 
9,168; live stock, 9,449 and 10,308; coal, 7,254 and 12,972; coke, 292 
and 334; forest products, 10,219 and 11,985; ore, 3,267 and 3,864; mer- 
chandise, L. C. L., 35,360 and 35,056; miscellaneous, 50,671 and 47,082; 
total, 1927, 125,192; 1936, 130,769; 1925, 125,084. 

Southwestern district: Grain and grain products, 4,336 and 4,239; 
live stock, 3,208 and 2,812; coal, 2,316 and 4,648; coke, 154 and 184; 
forest products, 7,803 and 9,270; ore, 462 and 383; merchandise, L. C. 
L., 16,935 and 16,868; miscellaneous, 32,820 and 34,681; total, 1927, 
68,034; 1926, 73,085; 1925, 73,009. 

Total all roads: Grain and grain products, 34,926 and 37,734; live 
stock, 25,850 and 27,303; coal, 152,778 and 167,259; coke, 11,670 and 
12,513; forest products, 68,274 and 75,691; ore, 12,591 and 14,003; mer- 
chandise, L. C. L., 268,984 and 264,919; miscellaneous, 381,802 and 
365,372; total, 1927, 956,875; 1926, 964,794; 1925, 923,844. 


Loading of revenue freight this year compared with the two 
previous years follows: 


1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 3,877,397 3,702,413 
Week ended April 2............. 992,745 928,303 923,400 
Weeks ended April 9....ccccccees 959,474 929,343 918,400 
Week ended April 16............ 956,875 964,794 923,844 

NE | Seieeactiwewowweeweres 15,274,169 14,805,425 14,548,053 


OPERATING STATISTICS 


Operating statistics compiled from reports of Class 1 roads, 
exclusive of switching and terminal companies, by the Bureau 
of Statistics of the Commission, for February, 1927 and 1926, 
and for the two months ended with February, 1927 and 1926, 
show the following: 


Loaded car-miles—1,332,146,000 for February and 1,300,179,000 for 
February, 1926; 2,713,680,000 for two months ended with February and 
2,667,594,000 for same period of 1926. 

Empty car-miles—804,089,000 for February and 718,095,000 for 
February, 1926; 1,653,877,000 for two months ended with February 
and 1,507,568,000 for same period of 1926. 

Net ton-miles—37,250,000,000 for February and 35,405,000,000 for 
February, 1926; 76,471,000,000 for two months ended with February 
and 73,080,000,000 for same period of 1926. 

Average number of locomotives on line—31,331 for February and 
31,842 for February, 1926; 31,357 for two months ended with Febru- 
ary and 31,872 for same period of 1926. 

Average number of freight cars on line—2,513,484 for February 
and 2,519,973 for February, 1926; 2,518,125 for two months ended with 
February and 2,518,987 for same period of 1926. 

Per cent unserviceable of total locomotives—16.8 for February and 
17.2 for February, 1926; 16.7 for two months ended with February and 
17.2 for same period of 1926. 

Per cent unserviceable of total cars on line—5.7 for February and 
6.7 for February, 1926; 5.7 for two months ended with February and 
6.7 for same period o q 

Car-miles per car-day—30.4 for February and 28.6 for February, 
1926; 29.4 for two months ended with February and 28.1 for same 
period of 1926. 

Net tons per loaded car—28 for February and 27.2 for February, 
1926; 28.2 for two months ended with February and 27.4 for same 
period of 1926. 


COAL PRODUCTION AND SHIPMENT 


Production of soft coal the week ended April 16, the second 
week of suspension of mining that began in many union fields 
on April 1, was estimated at 8,017,000 net tons by the Bureau 
of Mines of the Department of Commerce. In comparison with 
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the first week of the suspension the output represented a de. 
crease of 238,000 tons. Factors in the decrease, the bureay 
said, were the state of consumer demand and the observance of 
the Easter holiday by many of the mine workers. 

Anthracite production the week ended April 16 was gst. 
mated at 1,762,000 net tons. This was the highest weekly output 
on record since January 15. 

Tidewater bituminous coal shipments from Hampton Roads 
the week ended April 16 totaled 431,892 net tons, of which 
229,538 tons were for New England delivery. From Charlestop 
S. C., 18,618 tons moved during the week ended April 16. 

Cars of coal forwarded over the Hudson to eastern New 
York and to New England the week ended March 26 were re. 
ported as follows: Bituminous, 3,689 cars; anthracite, 1,453 
cars. 


RAILROAD FUEL COSTS 


Total cost of coal and fuel oil consumed by Class I roads 
in freight and passenger train service, exclusive of fuel for 
switching locomotives, for the two months ended with Feb. 
ruary amounted to $56,731,491, as compared with $55,441,805 for 
the same period of 1926, according to the monthly statement 
prepared from carrier reports by the Bureau of Statistics of the 
Commission. 

The total cost of coal for the two months was $46,697,662, 
as compared with $45,755,183 in the 1926 period. Net tons con. 
sumed totaled 17,263,348, as against 17,494,191 tons in the cor. 
responding period of 1926. The average cost per ton was $2.71 
for the two months ended with February, as against $2.62 for 
the corresponding period of 1926. 

The total cost of fuel oil for the two months was $10,033,829 
as against $9,686,622 for the same period of 1926. Gallons of fuel 
oil consumed in the two months totaled 336,176,501, as against 
334,554,485 in the same period of 1926. The average cost per 
gallon for the two months was 2.98 cents as against 2.9 cents 
in the 1926 period. 

For February, the total cost of coal and fuel oil was 
$26,410,531, as against $26,391,402 for February, 1926. The total 
cost of coal was $21,754,662, as against $21,877,816 for February, 
1926. Net tons of coal consumed in February totaled 8,074,321, 
as against 8,338,821 in February, 1926. The average cost per ton 
was $2.69 as against $2.62 in February, 1926. 

The total cost of fuel oil consumed in February was $4,655,869, 
as against $4,513,586 in February, 1926. The average cost per 
gallon was 2.98 cents in February as against 2.9 cents in 
February, 1926. Total fuel oil consumed in February amounted 
to 156,187,972 gallons as against 155,746,976 gallons in 
February, 1926. 


RAILWAY MILEAGE OF WORLD 


The Bureau of Railway Economics has issued a tabulation 
of the railway mileage of the world for 1924 and 1923, showing 
that the total for 1924 was 757,834 miles as compared with 
750,925 for 1923. Mileages by continents for 1924 were given 


as follows: North America, 316,652; South America, 55,783; 
ee 36,457; Asia, 81,293; Australia, 29,985; and Europe, 


Of the 316,652 miles credited to North America for 1924, 
250,966 miles were in the United States. Canada was second 
with 40,093 miles, and Mexico third with 16,445 miles. Cuba 
was fourth with 3,723 miles. The mileages for the remainder 
of the countries in the North America group were less than 
1,000 miles in each instance. 


RAIL ACCIDENT STATISTICS 


The Commission’s summary of accidents reported by steam 
railways for the twelve months ended with December, 1926, 
shows that a total of 6,692 persons were killed in 1926 in train 
and train-service accidents, as compared with 6,364 in 1925. 
The number of injured in 1926 was 49,649, as compared with 
47,993 in 1925. 

In 1926 there were 5,921 grade crossing accidents, as com- 
pared with 5,479 in 1925. The number of persons killed in such 
accidents in 1926 was 2,492, as compared with 2,206 in 1925. 
The number of injured in such accidents in 1926 was 6,991, as 
compared with 6,555 in 1925. 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period April 
8-14, inclusive, was 269,473 cars, according to the car service 
division of the American Railway Association. No average daily 
shortage was reported. The surplus was made up as follows: 

Box, 114,148; ventilated box, 435; auto and furniture, 14,907; 
total box, 129,490; flat, 6,715; gondola, 57,261; hopper, 36,605; total 
coal, 93,866; coke, 419; S. D. stock, 436; D. D. stock, 4,440; refrig- 
erator, 11,552; tank, 212; miscellaneous, 1,343; total, 269,473. 

Canadian roads reported a surplus of 16,600 box, 600 fiat, 
800 S. D. stock, 450 refrigerator and 389 miscellaneous cars. 


FRUIT AND VEGETABLE SHIPMENTS 
Shipments of leading lines of fruit and vegetables the week 
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ended April 23 totaled 15,512 cars, as compared with 15,120 cars 
(revised) the preceding week and 12,560 cars in the correspond- 
ing period of 1926, according to the Bureau of Agricultural 
Economics of the Department of Agriculture. The bureau said 
that, in spite of the flood situation in the Mississippi Valley, the 
carlot movement of southern cabbage, onions, strawberries, 
tomatoes and potatoes gained to such an extent that the com- 
bined shipments of 23 products showed a gain of approximately 
3,000 cars as compared with the same period last year. Ship- 
ments were reported as follows: 


Apples, 828 cars; asparagus, 194 cars; cauliflower, 107 cars; celery, 
347 cars; cabbage, 882 cars; cucumbers, 299 cars; imports, 1 car; 
eggplant, 5 cars; imports, 13 cars; grapefruit, 542 cars; imports, 21 
cars; green peas, 111 cars; lemons, 290 cars; mixed citrus fruit, 177 
cars; lettuce, 1,029 cars; mixed vegetables, 824 cars; imports, 14 cars; 
onions, 722 cars; oranges, 2,155 cars; imports, 45 cars, pears, 9 Cars; 
peppers, 52 cars; imports, 20 cars; spinach, 271 cars; strawberries, 
1,342 cars; string beans, 224 cars; sweet potatoes, 271 cars; tomatoes, 
848 cars; imports, 224 cars; potatoes (1927 crop), 1,193 cars; po- 
tatoes (1926 crop), 2,790 cars; imports, 109 cars. 


LOCATION OF CARS 


The semi-monthly bulletin of the car service division of the 
American Railway Association on percentages of freight cars 
on line to ownership, Class 1 roads, as of April 1, showed the 
following: 


Eastern district, 100.5 as against 97.7 a year ago; Allegheny 
district, 100.9 as against 104.2 a year ago; Pocahontas district, 74.2 as 
against 77.3 a year ago; southern district, 97.4 as against 107.8 a year 
ago; western district, 98.1 as against 94.9 a year ago; all districts, 
98.1 as against 98.3 a year ago; Canadian roads, 95.8 as against 
93.1 a year ago. 


The percentage of home cars on home roads, Class I, as of 
April 1, was 68, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment, the precentages were as follows: 


Box, 60; refrigerator, 77.6; coal and coke, 72.1; stock, 88.8; flat, 
77.6; tanks and others, 94.6. By districts, the percentages for all 
classes of equipment were as follows: Eastern, 59.7; Allegheny, 74.9; 
Pocahontas, 56.1; Southern, 66.3; and Western, 71.9. 


LUMBER SHIPMENTS 


New business in the softwood lumber industry was about 
the same last week as that reported for the preceding week, 
shipments showing a substantial increase, while production fell 
off to some extent, according to telegraphic reports received 
by the National Lumber Manufacturers’ Association from 312 
of the larger commercial softwood mills of the country, for 
the week ended April 23. In comparison with the same period a 
year ago, however, there are decreases in all three items that 
are not to be accounted for by the smaller number of reporting 
mills. The 158 hardwood operations showed a heavy decrease in 
production, a notable reduction in shipments, with new business 
about the same as that reported for the week earlier. When 
compared with the corresponding period last year, when, how- 
ever, sixteen fewer mills reported, there was some decrease 
in production, a slight decrease in shipments, and new business 
about the same. 


Corresponding Preceding Wk., 


Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

WE. caineeceouse 293 158 367 151 307 142 

Production ....... 174,970 14,804 244,360 24,922 189,906 16,767 

Shipments ....... 207,563 20,040 266,869 23,604 190,330 21,602 
Orders (New 

4) eer 189,563 21,019 238,581 21,589 196,112 21,014 





*Fewer west coast mills are reporting this year; to make allow- 
ance for this add 21,000,000 to production, 30,000,000 to shipments and 
26,000,00 to new business in comparing softwood with last year. 


The following revised figures compare the lumber movement 
of the same regional associations for the first sixteen weeks of 
1927 with the same period of 1926; 000’s omitted: 


Production Shipments Orders 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
Met .ctaktaleus ewes 2,949,509 460,501 3,052,328 466,262 3,186,984 484,576 
1926 .............+3,080,201 417,611 3,715,091 403,946 3,761,369 408,177 


WESTERN WAGE ARBITRATION 


Hearings before a board of mediation on the wage increases 
asked by trainmen and conductors of roads west of Chicago 
began in that city April 27. L. E. Sheppard, president of the 
Order of Railway Conductors, made the opening statement for 
the employees. An increase of $1 a day is asked. That was 
the original demand of the employees, but, in the course of arbi- 
tration, was reduced to a request for an increase of 7.5 per cent. 
The $1 increase amounts to approximately 19 per cent of present 
wages. When the decision was reached to place the dispute 
before a board of arbitration, in conformance with the Watson 
act, the employees returned to their original demand. 

Mr. Sheppard protested against what he termed the “single 
standard” as a basis for the settlement of wage disputes, declar- 
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ing that the determination of the justice of demands for jp. 
creased wages, if settled solely on the basis of the relative cog; 
of living, would mean that the benefits of prosperity woujlg 
never be passed on to the employees. 

H. A. Scandrett, vice-president, Union Pacific, made the 
opening statement for the railroads. He pointed out that pres. 
ent wage scales are within 5 per cent of the peak reached jp 
1920, while rates are approximately 20 per cent below their 
peak. He said present wage scales in other industries were 
considerably more than 5 per cent below the war time peak. 
He argued that the railroads of the west are not in a position 
to absorb the wage increases and said that if they were granteq 
it would mean the public would have to absorb the cost through 
increased freight rates. He declared the western roads haye 
not been earning an adequate return on investment and that 
there was no immediate prospect that they would be able 
to do so. 

A letter signed by eighteen associations of commerce, trade 
associations, and other shipper and employer organizations jp 
the territory concerned has been sent to the presidents of the 
roads affected requesting that they strenuously oppose the 
increases asked. The letter declared that “the economic condi. 
tion throughout the west calls for a lowering of costs.” |t 
urged that every effort be made to prevent any advances in 
wages, believing that it would put western carriers in a pre. 
carious situation, and stating that any advance in rates requested 
as a result of wage increases granted by the present board of 
mediation would elicit vigorous protests from them. Among 
the signers were: The Chicago Association of Commerce: 
Illinois Manufacturers’ Association; Iowa Manufacturers’ Aggo- 
ciation; Southwestern Lumbermen’s Association; and the Traf. 
fic Bureau of Associated Industries (Central Manufacturing 
district). 

The hearings before the board are expected to last about 
twenty days. Disposal of the case is to be made within thirty 
days, following the close of the hearings. The board is com- 
posed as follows: Employee representatives—E. P. Curtis, sec- 
retary, Order of Railway Conductors; L. A. Farquharson, vice- 
president, Brotherhood of Railway Trainmen; railroad repre- 
sentatives—J. W. Higgins, secretary, Association Western Rail- 
ways; W. J. Jackson, chairman of the board of directors, C. & 
E. I.; neutral—E. C. Brown, president, Chicago Live Stock As- 
sociation, and W. M. Splawn, president, University of Texas 


l It is estimated that approximately $13,000,000 annually is 
involved, affecting in the neighborhood of 60,000 employees 


TARIFF SUPPLY BY CARRIERS 


Editor The Traffic World: 

A few months ago you published a very helpful reply to a 
correspondent with reference to tariff supply by carriers. (Vol. 
XXXIV, page 574.) 

We get considerable annoyance in this matter at the hands 
of issuing agencies which amounts to absolute contempt for 
the class of shippers whose tonnage is important, but insufficient 
to warrant an exclusive traffic department. 

In addition, we get quite a number of printed advices which 
read “supply exhausted,” and in certain quarters such printed 
cards and forms certainly have an aspect of being a rule rather 
than an exception. The mere fact that so many hundreds of 
such printed advices appear to be mailed seems to be conclu- 
sive evidence as to the decided attitude of some carriers and 
agencies. Why should it ever be necessary to have printed 
advices at all reading “supply exhausted?” Such a question 
seems reasonable, notwithstanding any excuse any carrier may 
offer as to the very large number of inquiries for tariffs. 

One letter just received shows that free service is accorded 
shippers and bona fide shippers’ organizations initiated and op- 
erated by “shippers themselves.” This free service is denied 
attorneys, traffic counselors, and professional traffic managers. 

Obviously, such gentlemen still have the old-fashioned preju- 
dices against just those agencies that have done most of the 
good and useful work for the benefit of “shippers themselves.” 
Shippers are supplied free every time. If those same gentle- 
men could but see the disposition made of such tariffs supplied 
free to the “shippers themselves,” would they weep or would 
they smile? In our five years of service, we have seen tariff 
copies so graciously supplied “to shippers themselves” which 
these “shippers themselves” in every instance profess as being 
as useful and helpful in their shipping questions as a Greek copy 
of Pluto or an authentic work in Russian on the bolshevic 
policy in China. The writer has many a dusty old tariff from 
“shippers themselves” which shippers say should have been 
thrown into the “w. p. b.” years ago—but a request from our- 
selves for which would bring the “supply exhausted” card or 
“please send $5 for copy” advice. 

The same carriers annually throw away thousands of copies 
of passenger folders which never bring a five-cent piece for each 
folder so wasted. And it is quite safe to say that thousands 
and thousands of dollars have been lost to shippers themselves 
if the miserable prejudice complained of is carried out to such 
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FREIGHT FORWARDERS 
City Delivery Service Twice Daily to all Parts 
C } T Y of Greater Kansas City 
OF AMERICA Consolidated Car Service With Free Store Door Delivery 


MO. Most Complete and Up-to-Date System of 
Stock Records and Reports 


) Transter & Storage Company 


228-236 West 4th Street 


Located in the Heart of the Wholesale District 


Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U. S. 
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MEMBERS USES 
TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
Represented by American Chain of Warehouses 
260 er wag City 203 S. Dearborn St., + I. 


Write Us for Information and Rates 
RESPONSIBLE RELIABLE REASONABLE 


SHUPE_ TERMINAL CORPORATION 


The Gateway of Commerce to the Port of New York 


a TERMINAL—A strictly modern Terminal, consisting of 73 FACTORY SITES—We will erect buildings to suit your par- 
: acres on which are erected 45 buildings. ticular requirements. 
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' LOCATION—Lincoln Highway and Passaic River, South EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
q Kearny, New Jersey. ers. Steam crane service. 
» FLOOR AREA—500,000 square feet, of which 215,000 feet © wIGHWAYS—Located on the Lincoln Highway, the main 
‘have an unlimited load carrying capacity; 160,000 square artery of traffic from coast to coast, twenty-five minutes 
R feet are on raised concrete ramps even with car floors. from Broadway. The new Hudson Tunnels will assure 
: LAND—Available for open storage and new buildings, 28 acres. prompt deliveries to the Metropolitan District. 
e RAILROADS—Terminal located on Pennsylvania Railroad just LABOR—A thickly populated territory to draw from with no 
a - = Waverly oe . — - — Fd — labor troubles. 
a of their great Manhattan Produce Terminal. Throug’ , , C : a 
i tariff rates via Lackawanna on inbound carload shipments, a eee be Bory oGoee a a 2 ‘atribution 
P as well as Storage in Transit Privileges Westbound via pl Wareho ing. Daily truck deliveries within radius 
Z Pennsylvania R. R. : “ins of 30 miles. We handle your shipments. Traffic service 
| TRACK STORAGE—Nine and one-half miles of sidings. unsurpassed. Direct service to Boston via Port Newark 
| WHARFAGE—1,400 feet of dock on Passaic River. & New England S/S Co. 

We solicit your inquiries Rates quoted on application 
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extent as we have reason to believe it is from our own experi- 
ence. 

And, judging further from the number of unused copies we 
have found in shippers’ offices and the enormous number of such 
tariffs that must find their way into the rubbish heap of such 
shippers themselves as soon as received, it is quite safe to say 
that the wasted number of tariffs, as well as the wasted postage, 
is very much in excess of what the wastage would be if every 
bona fide agency were promptly supplied, and every shipper 
himself were questioned as to his capacity to make full use— 
or any use at all—of tariffs such as are now “supplied free to 
shippers themselves.” (By the way, what would constitute a 
non-bona-fide traffic agency?) 

For our part, we intend henceforth to maintain a black- 
list of all such carriers, and advise our clients periodically of 
shippers unfortunate enough to be located along the territory 
of such carriers or their agents who publish their tariffs. We 
have made a survey of certain business and find we can do this 
to quite an extent where we have sufficient cooperation with 
our patrons. 

It is pitiful to see such foolish prejudices still existing 
against traffic agencies whose desire is to cooperate with car- 
riers. We did, up to a certain time, fancy that it was only in 
Canada—where, as Canadian shippers are fast realizing, a Com- 
mission exists which should have been scrapped years ago— 
that such foolish prejudices still exist. Apparently, however, 
there is much of the old-fashioned foolishness rampant in the 
U. S. A. at this very date, notwithstanding such well-defined 
rulings of the Interstate Commerce Commission as in its order 
of June 2, 1908, to which you have referred readers in this matter 
of tariff supply. 

We have been told that nearly every shipper in the U. S. A. 
employs some traffic agency or other if his tonnage is not suffi- 
cient to warrant an exclusive traffic department. Where such 
conditions exist, would it not be more just for these much- 
prejudiced tariff publishers to reconstruct their correspondence 
forms to show that only shippers’ agencies and shippers having 
a distinct traffic department or exclusive traffic manager will be 
supplied with tariffs? It is fairly safe to say that such a course 
would result in the elimination of a lot of waste such as we 
ourselves have noticed as resulting from the free supply to 
“shippers themselves.” And, one thing sure, it would not result 
in certain shippers being advised to give certain sources of 
supply the cold shoulder as a result of being asked $5 and, in 
some instances, $10 or more for a tariff publication. 

We consider this phase of national and international ship- 
ping as being of sufficient importance to warrant a return to 
the days of anti-railway attitudes where such small -mindedness 
on the part of certain carriers and their tariff publishers is so 
much in evidence, as we think the carriers by such methods are 
getting many a dishonest dollar. 


The carriers have been granted very substantial relief by 
the I. C, C., in the matter of posting of tariffs at stations. Under 
a method or policy of supplying tariffs free only to traffic agen- 
cies and traffic managers and charging “shippers themselves’— 
who are for the most part incompetent to read or interpret 
such publications as put out by tariff agencies nowadays—the 
required printing expenses would probably be reduced, and, inci- 
dentally, the number of tariffs printed would fall far short of 
the number that would be required if carriers were still required 
to post tariffs at every station. But, most emphatically, some- 
thing substantial should be done in these prosperous days of 
traffic conditions to clean up, once and for all such abomina- 
tions as the “supply exhausted” and “shippers themselves” 
advices, which, as stated, seem to be the rule rather than the 
exception with quite a number of the lingering old-time preju- 
diced officials. 

Accordingly, your correspondent would very much like to 
get the views of your readers with a view to the elimination 
of this old nuisance which has something about it of a desire 
to conceal as much as possible the legal rates rather than a 
desire to make rates known as widely as possible, and led us 
to wonder whether the present policy is intended to cause tears 
or laughter. 

L. H. Killingray, Traffic Manager, 
Canadian Shippers’ Traffic Bureau. 
Toronto, Cana., April 21, 1927. 


WABASH TRACTOR-TRAILER SERVICE 


The Wabash Railway Company has recently substituted two 
heavy-duty motor trucks, which serve as tractors, and seven 
all-steel semi-trailers for trap car service to move fréight in 
and out of the Chicago terminal district. The tractor-trucks 
operate to and from the downtown Polk Street station, the 47th 
Street transfer station, five miles out, and the Englewood sta- 
tion, seven miles out. Although the tractor-trucks have been 
in use only since March 1, their superiority over trap cars for 
speeding freight movements in a congested terminal such as 
Chicago has been demonstrated. 

“By the new plan,” said R. A. Walton, assistant general 
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freight agent of the Wabash, “all merchandise received at the 
transfer station in trap cars from industries within the termina) 
district, or all L. C. L. traffic received in cars from foreign lines, 
and that arriving via the Wabash requiring transfer, is worked 
on the day of receipt at the transfer. Two blocks of package 
cars are laid out daily, one at the transfer station and one at 
the Polk Street station, to all principal points on and beyond 
the Wabash’s rails, and through the use of the tractor-trailer 
service all shipments are transferred to their respective package 
cars and leave the same day. This results in increased average 
loadings and a decrease in the number of road haul cars.” (Con. 
tinuing, he said: 


Previous to the inauguration of this service, hundreds of trap 
car loadings had to be made each month in accomplishing the trans- 
fer of freight between the 47th Street and Polk Street stations, which 
frequently meant delays of from 24 hours to 72 hours. Complaints 
because of these delays have been entirely eliminated, for the motor 
equipment now makes it possible to send out all freight in package 
cars bound for its destination or break-bulk point the same day 
received, and also to deliver incoming freight received at the trans- 
fer station to either the Polk Street or Englewood stations the same 
day as received. By virtue of the fact that shipments may be quickly 
concentrated at either the Polk Street or the 47th Street station by 
means of the tractor-trucks, the Wabash is also able to provide 
better service to certain towns or cities, not so important as others 
from a shipping point of view, to which cars of freight by the old 
plan went out only every other day or so. Cars now usually go 
out daily to these places. ets : 

Receivers and shippers in the Englewood district are being es- 
pecially benefited by the improvement in service provided by the 
Wabash since the tractor-trailer equipment was installed. In fact, 
they can now obtain substantially the same type of service as is 
available to other districts served by the main freight stations. 
They receive their freight the same day it arrives over the Wabash 
in Chicago and have their outbound shipments leave Chicago in through 
package cars on the same day of shipment. L. C. L. shipments to 
and from the Englewood station have been particularly expedited 
since the inauguration of the motor service. 


The tractor-trucks used are heavy-duty chain-drive Interna- 
tional Harvester units. The trailers are of all-steel construction 
and are 8 feet wide, 9 feet high and 18 feet long. They are 
painted “Banner” blue, the same as the equipment of the Wa- 
basn Chicago-St. Louis train. 

In transit, the trailers are locked and sealed just as railroad 
cars are locked and sealed to protect shipments. Trailers are 
spotted at the in-house and out-house of the Polk Street station, 
the transfer station, and the Englewood station. A tractor-truck 
comes to one of these stations with a trailer, leaves it there and 
immediately pulls out with another trailer for one of the other 
stations. In this way, the tractor-trucks are hauling pay loads 
all the time, being operated continuously for ten hours each day. 

The tractor-trucks and trailers are owned and operated for 
the Wabash Railway Company by the Arthur Dixon Transfer 
Company. Mr. Walton said: 

We wanted to obtain the best kind of service right from the start 
in preference to experimenting. We figured that the transfer com- 
pany, on account of its years of experience in this kind of work, 
would be able to do this work better and more economically than 
we could with a new organization that we would have to build up. 


After all, we are in the railroad business—we have troubles of our 
own. 


D. & H. CONTROL OF B. R. & P. 
The Trafic World Washington Burcau 


Hearing was begun by Examiner Davis on April 25 on the 
application of the Delaware & Hudson for approval of a track- 
age contract between itself and the Pennsylvania for the use, 
by the former, of the tracks of the latter between Buttonwood 
and Dubois, Pa. That contract was entered into after the 
application of the Delaware & Hudson was made for permission 
to acquire, by lease, the property of the Buffalo, Rochester & 
Pittsburgh. It is conditioned, in part, upon the approval of the 
lease of the property of the Buffalo, Rochester & Pittsburgh, 
by the Commission. The hearing also embraced the application 
of the D. & H. to acquire control of the B. R. & P. 

In a proposed report on the application for permission to 
acquire by lease, Examiner Davis said the Commission should 
not approve it, because, among other things, there was no 
physical connection between the two roads. The trackage ar- 
rangement would furnish such connection in the sense that the 
Delaware & Hudson would have the right to operate its trains 
over the railroad of the Pennsylvania between Buttonwood and 
Dubois, a distance of about 223 miles. 

The option which the Delaware & Hudson had upon the 
Buffalo, Rochester & Pittsburgh expired on February 28 in the 
sense that that seemed the effect of the language employed in 
the option. It has been intimated that there is some law question 
as to whether it has expired. About the time the option seemed 
on the point of expiration, Commissioner Meyer asked the 
Buffalo, Rochester & Pittsburgh to extend the option. The board 
of directors of that road, on March 2, declined to extend it. Prior 
to that time, in a letter dated February 28, the attorney for 
the Deaware & Hudson, apparently proceeding on the assump- 
tion that there would be no extension of the option, asked the 
Commission to allocate the Buffalo, Rochester & Pittsburgh to 
the Delaware & Hudson. 

Notwithstanding the seeming disappearance of the Buffalo, 
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HIPPERS using NEW ORLEANS 
can always count on our climate 
as an ally—never as an enemy. 

Even the most delicate commodities are 

safe here against extremes of heat, or of 

cold, or from any adverse climatic effect 
whatever. Our coldest month never 
averages lower than 541% degrees, and 


The carefree road that 
leads tothe fulfillment of 
immortal longings . . . 


Adventure, Romance, 
Beauty, Escape for a little 
while from the dull same- 
ness of succeeding days. 


For thousands this sum- 
mer the road will end 
somewhere among the 
painted peaks of the 
Rockies — in Colorado, 
Magic Yellowstone, Gla- 
cier National Park—the 
triple lure for half a mil- 
lion summer vacationists. 
And for the largest group 
of all, it is significant, the 
road again will be The 
Burlington. 
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Rochester & Pittsburgh, as a principal, in the matter, the Com- 
mission set it down for hearing. The Delaware & Hudson de- 
sired the hearing, and it is understood the Commission was also 
decidedly of the opinion that it should proceed. The Buffalo, 
Rochester & Pittsburgh intervened in the trackage application, 
as did also the New York Central and the Baltimore & Ohio. 
The two last mentioned were also interveners in the lease case. 

When the hearing was begun the Delaware & Hudson placed 
in evidence the trackage contract, based, as before said, upon 
the contigency that the Delaware & Hudson obtain the right 
to lease the Buffalo, Rochester & Pittsburgh. 


No objection was made to that but immediately thereafter 
R. Marsden Smith, for the Baltimore & Ohio, suggested that the 
contract for trackage was contingent upon the acquisition by 
lease. He asserted there was no lease or agreement of lease 
that was obvious. Therefore he suggested that evidence be 
required on the point whether there was a lease or an agreement 
to make such a lease. 


“The contract speaks ‘for itself,” said Examiner Davis, who 
thereupon said the applicant might proceed. No further effort 
was made at the initial hearing by either of the intervening 
trunk lines to compel the applicant to show that the contingent 
condition in the trackage contract could be met. Clyde Brown, 
for the New York Central, Mr. Smith and George M. Shriver, 
for the Baltimore & Ohio, cross-examined the witnesses offered 
by the Delaware & Hudson. Their questions seemingly indicated 
that the position of the two trunk lines was that any and all 
the services that could be performed over the proposed track- 
age line, in hauling iron ore from the Adirondack mines to Pitts- 
burgh, anthracite coal to Lake Ontario, and soft coal from 
Pennsyvania to points on the Delaware & Hudson, could be 
performed either by the Pennsylvania itself, the Delaware & 
Hudson itself or the two without the help of a trackage contract. 


J. W. Roberts, general superintendent of transportation, east- 
ern region, of the Pennsylvania, testified as to the ease of 
operation over the line between Buttonwood and Dubois and esti- 
mated that 30 per cent could be added to the volume of traffic 
now on that line without forcing any increase in the capital 
investment. In answer to questions on cross examination he 
admitted that he knew of no trackage arrangement covering 223 
miles of line but he said early consolidations were of very short 
lines while now they involved long lines. He suggested that the 
time for long-line trackage arrangements might also have come. 

E. O. Marting, president of Witherby, Sherman & Co., iron 
ore miners in the Adirondack region and operators of blast 
furnaces, testified in favor of the proposed arrangements. His 
theory seemed to be that an additional line into Pittsburgh would 
be good for it, in view of the decline in the quality of ore from 
the upper lake region and the growing demand for ore having 
qualities possessed by the eastern ore, which indicated a large 
increase in the tonnage from Port Henry, N. Y., the company’s 
shipping point, located on the Delaware & Hudson. 


William J. Mullin, general traffic manager for the Delaware 
& Hudson, testified as to traffic probabilities, admitting that if 
the hopes of the Delaware & Hudson with respect to soft coal 
tonnage were realized some tonnage would be taken from the 
Pennsylvania. He agreed with the suggestion from the cross 
examiners that if the Pennsylvania lost some tonnage it had 
to be presumed that it would rather have the $1.50 per train- 
mile the Deaware & Hudson would pay to it than the tonnage. 

An explanation as to why the Delaware & Hudson had 
entered into a trackage contract with the Pennsylvania was 
made by L., F. Loree, president of the Delaware & Hudson. He 
attributed that move to the attitude of the New York Central 
toward the traffic agreement existing between it and the Dela- 
ware & Hudson for the interchange of freight and the “violent 
opposition” of the Baltimore & Ohio to the construction of the 
so-called Harriman line through northern Pennsylvania. He 
said he was surprised when he heard the New York Central 
say the traffic agreement was not the same as a physical con- 
nection or as satisfactory, especially, he said, in view of the 
fact that 85 per cent of freight interchange in this country was 
made on that basis. 


The attitude of the New York Central, adopted by the ex- 
aminer in his proposed report on the lease application and the 
opposition of the Baltimore & Ohio toward the Harriman line, 
he indicated, caused the negotiations resulting in the trackage 
contract. That contract provides compensation for the Penn- 
sylvania at the rate of $1.50 per train mile, which Mr. Loree 
said was the rate imposed upon a railroad detouring its trains 
over the tracks of another road, under the American Railway 
Association agreement. 

According to Mr. Loree, the Delaware & Hudson is pre- 
pared, on the instant, to execute the 999-year lease for which 
it arranged with the Buffalo, Rochester & Pittsburgh. 

“You spoke of the violent opposition of the Baltimore & 
Ohio and the New York Central; was not the Pennsylvania also 
opposed?” asked Mr. Brown on cross-examination. 

“Yes, it was, as I thought, unfriendly, but the Pennsylvania 
has been doing penance since then,” said Mr. Loree. 

“Would the grant of this application make unnecessary the 
Harriman line?” asked Mr. Shriver, 
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“TI don’t know,” said Mr. Loree. 
the Harriman plans.” 

Mr. Brown asked about 500,000 tons of soft coal interchangeg 
between the Buffalo, Rochester & Pittsburgh and the New Yor, 
Central. Mr. Loree said that Mr. Crowley had spoken with 
him about that, but Mr. Loree said he saw no reason for dis. 
turbing that arrangement, adding that, “we’d like to be us 
friendly with our neighbors as we can be.” 

Additional testimony as to physical characteristics of the 
trackage route, savings and income was added to the recorg 
by James McGregor McMartin, chief engineer of the Delaware 
& Hudson; J. E. Roberts, superintendent of transportation, ang 
W. E. Eppler, the comptroller of the same company. The last 
mentioned estimated the net railway operating income aittrip. 
utable to the trackage arrangement at the end of the fifth year 
after its making at $18,125,990, for the two roads involved. He 
combined their revenues, expenses and income on the basis 
of the ratios of railroads in the eastern region and the experi- 
ence of the Delaware & Hudson. He also called attention to 
trackage arrangements between the Grand Trunk and Wabash 
covering 246 miles, between the Southern and the Atlantic 
Coast Line covering 172 miles, the Great Northern and Northern 
Pacific covering 173 miles, as an answer to the suggestion that 
this agreement was unusual. 

The correspondence between the Delaware & Hudson and 
the Buffalo, Rochester & Pittsburgh about the lease option was 
stipulated into the record subject to objection by the first men- 
tioned on the ground of lack of materiality. Three telegrams 
by Commissioner Meyer about an extension of the option by 
the B. R. & P., offered by the D. & H., were withdrawn when Mr. 
Brown suggested that they were objectionable because Mr, 
Meyer could not be asked why he had used the language em- 
ployed by him in those telegrams. 

Mr, Shriver, vice-president of the Baltimore & Ohio, at the 
concluding hearing, April 26, opposed the proposed lease of the 
B. R. & P. by the D. & H., saying that better and shorter routes 
than the proposed route that would be opened up by the D. & H. 
plan were available between Chicago and the east. On the 
other hand, he said, it would be possible, by coordination of 
the B. R. & P. and the B. & O., to obtain for the public a new 
and advantageous route with a greatly improved line over that 
now available. The route from Chicago to New York would 
be 900 miles via the B. & O. and B. R. & P., he said, as com- 
pared with the B. & O.’s present route, in conjunction with the 
Reading, of 983 miles. He said that lease of the B. R. & P. 
by the D. & H. would interfere with the short line via the 
B. & O. and the B. R. & P. He also said the D. & H. plan would 
convert the B. R. & P. from a friendly connection of the B. & 0. 
to an active competitor under the management of the D. & H.,, 
not only disturbing the relations that had existed for a great 
many years, but depriving the B. & O. of the opportunity to 
reach directly the Buffalo and Rochester areas through a con- 
nection of long-time standing and one where the relationships 
could, in the interest of the public, be more fully coordinated. 

Mr. Shriver said that because through the medium of the 
B. R. & P. an important short low-grade through route might 
be obtained between Chicago and New York and New England, 
“we are of the opinion that these relationships should not be 
disturbed, but that if and when opportunity offers they should 
be closer cemented and the operations further coordinated.” 
He pointed out that the B. R. & P. now used the facilities of 
the B. & O. between Butler and New Castle, Pa., and also into 
Pittsburgh, but that although the proposed lease of the B. R. & 
P. assumed to give the D. & H. the benefit of these contracts, 
the B. & O. took the position that the B. R. & P. might not 
transfer its rights to another company and that, by the execution 
of the lease, the D. & H. would cut itself off as a Pittsburgh 
and New Castle line. 


“I am not familiar with 


WAREHOUSING IN NEW ENGLAND 


The Department of Commerce has completed plans for a 
survey of the warehousing industry in the New England states. 
This survey, under the direction of the domestic commerce divi- 
sion of the department, is being undertaken at the request of 4 
number of warehouse and storage concerns throughout New 
England. 

The department is now engaged in an extensive survey of 
the New England market and the proposed analysis of the 
warehousing facilities of these states will serve as an adjunct 
to the study now being conducted. In addition the survey will 
present for the direct information of the warehousing industry 
in New England an analysis of the distribution of warehouse 
space, both for cold storage and dry merchandise storage, and 
will indicate the extent to which such space has been utilized 
in the last year. 

A questionnaire for circulation to warehousing firms in 
New England has been completed and will be mailed around 
May 1. This questionnaire will cover such points as are neces 
sary to obtain a complete census of the facilities available, the 
capitalization of the industry, the location of facilities with 
reference to transportation lines, and special services performed 
by warehousemen such as trucking, pooled-car service and dis- 
tribution of merchandise through warehouse for manufacturers. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, ae is a member of our legal department} 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 
problems. We do not desire to take the place of the traffic man but to 
help him in his work. 5 : 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

ddress Quest'ons and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 


S—_—_—_—_—_—<<—<$ 
Perishable Goods—Liability of Carrier for Freezing 

Michigan.—Question: On November 22 a certain shipper in 
Chicago delivered to us 826 cartons of salad dressing. This 
consignment went forward on one of our steamers on November 
22, and delivered to our dock in Detroit on November 26; de- 
livery effected to the warehouse the same day. Notation on 
original bill of lading read, “Freezing destroys these goods.” We 
took every precaution to keep the shipment from freezing. 

On December 14, when a part of the shipment was being 
taken out of the warehouse for delivery to consignee, shipper’s 
representative notified us that several of the cartons were found 
to be in a frozen condition and, on inspection, this was found 
to be true. On further inspection of the balance of the con- 
signment, several more were found to be in the same condition, 
in all 45 cartons. We accepted these frozen goods and had them 
returned to shipper in Chicago for salvage. 

As this is a concealed loss, are we responsible for the full 
amount of the claim, or can we charge the warehouse company 
for a proportion of it, inasmuch as shipment was in their pos- 
session nearly three weeks after delivery by us before the dam- 
age was noted? 

Answer: It is a question of fact as to where the injury to 
the goods in question occurred. If while in the warehouse, the 
steamship company is not liable in damages to the shipper in 
any amount. In the event that the terminal company which 
operates the warehouse receipted for the freight as being in 
good condition, and you can show by competent evidence that 
the goods could not have been injured while in the possession 
of your company, that is, if you can show by proper evidence 
the care taken of the goods while in the possession of your 
company, which was such as to preclude the freezing of the 
goods during the course of transportation, the warehouse com- 
pany must bear the burden of showing that the goods were not 
frozen while in storage in its warehouse. Failing to do this, the 
warehouse company would be liable for the entire amount of 
the damages caused by freezing of the goods, provided that 
negligence on its part was the cause of the freezing. 


As to the liability of a warehouseman, see our answer to 
“North Dakota,” on page 1402 of the December 11, 1926, Traffic 
World, under the caption “Liability of Carrier as Warehouse- 
man.” 

Of course, if you do not believe that you can produce the 
evidence necessary to show that there was no negligence on 
the part of your company which would result in the freezing 
of the goods, it would, no doubt, be advisable to assume a part 
of the amount of the damages, in the event that the warehouse 
company is willing to proportion the amount of the claim. 


Reparation—Rates Subsequently Reduced 

Oklahoma.—Question: In June, 1926, we made a shipment 
of wood tanks, knocked down, from Tulsa, Okla., to Spearman, 
Tex. We were charged a class “D” rate of 52% cents per 
hundred pounds. However, due to error of railroad company, 
the charges on this car were not presented until during August, 
1926. We later filed claim to basis of 38% cents as carried 
in item 2694-F of Southwestern Line Tariff 26-X, I. C. C. 1590, 
effective July 30, and claim was paid on this basis. The rail- 
road company is now asking us for refund of this overcharge 
and, so far as the date of movement of the shipment and the 
effective date of item 2694-F is concerned, they are correct. 

However, we believe there has been several decisions of 
the Interstate Commerce Commission regarding cases of this 
kind, that is, “Where a shipment moves and later on a lower 
rate is established, the shipment would be entitled to the lower 
rate.” 

Will you kindly advise if the Commission has ruled in similar 
cases and if so give reference to a few cases and the Interstate 
Commerce Commission numbers? 

Answer: The Commission has repeatedly held that the vol- 
untary reduction of a rate or basis of charges does not in itself, 
without proof that the former rate or basis was unreasonable, 
furnish a sufficient reason for awarding reparation. Ferguson 
& Sons Grocery Co. vs. A. B. & A., 45 I. C. C. 81; Pacific Bridge 
Co. vs. S. P. & S. Ry. Co, 30 I. C. C. 732, and Foster Lumber 
Co. vs. A. T. & S. F., 15 1. C. C. 56. 
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Liability of Connecting Carriers for Shortage 

Florida.—Question: We would appreciate an expression from 
you as to steamship companies’ liability for shortage which 
developed after arrival in Miami, Fla. The steamship company 
received in New York 300 cases of ginger ale and after arriya] 
at destination they contend that the same quantity was delivereg 
to carrier for switching to consignee. On arrival at consignee’s 
warehouse shipment checked short 39 cases, and the steamship 
company contends that liability for this shortage is not with 
their company, but with the switching carrier who moved ale 
from dock to consignee’s warehouse. 

Answer: Whether or not the steamship company or the 
switching carrier is liable for the shortage is a matter of proof, 

Where a shipment moves over two or more connecting car. 
riers subject to the provisions of paragraph 11 of section 2 
of the interstate commerce act, i. e., the Cummins amendment, 
the initial carrier can be held liable for proved shortage regard. 
less of whether the loss occurred on its line or that of the 
connecting line. 

However, prior to the enactment on March 4, 1927, of Senate 
bill S. 3286, the so-called Newton bill, the terminal carrier could 
not be held liable for a loss occurring prior to the receipt of 
goods by it unless the movement was a through shipment within 
the application of paragraph 11 of section 20 of the act. Under 
the Cummins amendment the liability of the steamship company 
depends upon whether or not the loss occurred while the goods 
were in its possession, which is a matter of proof on the part 
of the shipper. Likewise, the liability of the switching carrier 
is subject to proof on the part of the shipper that the loss 
occurred while in its possession. See the decision of the Su- 
preme Court of the United States in C. & N. W. Railway Co. vs. 
Whitnack Produce Co., 258 U. S. 369, relating to the presumption 
that goods delivered to an initial carrier were received by the 
connecting carrier in the same condition in which received by 
the initial carrier. 

Damages—lInterest on Value of the Shipment During Delay 

Tennessee.—Question: Kindly advise whether or not we 
are entitled to interest on account of delay in transit on a car- 
load of lumber shipped from Nashville, Tenn., October 7, 1925. 
We hold clear bill of lading on this car, no notation being made 
account of congested conditions which existed in Florida at that 
time. The claim department of the carrier state that they have 
no ruling as to any settlement of claims for such delay and are 
asking a withdrawal of our claim. 

Kindly advise the merit of our contention, with citations. 

Answer: A carrier is not an insurer against delay in the 
transportation of goods. The principle on which a carrier’s 
extraordinary liability is founded does not extend to the time 
occupied in transporting the goods. As to the time of delivery, 
their liability stands on the same ground as that of ordinary 
bailees for hire. Hence the rule is one of general application 
that, in the absence of special contract binding the carrier to 
deliver within a specified time, mere delay in transportation 
does not create any liability to respond in damages. As to the 
diligence and care required in completing the express or implied 
contract for transportation only, the rule is that the carrier is 
bound to use reasonable diligence and care, and that only neg- 
ligence will render it liable, unless a stipulated time is fixed 
in the contract. The shipper assumes the risk of unavoidable 
accidents, and of usual and ordinary delays incident to the ordi- 
nary conduct of the carrier’s business. Nevertheless, if damage 
results from failure, without good excuse, to deliver the goods 
at their destination within a reasonable time, the carrier is 
liable for such damage. When a common carrier undertakes 
to convey goods, the law implies a contract that they shall be 
delivered at destination within a reasonable time, in the ab- 
sence of any special agreement as to the time of delivery. 


The law does not attempt to fix by rule what is a reasonable 
time. What is a reasonable time is not susceptible of being 
defined by any general rule, but-the circumstances of each 
particular case must be adverted to in order to determine what 
is a reasonable time in that case. 


While the statement is made above that where goods are 
tendered to a carrier for transportation, he is bound to advise 
the shipper as to any cause liable to delay transportation which 
is not within the knowledge of the shipper, it has been held that 
the showing of notice possessed by the public generally as to 
congestion of traffic is not a defense. M. K. & T. of Texas Vs. 
Stark Grain Co., 181 S. W. 410. 

Assuming the liability of the carrier in the instant case 
for unreasonable delay to the shipment, its liability to be de 
termined in accordance with the statement of the law above, 
whether or not interest is recoverable on the amount of the 
value of the shipment for the period of time the shipment was 
delayed, has not, so far as we are aware, been the subject of 
many decisions of courts. However, see Dorrance & Co. VS. 
I. & G. N., 126 S. W. 695, and Tex. Cent. R. Co. vs. Hannay- 
Frerich & Co., 142 S. W. 1163. In the case first referred to it 
was held that: 


In an action for damages for unreasonable delay in shipment of 
cotton, where plaintiffs averred the shipment of cotton, the un- 
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reasonable delay in its delivery, and that the bills of lading when 
issued were by the consignors attached to drafts and forwarded to 
plaintiffs for payment, and that the drafts were paid on presenta- 
tion, and that on these drafts the plaintiffs were compelled to pay 
interest aggregating a certain sum, and prayed judgment for dam- 
ages by way of interest as set forth, and general relief, held, that 
the petition as to a claim for interest was good as against a 
general demurrer. 


Carload Versus Less-Carload Shipment 

New York.—Question: A short time ago we made a ship- 
ment from a point in Wisconsin consigned to ourselves for 
export, lighterage free at New York City. On this particular 
movement, which is not covered by through rate, the cheapest 
combination to apply is constructed on Manitowoc, Wis. The 
shipment weighed 22,200 pounds, and it is our contention that 
the correct charges are constructed on a rate of 15% cents third 
class from shipping point to Manitowoc, plus 94% cents third 
class from Manitowoc to New York City, plus 314 cents for 
lighterage in New York harbor, making a total of $1.13%%. 

The shipment moved into New York City with freight 
charges collect, and the delivering carrier has assessed charges 
on a basis of 9 cents from shipping point to Manitowoc, which 
is the fifth class carload rate, basing his charges on the mini- 
mum carload weight of 36,000 pounds, and 94% cents, the less- 
carload rate from Manitowoc to New York, plus the lighterage 
charge of 3% cents. 

It is our contention that the carrier’s basis of assessing 
charges is absolutely wrong, inasmuch as they are assessing 
charges on the basis of a carload rate for part of the haul, and 
basis of a less-cafload rate for the balance. They apparently 
base their charges on rule 15 of the Consolidated Classification, 
which states that the charges for a less-carload shipment must 
not exceed the charges for a minimum carload of the same 
freight at the carload rate. 

However, they do not take into consideration the fact that 
this is a through movement from shipping point to New York 
City, even though the rate applied is a combination rate. It is 
our contention that, being a through movement, this shipment 
must be considered either as a carload or a less-carload, for the 
purpose of assessing freight charges for the entire distance, and 
cannot be split up as the railroad has done in this instance. 

On this particular shipment, the difference between the 
charges which the railroad has assessed and those which we 
claim are correct amounts to a little bit less than $2 and is in 
favor of the railroad, that is, we are willing to pay them more 
than they have assessed. It can therefore readily be seen that 
it is not the money involved in this particular case, but it is 
the principle for which we are fighting. We are anxious to 
obtain a decision by which we may abide on future shipments, 
because we are fairly certain we will have a regular movement 
of this particular freight, and probably in quantities which are 
similar to the one in question. 

Will you therefore kindly render your opinion as to whether 
the railroad can legally assess charges on the basis of a carload 
rate for part of the distance and less-carload for the balance on 
a shipment which is billed through from origin to destination, 
but is subject to a combination rate. 

Answer: It is true that a shipment cannot be both a car- 
load and a less-than-carload shipment. It must be either one 
or the other. This, however, does not prevent, under the pro- 
visions of rule 15 of the classification, the application of the 
carload rate as one factor of a combination rate if the shipment 
is an L. C. L. shipment, rule 15 providing that the charge on an 
L. C. L. shipment may not exceed the charge for a carload ship- 
ment, nor does it prevent the application of an L. C. L. rate as 
the other factor of the combination if the shipment is in fact 
an L. C. L. shipment. 


If, however, the shipment was tendered at point of origin 
as a carload shipment and transported as such, the carload rate 
must be applied to the entire movement. See, in this connection, 
our answer to “Illinois,” on page 434 of the February 12, 1927, 
Traffic World, under the above caption. You will note that there 
is a discussion therein with respect to the application of that 
portion of section 1 of rule 15 which states that the charge 
for a car fully loaded must not exceed the charge for the same 
lot of freight when taken as an L. C. L. shipment, a condition 
precedent to the application of this provision apparently being 
that the car must be fully loaded, otherwise the provisions of 
section 3 of rule 15 govern. 


Presumably, inasmuch as the minimum weight of the article 
shipped is 36,000 pounds and only 22,500 pounds was loaded into 
the car, the car was not fully loaded, and therefore unless 
tendered as an L. C. L. shipment and not a carload shipment 
at point of origin, the provisions of section 3 of rule 15 of the 
classification are applicable thereto. 


As to whether a shipment was tendered as a carload or an 
L. C. L. shipment, the findings of the Commission in the cases 
cited in the first paragraph of our answer to “Illinois,” above 
referred to, should be taken into consideration. 

Routing and Misrouting—Shipper’s Routing Incomplete 

iNlinois.—Question: Shipment originating at Randville, Mich., 
on the C. M. & St. P. (a) destined to Detroit, Mich.; (b) for 
Grand Trunk delivery, and routed “C. M. & St. P.-Grank Trunk, 
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across lake,” was billed by originating road at $2.61 net top 
which rate was effective if car traveled via Menominee, Mich 
across lake, Ann Arbor, care of Grand Trunk at Durand, also 
applicable via Milwaukee, across lake, Pere Marquette. 

Billing station used the $2.61 basis, but sent car via Mj. 
waukee, care of Grand Trunk, and assessed $6 per net ton, the 
$2.61 rate not applying via Milwaukee, Grand Trunk. No rate 
was shown on the bill of lading. 
Kindly give me your opinion as to where the responsibility 
rests. 

Answer: Where the shipper specifies certain carriers jp 
the bill of lading, but there is a gap between two of the carrier; 
named, thereby making the routing incomplete, the Commission 
holds that it is the duty of the carrier to forward the shipment 
via the cheapest reasonable available route consistent with such 
routing as is specified Reynolds Bros. Lumber Co. vs. Talula 
Falls Ry. Co., 42 I. C. C. 421; E. I. Du Pont de Nemours & (o, 
vs. C. R. R. of N. J., 55 I. C. C. 243; Ferguson Lumber Co. ys. 
L. & A. Ry. Co., 52 I. C. C. 486. 

Tariff Interpretation—Allowance for Cooperage 

Missouri.—Question: Will you note that the title page of 
St. Louis-San Francisco Ry. Co. Tariff 1647-J, states that it 
covers rules and charges governing furnishing of grain doors, 
door boards and material for coopering cars. On page 2, item 
15, the tariff reads: 


Suitable door boards will be furnished at all loading stations 
for use in coopering cars to be loaded with bulk freight requiring 
such protection. 


Under technical construction of this tariff is it your inter. 
pretation that these door boards could be used for the protection 
of freight by bulkheading across car at each end, such as bulk 
lime loading, or would they have to be across doors? You will 
note that the item does not specifically state that the door 
boards must be used across doors, but the Frisco contend that 
that is the only lumber that will be furnished, regardless of 
the fact that it takes less material to bulkhead load than it does 
to protect doors. It is less hazardous, as it does not allow 
as much air space for slacking, the rain blowing in at doors 
cannot dampen it and cause it to slack in transit, it protecting 
consignee, as it does not spill out on ground when car is opened 
and door boards removed, but I am asking you your interpreta 
tion of the tariff, and, if in your opinion, that the door boards 
could be used as stated above. 

In this connection, so that you will be fully aware of the 
matter, I cite you to the railroad side of the case. Osceola 
Mill & Elevator Co. vs. M. St. P. & S. S. M. Ry. Co., 38 I. C. ¢. 
335, and New York Shippers’ Protective Assn. vs. N. Y. C. & H. 
R. R. Co., 30 I. C. C. 487. While it is not compulsory of the 
railroad to furnish this material, if they do publish a tariff, 
which they have done, it is my opinion that the door boards 
could be used legally in the manner prescribed by me. 


Answer: While the application on the title page of the 
tariff in question reading, “Rules and Charges Governing Fur 
nishing of Grain Doors, Door Boards and Material for Coopering 
Cars” may be broad enough to include lumber for the bulk 
heading of cars (although we can locate no opinion of the Com: 
mission in which the term “coopering” is used in connection 
with material used for the preparation of cars for loading has 
been held to include bulkheading), it is our opinion that the 
application of item 15 of this tariff is so restricted as to obligate 
the carrier to furnish, under this tariff, boards for doors only. 
While it is true that bulkheads may serve the same purpose a8 
door boards, the term “door boards” is not, in our opinion, broad 
enough to include boards for bulkheading. Furthermore, bulk 
heads serve other purposes than the purpose served by door 
boards, for instance, the separation of different commodities, s0 
as to prevent the mixing thereof (see Lamb, McGregor & Co. 
vs. C. & N. W., 22 I. C. C. 346), or they may be used in addition 
to door boards. Continental Can Co. vs. B. & O., 38 I. C. C. 618 

State Versus Interstate Traffic 

California.—Question: A shipment of cattle was imported 
from Mexico into the United States. The cattle were driven by 
their owner across the international line. On the following day 
they were shipped by rail to an interior point. The rail move 
ment was entirely confined within one state. 

The final destination had been determined at the time of 
the importation, according to a copy of the customs document 
filed with the carrier. 

The question of whether or not an interstate rate is aP 
plicable to a shipment is governed by the essential character of 
the traffic and this essential character is determined by the 
“original and continuing intention” of the shipper, under the 
decisions in Texas & New Orleans Railroad Company vs. Sabine 
Tram Company, 227 U. S. 111; Baltimore & Ohio Southwestem 
Company vs. Settle, 260 U. S. 167; Trojan Powder Company Y5 
Director-General, 88 I. C. C. 447, ete. 

The carrier has taken the position that the rail shipmetl 
was interstate because the cattle were driven across the line 
by the owner. What is your opinion? 

Answer: While we locate no reported opinion of the Inter 
state Commerce Commission directly in point, it is our opinion 
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that the rail movement, although wholly within one state, was 
an“interstate movement, assuming, of course, that at the time the 
cattle left their origin in Mexico, it was the intention to trans- 
port them, following their being driven across the international 
line to the destination to which they moved, by rail. The fact 
that they were driven instead of being transported across the 
international line does not, in our opinion, preclude the applica- 
tion of the principle of the cases cited by you, assuming that 
there was an original and continuing intention of the shipper 
that the catile should, at the time they left their origin, go to 
the rail destination to which they were transported. 

Tariff Interpretation—Protective Service Against Cold 

Texas.—Question: In December, 1926, Art. 10232, carload of 
apples, moved from Wenatchee, Wash., to Abilene, Tex., under 
carriers’ protective service. This car moved via Denver, Colo., 
through Texline and Amarillo, Tex. The heaters were removed 
from the car at Denver, Colo., and the service was charged for 
to the fartherest point in heater territory, which is New Mexico. 

Carriers contend that they must charge to the fartherest 
point in heater territory, while I contend that, inasmuch as the 
shipment moved under standard ventilation from Denver to des- 
tination, that they are not entitled to charge for services they 
did not render. 

Will you please give me a list of rulings the Commission has 
made on this and your opinion as to the charge? 

Answer: Under the provisions of rule 515 of Agent R. C. 
Dearborn’s Perishable Protective Tariff No. 3, I. C. C. 2, carriers 
have assessed charges on the proper basis. Paragraph D-2 of 
rule 555 reads as follows: 


On shipments originating at or destined to points outside the 
“heater territory,’’ such charges will apply from the first point within 
“heater territory’’ on the route via which shipment is moving to 
the most distant point in ‘‘heater territory’’ on the route via which 
shipment is moving to final destination. 


Tariff interpretation—Application of Intermediate Rule 

Kentucky.—Question: Kindly refer to page 983 of The Traf- 
fic World of May 29, 1920, under question asked by “District of 
Columbia” relative to rate applicable at intermediate point. 

Agent Speiden’s Southeastern Tariff No. 2-E, I. C. C. 772, 
item 284, publishes an intermediate point note as to points of 
destination. 

A through rate of 30 cents per 100 pounds is published from, 
point A to point D, which latter point is more distant than C, 
on the same railroad (point C being located between B and D, 
on the same railroad). To point B the rate is 27 cents per 100 
pounds. There is also a rate of 27 cents per 100 pounds from 
A to E, which latter point is more distant than D, on the same 
railroad. Please advise the correct rate to point E. 

The railroad serving point E participates in the 27-cent rate 
without restriction, and it is our view that this rate should be 
protected to point C, since shipments destined to point E would 
move through point C. 

Kindly quote rulings in similar cases or rulings of the 
Interstate Commerce Commission covering, if possible. 

Answer: In item 284 of Agent F. L. Speiden’s tariff, I. C. C. 
772, it is provided as follows: 


To an intermediate point of destination to which no specific com- 
modity rate is published herein and which is an established point for 
the delivery of freight, but which is situated directly between two 
points on the same railroad to which rates are published herein, the 
rate will be the same as the rate named in this tariff, to such two 
points unless the rates to such two points is not the same, in which 
case the rate to the intermediate point will be that applicable to 
that one of such two points to which the higher rate is published 
herein; provided, no specific commodity rate on the same commodity 
to the same intermediate point of destination from the same point 
of origin is published in some other tariff. 


It is our opinion that under the application of this item, the 
rate of 30 cents to D, the next more distant point, is the rate 
applicable at C, C being directly between B and D, the higher 
of the rates to the two points being the applicable rate. 

Liability of Telegraph Company for Negligence in the Transmis- 


sion or Delivery of Messages 

Illinois—Question: Kindly advise if there is any ruling gov- 
erning the responsibilities of the telegraph companies when 
telegrams are received in error, causing shipment to be shipped 
in error. 

Answer: Complying with the Commissions order in the 
case of “Limitation of Liability in Transmitting Telegrams,” 61 
I, C. C. 541, the Western Union Telegraph Company filed with 
the Interstate Commerce Commission supplement No. 3 to Tariff 
Book 64, effective July 13, 1921, which provides: 


In any event the company shall not be liable for damages for mis- 
takes or delays in the transmission or delivery, or for non-delivery, 
of ap 4 message received for transmission at the unrepeated message 
rate beyond the sum of five hundred dollars; nor for mistakes or 
delays in the transmission or delivery, or for non-delivery, of any 
message received for transmission at the repeated-message rate be- 


yond the sum of five thousand dollars, unless specifically valued; 
nor in an 


case for delays arising from unavoidable interruptions 
in the wor 


of its lines; nor for errors in cipher or obscure messages. ' 


Prior to its compliance with the Commission order in the 
above referred to case, the liability of the Western Union Tele- 
graph Company for errors or delays in the receipt, transmission 
and delivery of unrepeated messages was limited to the amount 
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received for sending the same, which limitation was foung not 
to be unreasonable or otherwise unlawful by the Commissiqy 
in its opinion in the Unrepeated Message Case, Docket 8917 
44 I. C. C. 67. 

While some of the state courts, including the courts of Ney 
York (see Freschen vs. Western Union Telegraph Co,, iy 
N. Y. S. 649), have held that a telegraph company cannot by 
contract relieve itself from the consequences of its wilful mis 
conduct or gross negligence, and that where a telegraph ¢op. 
pany’s failure to transmit a message is not shown to have bee, 
due to a mistake in transcribing or difficulty in transmittip 
the failure constitutes gross negligence, not subject to a limit, 
tion of liability, while in the Primrose case, 154 U. S. 1, it was 
said that, in the absence of wilful neglect or gross negligenc 
a limitation of liability is valid, the tariffs of the telegraph con, 
panies which contain the limitation of liability approved }, 
the Commission in its opinions in docket 8817, 44 I. C. ¢, 6 
and docket 11524, 61 I. C. C. 541, do not contain any Provisions 
which make any distinction between ordinary and gross neg. 
ligence in the determination of the liability of the telegrap) 
company. There is no assurance, in view of the decision of the 
Supreme Court of the United States in Western Union Telegraph 


Co. vs. Esteve Brothers & Co., 41 Supreme Court 584, that at § 


the present time any distinction would be made between orii. 
nary and gross negligence. 
Limitations—Overcharges 

New York.—Question: We have been approached by sey. 
eral consignees for a refund of freight charges based on the 
following example: 

A shipment is made in 1923 described as one article taking 
a first class rate. The shipment is delivered to consignee, 
charges paid and the matter apparently closed. Two year 
later, the consignees file claim for an overcharge in rate stating 
that the description of the goods as given at the time shipment 
moved was in error and that the shipment actually consisted 
of a totally different article taking a third class rate. 


Will you kindly let me know whether or not a refund in 
this case is in order? 


Answer: So far as we can determine the principles set 
forth in sections 240, 241 and 242 of Vol. 1 Corpus Juris on 
Admiralty govern an action by a shipper against a water carrier 
for an overcharge. 


The provisions of these three sections read as follows and 
are supported by reference to numerous decisions of the courts: 


Section 240—Except in criminal cases and those of a quasi crim- 
inal character, as for offenses against the revenue laws for which 
forfeitures are enforced by proceedings in rem in admiralty, no period 
of limitation is fixed for the commencement of suits in admiralty. 
The exercise of admiralty and maritime jurisdiction in the United 
States courts is governed entirely by the legislation of Congress and 
the general principles of maritime law. They are not controlled by 
the periods of limitation prescribed by state statutes. Pacific Coast 
S. S. Co. vs. Brancroft-Whitney Co., 94 Fed. 180 (Rev. on other 
grounds, 180 U. S. 49). 

Section 241—Independently, however, of any limitations, courts 
of admiralty will not entertain suits for stale demands, and adopt 
the principle that laches or delay will, under proper circumstances, 
constitute a valid defense. Lapse of time alone will not make the 
demand stale, nor can any rule be safely prescribed as absolute in 
all cases as to the period necessary; the delay which will defeat such 
a suit must in every case depend on the peculiar equitable circum- 
stances of the case. But relief will be refused to the libelant when 
the delay is such as to prevent the court from doing justice between 
the parties, or the respondents have by reason thereof been induced 
to change their position greatly to their disadvantage. 

Section 242—While courts of admiralty are not bound by local 
statutes, in determining the question of laches they govern them- 
selves by the analogies of the common-law or statutory limitations, 
in the absence of special or exceptional circumstances. 

Exceptional circumstances will sometimes lead a court of ad- 
miralty to pronounce a claim stale after a lapse of time less than 
the local statutory period of limitation. 


FIREARMS IN MAILS 


Postmaster General New has promulgated regulations under 
the recent act of Congress making unmailable all firearms, cap- 
able of being concealed on the person, except to authorized 
persons who are defined in the regulations. The law becomes 
effective May 10. Explaining the regulations, the department 
said: 


Authorized persons are defined in the regulations as officers of 
the army, navy, marine corps, or officers’ reserve corps, officers of 
the national guard or militia of the several states, territories and 
districts; officers of the United States or of the several states, terTi- 
tories and districts whose official duty is to serve process of warrants 
of arrest or mittimus of commitment; employes of the postal service; 
watchmen engaged in guarding the property of the United States, the 
several states, territories and districts, and firearms manufacturers 
or bona fide dealers in firearms. 

Parcels containing firearms must be plainly marked with the word 
“firearms,’’ and the particular class of persons to which the addresse¢ 
belongs as authorized by law to receive firearms through the mails 
must be indicated. In addition the sender must file an affidavit with 
the postmaster that the addressee is entitled to receive the weapon 
together with a certificate signed by the commanding officer of the 
addressee, the chief clerk of the government department in the casé 
of watchmen, or the judge of the court in the jurisdiction in which 
the addressee’s official services are rendered. In the case of ‘ship- 
ments to firearms manufacturers and dealers statements must be fur- 
nished to that effect. 

In all instances the addressee must call at the postoffice and ¢s- 
tablish his identity before receiving delivery. The law provides a fine 
of $1,000 or two years’ imprisonment or both for anyone attemptiné 
to mail a firearm held by the statute to be unmailable. 
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SUMMER IS NEARLY HERE 


Plan Your Vacation Now 





Select a resort on the 


C:O 


The route of the Famous “‘F. F. V.’’ 





Mountains, Country, Seashore 


Offering all out-door pastimes 


Golf, Fishing, Bathing, Etc. 


Through Pullman Cars between 


Chicago, Cincinnati, Louisville, St. Louis, 
Indianapolis 


and 


New York, Philadelphia, Baltimore, Washington, 
Richmond, Newport News and Norfolk 


With convenient stop-over privilege at all resorts 


Superior Dining Car Service 


Write for resort booklet 


T. H. GURNEY GEO. COOMBS 
General Passenger Agent Asst. General ge Agent 
Richmond, Va. F. E. LANDMEIER Cincinnati, Ohio 
Western Passenger Agent 
0. N. SPAIN — 
Eastern Passenger Agent __R. E. PARSONS 
Washington, D. C., and 299 Broad- District Passenger Agent 
way, New York City Louisville, Ky. 





The Chesapeake and Olhio Railway Co. 





i, 
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Digest of New Complaints 





No. Lge Sub. No. 2. Hitchings & Co., Elizabeth, N. J., vs. B. & O. 
et al. 

Rates in violation of first three sections of the act, on radiators, 
iron and/or steel, from McKeesport, Pa., to Elizabeth, N. J. Al- 
leges that competitors at Bayonne, N. J., Oswego and Dunkirk, 
N. Y., and Detroit, Mich., enjoy lower commodity rates than 
fifth class rates charge complainant. Asks rates for future and 
reparation. 

. Street-Eicholtz Furniture Co., Muskogee, Okla., vs. B. & 

. et al. 

Unreasonable rates on shipments in cars B & O 165314 and 
B. & O. 169918 from Huntington, W. Va., to Muskogee, Okla.,. as 
result of carrier furnishing two cars instead of one as ordered. 
Asks reapartion. 

No. 19443. Merchants’ and Manufacturers’ Traffic Bureau et al., Mus- 
kogee, Okla., vs. K. O. & G. et al. 
nreasonable rates on glass sand or silica sand from Pacific 
Mo., to Sapulpa and Okmulgee, Okla. Asks rates for future and 
reparation. 
No. 19444. Detroit Chemical Works, Detroit, Mich., vs. B. & O. et al. 

Unreasonable rates on crude sulphur from New York, N. Y., 

and Baltimore, Md., to Detroit, Mich. Asks rates for future and 


reparation. 
No. 1 ~ Mid-West Fruit Co., Muskogee, Okla., vs. G. C. & S. F. 
et al. 


Unreasonable rates on potatoes from Skiatook, Okla., to Austin, 
Tex., and other Texas points. Asks reparation. 

No, 19446. International Vegetable Oil Co., Memphis, Tenn., vs. East- 
ern Steamship Lines, Inc., et al. 

Rates in violation of sections 1 and 4 of the act, on burlap bags 
from Brooklyn, N. Y., to Raleigh, N. C. Asks just and reasonable 
rate and reparation. 

No. cc W. M. Dutton & Sons Co., Inc., Hastings, Neb., vs. C. B. 


Charges in violation of section 2 of the act, on steel bars, oiled, 
from Hastings, Neb., to Harvey, Ill. Asks reparation. 

No. 19448. The Carman Distributing Co., Omaha, Neb., vs. Chicago 
& North Western et al. 

Rates in violation of sections 1, 2 and 3 of the act, on (bleach) 
lime, chloride of, from Wyandotte, Mich., to Omaha, Neb., and 
on bleaching powder from Chicago to Omaha. Asks rates for 
future and reparation. 

No. pee ae American Zinc Products Co., Greencastle, Ind., vs. B. 
. et al. 

Rates in violation of first three sections of the act, on zinc 

sheets, plates and strips from Greencastle, Ind., to New York 


City and points basing thereon, and to Philadelphia, Pa., and points . 


basing thereon. Asks rates for future. 
No. 19450. Depreciation charges of express companies. 
This is a proceeding instituted by the Commission under para- 
graph 56 of section 20 of the interstate commerce act. 
No, 19451. E. B. Muller & Co., Port Huron, Mich., vs. Pere Mar- 
quette et al. 
Unreasonable rates on chicory from Port Huron, Mich., to 
New York, N. Y. Asks rates for future and reparation. 
No. iS Ager Packing & Provision Co. et al., Chicago, IIll., vs. A. C. 
-e 3 
Unreasonable rates on dried, dry salted, smoked and pickled 
meats, loose, carloads, from Chicago, Ill., Terre Haute, Ind., 
Philadelphia, Pa., and Wilmington, Del., to destinations in or 
through Official Classification territory, and to complainants’ plants 
at points named above from points in or through Official Classi- 
fication territory, because fourth class rate assessed exceeded 
fifth class rate Asks reparation. 


No. P wy Lucius P. Cook et al., Memphis, Tenn., vs. C. R. I. & 
. et al, 

Rates in violation of sections 1 of the act, on grain and grain 
products from points in Colorado, Kansas and Missouri to Mem- 
phis, Tenn., applicable on traffic to Nashville, Tenn., and directly 
intermediate stations, and in violation of section 3 on grain and 
grain products from points in Colorado, Kansas and Missouri to 
St. Louis, Mo., Cairo and East St. Louis, Ill., applicable on traffic 
to Nashville, Tenn., and to stations on the L. & N., and N. C. & 
St. L. between Memphis and Nashville, Tenn. Asks rates for 
future on grain and grain products to, from and via Memphis 
with transit at Memphis. 


No. yey Embry E. Anderson et al., Memphis, Tenn., vs. A. & S. 
et al. 

Rates in violation of sections 1 and 3 of the act, on grain, 
particularly coarse grains and sorghum grains, from points in 
Texas to points in Alabama, Florida, Georgia, Mississippi and 
South Carolina. Asks rates for future. 


No. Pay a nae American Cement Corp., Hagerstown, Md., vs. B. 
. et al. 

Rates in violation of section 1, 2, 3 and 13 of the act, on 
gypsum rock from New Brighton, N. Y., to Security, Md., as 
compared with rates to Alsen and Hudson, N. Y., and the Lehigh 
district. Asks rates for future and reparation. 

No. 19456. Gilliland Oil Co. of New Mexico, Albuquerque, N. M., vs. 
Santa Fe et al. 

Unreasonable rates on steel tank agitator from Wichita Falls, 

Tex., to Albuquerque, N. M. Asks rates for future and reparation. 
No. 19457. O. B. Andrews Co., Chattanooga, Tenn., vs. Southern et al. 

Rates and charges in violation of sections 1 and 6 of the act, on 
knocked down paper boxes from Chattanooga, Tenn., to points 
in Arkansas. Asks rates for future and reparation. 

No. on” a American Cement Corp., Hagerstown, Md., vs. D. 
. et al. 

Unreasonable rate on cement from Howe’s Cave, N. Y., to 
North Lawrence, N. Y., via an interstate route. Asks cease and 
desist order and reparation. 

No. 19459. State of Idaho, ex rel, Public Utilities Commission of 
Idaho, Boise, Idaho, vs. Oregon Short Line et al. 

Unreasonable and discriminatory class rates between points in 
Idaho located on any of the lines or branch lines of the Oregon 
Short Line. Asks rates for future. 

No. 19460. Jackson Traffic Bureau for MacGowan Coffee Co., Jackson, 
Miss., vs. A. & V. et al. i 

Rates in violation of sections 1, 2, 3 and 6 of‘the act, on chicory 
in double bags from Chicago and New Orleans to Jackson, Miss. 
Asks rates for future and reparation. 

No. 19461. Jackson Traffic Bureau for G. O. Wymond and R. N. Sin- 
clair, Jackson, Miss., vs. Illinois Central et al. 

Rates in violation of sections 1 and 6 of the act, on household 
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goods or emigrant outfit from Louisville, Ky., and St. Louis, Mo 
to Jackson, Miss. Asks reparation. 7 


No. 19462. Liberty Cooperage & Lumber Co., Ft. Wayne, Ind, ys 
Wabash et al. ; 


Charges in violation of sections 1 and 2 of the act, on hoop 
from Montpelier, O., to Rochester, N. Y. Asks rates for futur 
and reparation. 

No. 19463. Acme Hay & Mill Feed Co. et al., Sioux City, Ia., yg 
Santa Fe et al. “— 

Unreasonable rates on salt from Hutchinson, Anthony, Littl 
River, Lyons and Kanapolis, Kan., to Sioux City, Ia. Asks 
reparation. 

No. 19464. Michael-Swanson-Brady Produce Co., Kansas City, Mo 
vs. Santa Fe et al. r 

Unreasonable car rental charge of $5 per car per trip for use 
of refrigerator or other insulated car in the period October }; 
to April 15 each year on shipments of potatoes, cabbage anq 
other vegetables from points in Wisconsin, Minnesota, the Da. 
kotas, Missouri and Nebraska to various interstate destinations 
Asks cease and desist order and reparation. j 

No. 19465. American Farm Bureau Federation, Chicago, Ill., vs. Akron 
& Barberton Belt et al. 

Rates in violation of sections 1 and 3 of the act, on stockers 
and feeders purchased at primary markets in Western Trunk 
Line territory and other public stock yards in C. F. A. and Trunk 
Line Association territories for shipment to live stock feeders gt 
points in Indiana, Ohio, Pennsylvania, Maryland and New York. 
Asks rates for future. 

No. 19466. McGreer Brothers et al., by J. H. Henderson, commerce 
counsel of Iowa, Des Moines, la., vs. C. B. & Q. 

Unreasonable regulations and charges and discriminatory pro- 
visions in connection with movement of live stock when feeding 
places are changed in the process of fattening, in southeastern 
Iowa, because of no provision in defendant’s tariff permitting such 
movement from first loading station to second fattening station, 
without paying the local rate, while such provision is applicable 
on like transportation west of the Missouri River. Asks estab- 
lishment of provisions as now apply to movement of feeders in 
eastern Nebraska. 

No. 19467. Baker-Hanna-Blake Co. et al., Oklahoma City, Okla., vs 
Aberdeen & Rockfish et al. 

Unreasonable rates on cotton factory products, any quantity, 
from points in Virginia, the Carolinas, Georgia, Tennessee, Louisi- 
ana, Alabama and Texas ‘to Oklahoma City, Okla. Asks rates 
for future and reparation. 


No. 19468. J. S. Bash & Sons, Inc., et al., Champaign, IIl., vs. Central 
Indiana et al. 





Unreasonable rates on soft coal from Indiana mines to Urbana, 
Champaign and other Illinois destinations. Asks rates for future 
and reparation. 


No. 19469. Swift & Co. et al., Chicago, IIll., vs. A. C. & Y. et al. 
Unreasonable rates on dried, dry salted, or smoked and pickled 
cured meats, loose, called bulk meats, in carloads, or in mixed 
carloads with fresh meat and other packing house products, from 
complainants’ plants to various interstate destinations. Asks 
cease and desist order and reparation. 
No. 19470. Swift & Co., Chicago, Ill, vs. Atlantic Coast Line et al. 
Rates in violation of sections 1 and 3 of the act, on eggs in 
straight carloads or in mixed carloads with butter and dressed 
poultry from points in Kansas, Texas, Oklahoma, Arkansas, Iowa, 
to Key West, Fla., for export. Asks rates for future and repara- 


tion. 
No. 19471. Crown Willamette Paper Co., San Francisco, Cal., vs. ¢. 
& O. et al. 


Rates in violation of sections 1 and 3 of the act, on soapstone 


a linings from Esmont, Va., to Camas, Wash. Asks repara- 
tion 


No. 19472. City of Lakelaud, Fla., vs. Atlantic Coast Line et al. 
Rates in violation of section 6 of the act, on one road roller from 
Springfield, O., to Lakeland, Fla. Asks reparation. 


No. 19473. Susquehanna Silk Mills, New York, N. Y., vs. Pennsylvania. 

Unreasonable rate on less carload shipments of undyed silk 

cloth from Marion, O., to Sunbury, Pa. Asks rate for future 
and reparation. 


No. 19474. Cargill Grain Co., Minneapolis, Minn., vs. Green Bay & 
Western et al. 


Rates in violation of first three sections of the act, on grain 
from Wisconsin points to Baltimore, Md., for export. Asks rates 
for future and reparation. 


WESTERN CLASS HEARINGS 


The Trafic World Washington Bureau 


The Commission late April 29 announced that, in accordance 
with the announcement made by Commissioner McManamy near 
the close of the recent hearing at Kansas City, in Part 2 of No. 
17000, Western Trunk Line class rates, and cases being heard 
therewith, the dates of further hearings in those proceedings 
so far determined would be as follows: May 11, Fargo, N. D. 
Elks Temple; May 16, Sioux Falls, S. D. Cataract Hotel; May 
21, Omaha, Neb. Omaha Athletic Club; May 23, Lincoln, Neb. 
Lincoln Hotel; June 1, Denver, Colo., Cosmopolitan Hotel, and 
June 20, St. Paul, Minn., St. Paul Hotel. 


SOUTHERN PACIFIC BUSSES 


The Southern Pacific entered the field of motor bus trans- 
portation April 19 with the filing of articles of incorporation 
of the Southern Pacific Motor Transportation Company with 
the Secretary of State of California, at Sacramento. Head- 
quarters of the new company will be in San Francisco. While 
it. will be owned by the railroad, it will be operated as a seP 
arate organization. Officials of the company say they expect 
to have service in operation within three months. The object 
of the bus service, it is stated, is to supplant passenger trains 
in localities where the traffic is not sufficient to warrant their 
operation, and to serve as feeders in territory where railroad 
service is inadequate. 
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SPRINGFIELD, ILLINOIS 


‘“‘The City I Chase for My Home’’ 


PRINGFIELD, thecapital city of the great state 
of Illinois, is celebrated. throughout the world 
as the Home of Abraham Lincoln. To this great 
hrine come annually, in constantly increasing 
numbers, lovers of liberty and justice from all 
corners of the civilized world to pay homage 
at the tomb of the Great Emancipator. 
In addition to its fame as a historic city, 
and its prestige as the capital of Illinois, 
Springfield is a city of beautiful homes, 
broad well paved streets and imposing pub- 
lic buildings. It is also the trading center 
for 350,000 people, with fine department 
stores and other retail establishments. 
Springfield is situated in Sangamon 
County, one of the greatest coal producing 
counties in the West, consequently it has 
the advantage of low cost fuel for heating 
and power, and can supply electric energy 
in abundance at remarkably low rates. 
Springfield is also an active, thriving in- 
dustrial city, with steadily and rapidly in- 
creasing output of manufactured articles 
and resultant increase in number of em- 
ployees and payrolls. The value of manu- 
factured products increased from $2,096,000 
in 1909 to $26,587,000 in 1925. 
In 1925 industrial, mining, public 
employees and insurance payrolls 
amounted to nearly $30,000,000. 
Two large industries added dur- 
ing the past twelve months will 
increase these figures. 


CHICAGO & ALTON R.R. 


Among the industrial products of Springfield 
we find the following: Watches, electric meters, 
radios and radio parts, electric clocks, caterpillar 
tractors, boilers, agricultural machinery, snow 
plows, road grading machinery, automobile chains, 

wheel jacks, cranes and all kinds of garage 
equipment, miners’ lamps, candy, radiators, 
kites, wicker furniture, mattresses, building 
and drain tile, paving brick, face brick, 
stucco and many others. 

Springfield’s location near the center of 
population of the United States, and its un- 
excelled transportation facilities, are im- 
portant factors in the city’s rapid advance- 
ment in industrial importance. 

Financially Springfield is strong and 
progressive, having six banks with total 
resources of $40,000,000, with annual clear- 
ings totalling $150,000,000. 

Springfield maintains a strong and active 
Chamber of Commerce, which is ready at 
all times to furnish information to pro- 
spective industries. 

The Chicago and Alton railroad fur- 
nishes seven splendid passenger trains daily 
between Springfield and Chicago and an 

equal number between Spring- 
field and St. Louis. Several of 
these trains are among the finest 
in America. Overnight freight 
service is provided from and to 
Chicago, Peoria and St. Louis. 


me 


S. G. LUTZ, Chief Traffic Officer, Chicago, II1. 
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Docket of the Commission 





. 


Note. Items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 2—New Orleans, La.—Examiner Walsh: 
1. & S. 2876 (and ist and 2nd supplements)—Combination rule on 
lumber and forest products between Southern Territory and 
Interstate points. 


May 2—Binghamton, N. Y.—Examiner McChord: 
19054—-G. H. Treyz & Co. et al. vs. B. & O. R. R. et al. 


May 2—New York, N. Y.—Examiner Kerwin: 
19252—Colgate & Co. vs. Tampa & Jacksonville Ry. et al. 
May 2—Washington, D. C.—Examiner Carter: 
19363—The Milwaukee Coke & Gas Co. vs. A. & W. Ry. et al. 
—- Furnace Co. vs. Algoma Central & Hudson Bay Ry. 
et al. 
193887—Chicago By-Products Coke Co. vs. A. & W. Ry. et al. 
19403—By-Products Coke Corp. vs. A. & W. Ry. et al. 
16243—Indiana Coke & Gas Co. vs. A. & W. Ry. et al. ? 
16611—Citizens Gas Co. of Indianapolis vs. Ala. Cent. Ry. et al. 
May 2—Phoenix, Ariz.—Examiner Harraman: 
Fourth Section Application No. 13022—Filed by R. C. Dearborn, for 
and on behalf of carriers parties thereto. 


May 2—Washington, D. C.—Examiner Boyden: 
Valuation No. 65—In re tentative valuation of the property of the 
Great Southern R. R. 


May 2—Washington, D. C.—Examiner Faris: 
Valuation No. 863—In re tentative valuation of the property of the 
G. H. & 8S. A. Ry. 
Valuation No. 728—Houston & Shreveport R. R. 
Valuation No. 804—Houston & Texas Central R. R. 
Valuation No. 842—Houston E. & W. Texas Ry. 
Valuation No. 701—Iberia & Vermilion R. R. 
Valuation No. 737—Lake Charles & Northern R. R. 
Valuation No. 784—Louisiana Western R. R. 
Valuation No. 883—Morgan’s La. & Texas R. R. & S. S. Co. 
Valuation No. 756—Texas & New Orleans R. R. 
Valuation No. 923—Southern Pacific Terminal Co. 
Valuation No. 750—Direct Navi. Co. 
Valuation No. 854—El Paso Union Passenger Depot Co. 


May 2—Washington, D. C.—Examiner Hays: 
Valuation No. 940—In re tentative valuation of the property of the 
Kansas City Connecting R. R. 


May 2—Atlanta, Ga.—Examiner Johnson: 


1 Nichols Contracting Co. vs. S. A. L. Ry. 
* 1. & S. 2893—Horses and mules from Chicago, Ill., to Ohio River 
Crossings. 


May 3—Little Rock, Ark.—Arkansas Railroad_Commission: 
* Finance No. 5602—Joint Application of St. Louis-Southwestern Ry. 
and Central Arkansas and Eastern R. R. for authority to abandon 
a line of railroad between Rice Junction and Hazen, Ark. 
May 3—Washington, D. C.—Examiner Kephart: 
Valuation No. 828—In re tentative valuation of the properties of 
the M., K. & T. Ry. et al. 
Valuation No. 814—In re tentative valuation of the properties of 
the M., K. & T. Ry. Co. of Tex. et al. 
Valuation No. 759—In re tentative valuation of the property of the 
Wichita Falls & Northwestern Ry. 
May 3—New Orleans, La.—Examiner Walsh: 
1 Louisiana Farm Bureau Federation, Inc., et al. vs. La. Ry. 
& Navi. Co. 
May 3—New York, N. Y.—Examiner Kerwin: 
16286—B. Lissberger & Co. et al. vs. Penna. R. R. et al. (further 
hearing). 
May 3—Chicago, Ill.—Examiner Smith: 
16699—Crerar Clinch Coal Co. vs. A. A. R. R. et al. (further hear- 
ing). 
May 3—Washington, D. C.—Examiner Ames: 
14498—Ragland Coal Co. vs. Virgn. Ry. et al. 
14831—Winding Gulf Colliery Co. vs. C. & O. Ry. et al. (further 
hearing). 
14454— Wyoming Coal Co. vs. Virgn. Ry. et al. 
13832—Gulf Coal Co. vs. Virgn. Ry. et al. (further hearing). 
May 3—Washington, D. C.—Examiner Macomber: 
Valuation No. In re tentative valuation of the property of the 
Northern Telegraph Co. | 
May 4—Chicago, Ill.—Examiner Smith: 
16832—The J.'D. Hollingshead Co. vs. A. A. R. R. et al. 
17653—-A. E. Staley Manufacturing Co. vs. Wab. Ry. et al. Por- 
tions Fourth Section Application Nos. 2056, 1024, 2138 and 1021. 
May 4—Argument at Washington, D. C.: 
|. & S. 2420—Transit at Kansas City, Mo.-Kan., on grain and grain 
products. 
17159 (and Sub. Nos. 1 to 5 incl.)—Southern Kansas Grain & Grain 
Products Assn. vs. C. R. I. & P. Ry. Co. 
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May 4—Washington, D. C.—Examiner Carney: 
1. & S. 2888—Pipe Fittings from N. C. and Va. to Carolina Territory 
May 4—Chattanooga, Tenn.—Examiner Johnson: F 
1. & S. 2875—Ground iron ore from points in Va., Tenn., Ala., ang 
East St. Louis, Ill., to points in Texas. ’ 
May 4—Washington, D. C.—Examiner Potter: 
€ Valuation No. 950—In re tentative valuation of the property of the 
Aransas Harbor Terminal Ry. 
May 4—New Orleans, La.—Examiner Walsh: 
19342—Gillican-Chipley Co. et al. vs. A. N. R. R. et al. 


May 4—Albany, N. Y.—Examiner McChord: 
19241—The Embossing Co., Albany, N. Y., vs. A. A. R. R. et al. 
May 5—Washington, D. C.—Assistant Director Burnside: 
Finance No. 5290—Claim and Supplement of Rural Valley R, R. 
under Section 204, Transportation Act, 1920. 
May 5—New Orleans, La.—Examiner Walsh: 
|. & S. 2889—Pine Flotation Oil from New Orleans and Shreveport 
La., to Utah Common points. : 
May 5—Washington, D. C.—Examiner Carney: 
18478—Strouds Creek and Muddlety R. R. vs. B. & O. R. R. et al. 
“Pao ~ Valley Lumber Co. vs. Strouds Creek and Muddlety 
. R. et al. 
Ss York, N. Y.—Examiner Kerwin: 
19075—Bakelite Corp. vs. Penna. R. R. 


Mey 5 Sseument at Washington, D. C.: 
15895—E. E. Forbes & Sons Piano Co. vs. A. G. S. R. R. et al. 
17937—-E. E. Forbes, doing business as E. E. Forbes & Sons Piano 
Co., et al. vs. L. & N. R. R. et al. 
17147—National Biscuit Co. vs. L. & N. R. R. et al. 
16747 _— 2)—Atwood Davis Sand Co. et al. vs. C. & N. W. Ry. 
et al. 
17469—Wisconsin Lime & Cement Co. vs. C. & N. W. Ry. 


May 6—Coffeyville, Kans.—Examiner Money: 
1. £ S. 2895—Potatoes from Kansas City, Mo.-Kans., to Coffeyville, 
ns. 


May 6—Argument at Washington, D. C.: 
18417—Sinclair Refining Co. vs. A. T. & S. F. Ry. et al. 
16522 (and Sub. 1)—The Parkersburg Rig & Reel Co. vs. Union 
Pacific R. R. et al. 


May 6—Chicago, Ill—Examiner Smith: 
18754 (and Sub. 1)—Simmons Co. vs. C. & N. W. Ry. et al. 
me. oe, D. C.—Commissioner Meyer and Examiner 
rezise: 
18715—Baltimore Chamber of Commerce vs. A. A. R. R. et al. 
May 6—Nashville, Tenn.—Examiner Johnson: 

1. & S, 2869—Fertilizer from Ohio River Crossings to Kansas and 
Missouri points when originating in southeastern or Carolina 
territories. 

May 6—New York, N. Y.—Examiner Kerwin: 

19094—-Peerless Explosives Co. vs. C. R. R. of N. J. 

May 7—New York, N. Y.—Examiner Kerwin: 
19238—Federated Metals Corp. vs. C. R. R. of N. J. et al. 
19239—-Federated Metals Corp. vs. Chicago Jct. Ry. et al. 
May 7—Boston, Mass.—Examiner McChord: 
19284—Boston Wool Trade Assn. vs. A. & S. Ry. et al. 
May 9—Harrisburg, Penn.—Examiner Barron: 

a eee Leather Companies, Inc., vs. C. R. R. of N. J. 
et al. 

May 9—New York, N. Y.—Examiner Kerwin: 

19225—-Federated Metals Corp. vs. Penna. R. R. 

19229—-Federated Metals Corp. vs. Penna. R. R. 


May 9—Dallas, Tex.—Commissioner Meyer and Examiner Mackley: 
17000—Rate Structure Investigation Part 7, grain and grain products. 
16294—-State of Colorado and Public Utilities Commission of State 
of Colorado vs. Mo. Pac. Ry. et al. 

17477—St. Joseph Grain Exchange et al. vs. A. & S. Ry. et al. 

17992 (and Sub. 1)—The Southern Kansas Millers Traffic Club et 
al. vs. A. & S. Ry. et al. 

18203—American Maid Flour Mills et al. vs. A. & S. Ry. et al. 

19103—Merchants Exchange of St. Louis vs. A. & S. Ry. et al. 

19279—The Board of Trade of Cairo, Ill., vs. Ark. & La. Mo. Ry. et al. 

— Sub. 1)—Atchison Board of Trade et al. vs. A. & S. Ry. 
e q 

18669 (and Sub. 1)—Southwestern Millers League vs. A. T. & §. 
F. Ry. et al. 

18782—New Orleans Joint Traffic Bureau vs. A. & S. Ry. et al. 

18800—Des Moines Elevator & Grain Co. et al. vs. C. B. & Q. RR 
et al. 

18900—Des. Moines Board of Trade et al. vs. K. C. C. C. & St. J 
Ry. et al. 

19453—Lucius P. Cook et al. vs. C. R. I. & P. Ry. et-al. (In con- 
nection with 17000, part 7, grain and grain products, in so far 
as the issues fall within the scope of that proceeding). 





in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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Plus Service 


It’s the extra things 
that Trans-Continental 
Freight is able to do for 
shippers, that often make 
a difference of thousands 
of dollars a year to them. 


Knowing the business 
of shipping thoroughly, 
often makes shipping 
less expensive. 


Trans - Continental 
knows, andits knowledge 
is backed by 29 years of 
experience. 


Our nearest branch 





wit oof yee 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Boston, Mass. Minneapolis, Minn. 
Buffalo, N. Y. Philadelphia, Pa. 
Cincinnati, Ohio Portland, Ore. 
Cleveland, Ohio St. Paul, Minn. 
Denver, Colo. Salt Lake City, Utah 
Detroit, Mich. San Francisco, Cal. 
Los Angeles, Cal. Seattle, Wash. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 29 years. 
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A National Asset 


Railway service is one of our country’s of natural resources and of agricultural, indus- 
most valuable assets. It fosters national unity trial and commercial possibilities. This region 
and thereby stimulates both social and eco- now teems with activity, and it is constantly 
nomic progress. advancing in population and wealth. 













Before the railroads came to serve our peo- The development of railroads, the Illinois 









ple, travel was difficult, communication was Central System among them, was an impor- 
slow, and shipping by land was highly ex- tant factor in this veritable economic revolu- 
pensive. Lack of efficient transportation im- tion. Such railway development, in turn, 
peded social progress, confined trade to small however, depended upon another factor—the 
areas and restricted the development of our ‘ steady inflow of new capital for the improve- 
abundant natural resources. As railway con- ment and expansion of railway property. For 
struction progressed, these conditions example, the Illinois Central System today 
changed. Travel became easy. Communication represents an investment equal to the cost of 
was speeded up. Distance no longer consti- thirty railroads such as the Illinois Central of 
tuted a barrier to trade. The railroads found seventy years ago. Moreover, its ability to 
and developed new markets for producers, render greatly improved service today is in- 
new sources of supply for consumers. Sec- timately related to its increased investment. 


tional lines gradually disappeared. 


Investment enabled the railroads in the past 
to lead the way in national development. 
Similar investments in the future will have 
further beneficial effects. We as a people 
must do our share to encourage such invest- 
ment by indicating clearly our intention to 
safeguard railway credit. 


The history of the Illinois Central System 
strikingly demonstrates the benefits of rail- 
way expansion. Seventy years ago this rail- 
road began to operate its original 700 miles of 
line, all of which lay within the borders of 
Illinois. Its principal stations were small and 
widely separated towns; for the most part its 
lines ran through the virgin prairie—a land 
uninhabited, untouched by plow, unchanged 















Constructive criticism and suggestions are 


for centuries. Today the Illinois Central Sys- mained. 
tem operates more than 9,000 miles of line in L. i“ iialeaaas 
fifteen prosperous states of the Middle West President, Illinois Central System. 


and the South—states in which good transpor- 
tation has greatly stimulated the development CHICAGO, May 2, 1927. 
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New 
International 
Chain-Drive 
Truck with 
All-Steel Cab 4 
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More Wabash Efficiency 


[ox Wabash Railroad is writing a 


Seay? 
=H —— J HC ——) 


replaced monthly by these compact, flexible units, 
with consequent savings all along the line. 

The International Truck is operated for the 
Wabash by the Arthur Dixon Transfer Company 
whose history in Chicago transportation goes back 
to 1863. They know hauling and they know the 


eas Gomes l bona) 


new and important chapter into its 
record of a handling in Chicago 
through the use of motor units. 


The International Chain-Drive Truck, illustrated, 
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and a battery of all-steel semi-trailers form part of 
the new facilities which are correlating and speed- 
ing up freight movement to and from the main 
Polk Street Station, the 47th Street Transfer, 
and the Englewood Station to an extent that 
has proved a revelation to the railroad and to 
shippers. 


The unhindered operation of this equipment 
means more efficient routing of in and out freight 
traffic from local industries and from foreign lines. 
Shipments are sent on their way 24 to 72 hours 


qualities of this International—the new chain- 
drive Model 74-C, specially designed for heavy 
hauling, dump work, trailer service, etc. 


The Wabash has used International Trucks at 
many points in many capacities for years and so 
have over two score of the country’s best-known 
railroads. Internationals fill the bill—a better and 
more complete line today than ever. Sizes include 
the %-ton “Special Delivery”; 4 and 6cylinder 
Speed Trucks, 1%, 142, and 2-ton; and heavy-duty 
trucks up to 5-ton. Also Motor Coaches, and the 


earlier and hundreds of trap cars and line cars are McCormick-Deering Industrial Tractor. 
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INTERNATIONAL HARVESTER COMPANY 


606 So. Michigan Ave. eon Chicago, III. 
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Save Money by 
Storing in England 


RE’S important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always There are more than 300 
L M S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 


Fre e—Booklet explaining L M S unusual 
: Warehousing Plan mailed free on request 


UNNNAAO 


Handling charges and costly transit delays 


are cut to an irreducible minimum. 


The average L M S charge for handling, stowing 


and delivering out of store as required, is only 2/3 of a 
cent per 100 lbs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines a/l major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY 





The L M S New York Office 
offers every co-operation to help 
you solve the problem of dis- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Trafic Manager in America, 
ONE BROADWAY, NEW 
YORK. 
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Shippers: 
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The Chain of Tidewater Terminals 








Allied Inland Warehouses 


BOSTON 


BOSTON TIDEWATER TERMINAL, Inc. 
J. M. Hoffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 
Adequate, modern dockage facilities, direct 
rail connection all railroads —direct dis- 
charge ship to cars and cars to ship—storage 


direct from ship—no transfer or trucking — 


charge. A mile of berthing space — Piers 
100 feet wide. Open storage 

for lumber, pig iron and 

similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served by 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities, 


PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 
G. M. Richardson, Gen. Mgr. and 
Treasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 


The above means great money saving to you. 
your freight to be delivered to these splendid terminals, and warehouses. 


NEW YORK 


ATLANTIC TIDEWATER TERMINAL 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 


transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CoO., 
10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 
C. L. shipments. Low insurance. 
Liberal advances on stored goods. 


NORFOLK 


NORFOLK TIDEWATER 
TERMINAL 
J. A. Moore, Manager, 
Norfolk, Va. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space —— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. 





NEW YORK 


Read carefully —then direct 
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All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa.. 
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Looking Ahead - 


i competitive struggle of industry has sharply emphasized the need 
of not only minimum production cost but also minimum distribution 
expense. The cost of getting a product to market is of vital importance. 
Transportation costs of raw materials to factory and finished product to 
consumer involve the life and well-being of any enterprise. 


Because of this fact forward-looking manufacturers may well consider 
the possible benefits of additional plant location. 


\ 

The Pittsburgh District has outstanding advantages as a location for 
manufacturers through its accessibility to raw materials. It directly serves 
a population of two millions, and within a radius of a few hundred miles 
are the greatest consuming markets of the United States. No other pro- 
ducing district of like importance is so favorably situated with respect to 
its markets. Labor may be obtained in any type and volume and no cheaper 
power exists anywhere in the country. 


This Company will be glad to aid any interested concern in a survey 
of these advantages, and to explain the merits of an industrial location 
along its rails in the Pittsburgh District where a high grade belt line 
service is offered in connection with all trunk lines and where convenient 
industrial sites are available for every purpose. 


1141 Oliver Building, Pittsburgh, Penna. 


Montour R.R. 
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Great Northern Railway s 


Unsurpassed service is built on 


DEPENDABILITY 


Made possible by first-class equipment and facil- 
ities for the speedy and efficient transportation of 
freight and passengers 


BETWEEN 


St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, P ortland 
and Intermediate Points. 

Perfect Roadbed, Automatic Electric Block Signals, Modern 
Motive Power, including Oil-burning and Most Powerful Motor 

Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 








Daily between Chicago and the Pacific Northwest 
Via Glacier National Park—Park Season June 15- Sept. 15 





G. H. Smitton A. J. Dickinson 
Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
H. G. Dow M. J. Costello 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, IIl. 


Great Northern Railway 





Merchants Bank Bldg. 
® KANSAS CITY 
Railway Exchange Bldg 


® INDIANAPOLIS 


Majestic Bldg. 
Manzana de Gomez 


® DETROIT 
® HAVANA 


Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


® CLEVELAND 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 
@® CHICAGO—PASSENGER 


Ellicott Square Bldg. 


® CINCINNATI 
Dixie Terminal] 


@ BUFFALO 


Woodward Bldg. 


® BOSTON 
Old South Bldg. 


@® BIRMINGHAM 


Healey Bidg. 
Union Trust Bldg. 


@ ATLANTA 
@ BALTIMORE 





THE TRAFFIC WORLD 





SOUTHERN PACIFIC LINES 





Where they reach 


Toe _*| © OFFLINEAGENGIES 
, @ GATEWAYS] 








® i 
minneaP? “ ( 






The Fourth Sectton—1oth Article 


“The Interstate Commerce Act prohibits discrimination, 


but not all discrimination. 


The kind of discrimina- 


tion which it does prohibit is that which is undue.” 


Moving The People’s Products 


ATES .are made primarily by the rail- 
roads to move the people’s products; to 
take them from the places where they 

are produced to places where they can be 
marketed. 

This is just as true of the things produced 
in the far West, which must seek markets in 
the populous and distant East, as of things 
produced in the East and Middle West, which 
seek markets on the Pacific Coast. 

The railroad’s rate is made to move the 


product to market. The price in the market 
will limit the value created by moving the 
product to such market—hence will limit the 
rate the railroad can obtain for its service. 
Comparison will show that the rates 
charged on products of the Inter-Mountain 
country, marketed in the East or Middle West, 
have averaged as low, or lower, than the rates 
charged by the railroads, under relief from the 
Fourth Section, on the products of the East 
or Middle West marketed on the Pacific Coast. 


Later articles will deal further with reasons for 
which fourth section departures are permitted. 


For information 


Write, telegraph or ‘phone 
® “General Agent, Southern Pacific Lines’’ @ 


The Postman Knows Him. 
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